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Questionnaire issued by the Road Development Committee. 

A.— Road DBVKLorMENT, 


Note. —( a) Beads are assumed to be divided into ela,s\se6' on adnuiiistrative, iOMi 
into t^/pes on tecbnical grounds. For example — 

Class Provincial, Arterial, District Typi* Surfaced, UB;'urfa( <id, 

Board, etc., etc. etc., ere. 

(5) This questionnaire refers to extra-municipal roads only. 

(c) Village roads, it not in the cliarge of District Boards, should be excluded. 

Maps should be to the scale L or 16 iniles=rh 


1. Please illustrate by map and describe tlie road system of 
province by stating* : — 


Y<u,ir 


(i) tlie mileage of roads of different classes’^'^ and types 

{ii) the j)rincij)al bridges existing ; 

{tii) the principal places where bridges are reqtiired ; 

{iv) the authority responsible for each class of road ; 

(v) the existing arrangements for financing the construction ami 
maintenance of eacli class ; 

{ri) the total mileage by types and total expenditure on construction 
and maintenance on all roads and from vari(ms somates in 
the years 19D3-i l' and 19:33-24 to 1925-26 inclusive ; 

(vii) on the form attached (Appendix I ) 1 lie details of tlie expendi- 
ture during 1920-27. 


*2. Please state in terms of miles per — 

(a) hundred square miles of area, 

(5) 100,600 of total iiopulation, and 
(c) 100,000 of rural populatioiq 

the present total mileage of roads in your province : — 


(f) Surfaced. 
{ii) Unsurfaeed. 


3. Please state, on the average of the iigureB for the years ]924»25y 
1925-26 and 1926-27, 


{a) the following ratios expressed as percentages : 

f^i) total expend itui’o on rr^ads from provincial revenue, 
total provincial revenue. ' 

{ii) total expenditure on roadn from local fundg. 
total local funds rcvenue.t 

* See note (<?■). 

t Excluding grant.s from provincial revenues s|)acia(!aliy earamrked for arc/ 
pur|)Ose. 
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(6) the incidence per head of — 

(i) total population 1 

> of all road expenditure from provin- 

(ii) rural population j eial revenues,, and 

(in) rural population; of all road expenditure from local 
funds. 

4. What road traffic statistics are maintained in your proviiic'C ? 
Have you any suggestion to make for their extension or iinprovement f 

5. In what way and to what extent is the road system of your 
province co-ordinated — 


{a) within the province and 

(5) with the systems of adjacent provinces and States. 

6. What are the defects in the existing road systeni; with special 
reference to the needs of motor transport ; and to what (‘xtenii will 
these be remedied 
•development. 

7. Please state vour views as to — 

t'' 

{a) the nature and rate of development (lesiral)Ie to keep pace witli 
the growing needs of motor transport ; 

(5) the manner in which such development should be iinaneed ; 
and in particular; 

(e) whether the construction of bridges and roads sliould be 
provided for by ineaiis of JoanS; and if so, wdthin wluit 
limits. 


by accepted programmes c>f rec-L'issiln-ation and 


S. How wall the development you contemplate adfeef. railways ; 
and what steps can be taken to secure that roa,ds and railways are 
co-ordinated in the common interest of transport. How will (tontem- 
plated road development affect railways ; what machinery (*xists for tlje 
co-ordination of road and railway development and wliat further iTud hod 
would you propose for the purpose ? 


9. (a) To what extent do you make use of the facilities affonled 
by the Government Test House, Alipore, for the testing* of road 
material ; and are there any directions in which you would wi.sli to 
;see these facilities extended ? 


{6) To wbat extent has experiment with and research into 

{i) the methods and materials of road construction and improve- 
ment, and 

(ei) the effect of different classes of traffic upon roads, and similar 
questions; been carried out in your province ; and how are 
the results utilised ? 
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[c) Are you satisfied with the existing arrangements for the* 
exchange between provinces of the results of experiments and research ? 

(d) In the event of any assignment being made from central 
revenues for road purposes^ do you consider that provision should be 
made therefrom for supplementing, subsidising, or co-ordinating and. 
distributing the results of experiment and research ? 

B. — Motor transport and motor taxation. 

1. To what extent has motor transport increased in your province 
in the years 1913-14- and from 19^3-24 to 192d-27 ? 

Please state the number of motor vehicles registered in each of these 
years^ distinguishing — 

(а) Private ears^ 

(б) Motor buses (stating the principal bus services, both urban and. 

rural); 

(c) TaxiS; 

(d) Commercial goods vehicles; 

(e) Motor cycles. 

2, What are the prospects of further development ? 

8. What special taxation; provincial and local is imposed on motor 
transport in your province; and how is it assessed ? 

4. To what extent is such taxation now allocated to expenditure on. 
roads ? 

5. To what extent do you consider it to be proper that taxation on 
motor transport; namely — 

(a) central; 

(5) provincial; and 

(<?) local; 

should be allocated to expenditure on roads ? 

6. What do you consider to be the most suitable forms of taxation 
{including customs and excise duties, vehicle taxeS; tolls; licence ,fees; ' 
etc.); for this purpose; under each of the following heads; namely — ■ 

(a) central; 

(?) provincial; and , ' 

(c) local ? 

7. What are your views on the proposal of the Bombay Government 
(mde Appendix 11} that an additional duty should be imposed on petrol 
and the proceeds distributed to the provinces in proportion to their- 
consumption; as shown in the books of the oil companies ? 

8. What is the most appropriate method of assessing motor vehicles 
for the purpose of (a) import duty and (6) registration and other fees ; 
whether ad valorem or according to horse power; weight, wheel-track^ 
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number of wheels, seating capacity, etc., or by a combination of any 
of these ? 

9. Is it possible or desirable to limit the maximum taxation for this 
purpose that may be imposed by each authority ? 

10. To what extent is it possible or desirable to arrange for 
reciprocal exemptions of provincial and local taxation or motor vehicles 
so that each vehicle is taxed in only one place ? 

How far would this involve changes in the rules in force in your 
•province relating to registration fees and similar matters ? 

11. Do you think that revenue from taxation on motor transport 
should be credited to a separate fund for expenditure on roads, or is it 
■enough if a separate account is maintained by each authority ? 

12. If revenue from central taxation is allocated to expenditure on 
roads, which is a provincial tirausf erred subject, in what way should 
the Devolution Rules be amended so as to make this permissible ? 
See item No. 6 (5) of Part II — Provincial Subjects—of Schedxile I of 
Devolution Rules : — 

6, Public Works, other than those falling under entry 14 of this 
Part and included under the following heads : — 

^ ^ ^ ^ ^ ^ 

(5) Roads, bridges, ferries, tunnels, ropeways, causeways 
and other means of communication, subject to the 
provisions of rule 12- A of these Rules and of any 
orders made thereunder •’k 

13 (a) On what objects might revenue from central taxation 
properly be spent ? Should it be allocated for speidfic objects, such as 
the construction of specific roads or bridges, or should it be distributed 
in the form of block grants to provincial Governments ? 

(5) In what way should revenue from central ' taxation be allocated 
to different areas or provinces ? 

g.j should the proceeds, of a tax on petrol be allocated according 
to the consumption in each province ? Or should the allocation be in 
proportion to provincial expenditure on roads ? 

14. Should the principle of taxation for the purpose of road develop- 
ment be extended to vehicular traffic other than motor transport ? 

15. Is there any road cess in youi* province ? If so, by whom is 
it paid and'on what class of roads is it expended ? 

Ct — R oad boakds. 

1. Is there now a Road Board in your province ? If so, when was 
it formed ? 

What are its constitution, present membership and functions ? 

Of what value has it been in the development of the road system of 
your province ? 
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2. Do you consider that a CentraDRoad Board should be formed^ 
having regard to — 

(а) the proposal that revenue from central taxation should be 

allocated to road development ; 

(б) the need for co-ordinating provincial programmes of road 

development ; 

(c) the need for co-ordinating the development o£ roads iind 
railways ; 

the need for co-ordinating technical experience and informa- 
tion^ and research in road construction 

3, If you consider that a Central Hoad Board is desirable, what 
should be its constitution and functions ? 

4. Alternatively or in addition, _ by what other means could the 
necessary co-ordination best be obtained ? 


D. — General. 

Are there any other points covered by the terms of reference'' on 
which you wish to state your views. 

^ The terms of reference to the Committee are : 

(1) To exa.nine the desirahility of developing the road system of India and. 

in particular, the means % which such development could most sunably 

be financed; aud ^ ^ ^ 

(2) To consider, with due regard to the distribution of central 

functioQS, whether it is desirable ,that step.s should he taken fm ye 
co-ordination of road development and reseaiyh in roa eons i uc ion 
by the formation of a Central Road Board or otherwise. 



9 , 

W) : O 
CO 1 

^ £ 



Motb.— bee rilsa t xplaDutory Botc 
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Notes on Jp^endios I explaining the form giving figtifesjor road mileage 

and expe nxlitnre ^ 1926 - 27 . 


1. In columns 5 to 12 the expeufliture on maintenance should be 
entered above, and on construction below the line. 


2. The figures of maintenance will include all expenditure on roads, 
bridges, etc., classed as repairs'’^ and the figures of coiistruetion, ali 
expenditure classed as original works respectively. It is recognised 
that it is not possible to relate figures of expenditure on coiistnictioii to 
any mileage actually completed during the year, and this is not asked 
for, the figures of mileage should be as at the end of the year. 

3. Under the figures of expenditure in columns Hand 12 should be 


noted in brackets, the average cost 


per mile per year of maintenance. 


per mile of eonstructiuii. 

If it is not practicable to state an average for the whole province, a 
separate note should be -attached stating the limits within which these 
figures normally vary under different conditions. 

4. Where expenditure has been incurred against capital or loan 
accounts, the fact and the figures should be given in a separate note. 

5. If the figures for 1927-28 are likely to differ substantially from 
those of 1926-27 an additional 'form should be filled in for i927-2S 
with the latest estimated figures. 


APPENDIX IL 


Letter from the' Secretary to the Government of BoMBiY, 
Finance Department, No. 4740-A., dated the 16 th May 
1927, TO THE Secretary to the Government of India, 
Department of Commerce. 


I am directed to address you on the subject of the taxation of 
motors with a view to the formation of a road fund to be devoted to 
the improvement of communications in this Presidency. As the Govern- 
ment of India are aware, the Government of .Bombay have had this (Ques- 
tion under consideration for some time. The condition of Die provinciM 
finance has not enabled Government to keep pace^ with the growth ox 
motor traffic, and the state of many of the main communications of 
the province is now such that the question will nofe^ brook lurt ei 
delay. Motor omnibus services are rapidly developing in ail pans o 
the Presidency and are being largely used by the poorer classes ot the 

public as a means of linking up outlying areas with the ti’unk roMs 

Ld railways. There now exists an oi^anized demand from t e 
motoring public that Government shall tackle the problem forth it 
and the time is ripe for an immediate decision. 

2. The fact has been recognized by the Finance Member in his 
budget speech when he definitely encouraged provincial Governments 
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to seize the opportunity of the reduction of the import duty on motor 
cars and accessories to impose provincial taxation for the improvement 
and development of road communication. The Bombay Government 
have given much thought to the method of taxation, and have discussed 
the matter at length with the representatives of various interests. 
They have arrived at the conclusion that if it can be achieved, a tax on 
petrol will undoubtedly he the simplest and best method. The pros 
and cons of a petrol tax have been debated at such length in England, 
and set forth in such detail in the report of the Departmental Committee 
appointed by the Ministry of Transport that it is not proposed to discuss 
the question in this letter. The Government of Bombay are satisfied 
that on the whole funds can be raised by this method more cheaply, 
more equitably, and with less disturbance of the equanimity of the 
tax payer, than by any other available method. 

3. It is however a method which from the nature of things cannot 
hi imposed by a single province, for no machinery exists for the 
prevention of smuggling, and it would be extremely undesirable to 
attempt to provide it. The duty must therefore eithAr be imposed 
simultaneously in all provinces by the provincial Governments, or be 
collected by central agency and distributed to the provinces in propor- 
tion to the provincial consumption. Since Indian States must also be 
involved, it would appear convenient that the latter alternativ^e should 
be adopted, and that the duty should be collected simultaneously 
throughout India under the authority of a single act or order. 

It is understood that the oil companies are anxious to co-operale, 
•and are willing to act as agents in the collection of the duty. Tljat is 
to say, they would raise the price of petrol by the agreed amount, and 
hand over the proceeds for distribution in the proportion of territorial 
consumption. Detailed figures of consumption are readily available and 
the Government of Bombay anticipate that no difficulty would be met 
with, in effecting the proportionate allotment of the revenue. ^ It is 
suggested that the Indian States should share proportionally in the 
revenue either on condition that the proceeds be earUiarked for road 
communications or without conditions. 

4. The Government, of Bombay desire to represent that the present 
moment is very favourable to the introduction of the proposed duty, 
when the price of petrol has recently been reduced by 3 as. 6p. It is 
estimated that a duty of 4 annas per gallon will bring in to this 
Presidency a revenue of approximately 19 lakhs. This probably more 
than covers the benefit to the motorists of this piovince of the induction 
in the customs duties : but the local Government do not wish to 
emphasize unduly this aspect of the case. They are assured that the 
motoring public will very readily agree to pay a tax in the foim of an 
enhanced price of petrol without careful , consideration of benefits 
I'eceived from the reduction of customs duties. Indeed the reduction in 
the duty on tyres has not yet reached the consumer at all but has been 
entirely absorbed by the dealers : and to this extent the intentions of 
the Government of India to benefit the provinces have been frustrated. 
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This is a matter in which it is hoped that the motoring association m^y 
be able to bring pressure to bear on the dealers. 

5. The formation of a separate road fund being alien to our 
financial system it is the intention of the Government of Bombay to 
give an undertaking to the Legislative Council that an amount 
equivalent to the proceeds of the tax shall be spent on road communica- 
tions in addition to the average amount already being spent. If the 
proposal meets with the approval of the Goverument of India the 
question of raising a loan^ on the service of which the revenue from the 
duty could be employed, will be considered as soon as the Provincial 
Boad Board have decided on a programme, which they will shortly be 
in a position to do. 

6. This is a brief sketch of the proposal which the Government of 
Bombay put forward with the earnest hope that the Government of 
India will give it their very early consideration. They are aware that 
“the proposal amounts in fact to the imposition of a cusfcoms ol* excise 
duty to he used for the benefit of the provinces and that it is probably 
without precedent. But they trust that this will not deter the Govern- 
ment of India from considering on its merits a proposal of such vital 
interest to the great and growing (Community of motorists. If the 
Government of India and the other provinces of India will view with 
favour the principle of the proposal, it can readily be developed in detail 
lin discussion with the oil companies, and the other interests concerned, 
’who inform us that they are anxious that the scheme should come into 
.operation in the current year. 


Supplementary questionnaire issued to railway, administrations. 

A. — Boad development. 

]. Can you suggest any directions in which roads of various 
■classes within the area -served by your railway can be improved or 
radded to in the interests of transportation generally ? 

0 . Do you consider that the present state and configuration of the 
Toad system in your area acts as a restrictive influence on ^the free 
movement of trafBc and if so, are there any special localities where 
this is particularly marked ? 

3. What is the policy of your administration generally as regards 
new road construction proposals in the vicinity of the railway, including 
combined road and railway bridges ? 


B, — Motoe. transport and motor taxation. 

1. What is the experience of your railway of the effect of road 
motor transport on railway business ? 
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2. What is the policy of your administration towards the* 
encouragement of motor transport ? 


C. — Road boaeds. 

1. If a Central Road Board is constitnted, in what way do you 
suggest that its work should be co-ordinated with railway development ? 
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Replies to the questionnaire submitted by the Government 

of Madras* 

— Road DBVELorMBNT. 

1. (i) and (vi). Please see APPENDIX I. 

1. (ii). Statement showing the number and names ^Iges an 
-causeways constructed in the Madras Presidency rom 
1925-26. 


— — — 


Estimated 

When 

Completed 

District. 

Name of work and place. 

cost. ' 

commenced. 

or not. 

1. ADantpnr . 

1. Bridge at Mile 57 -n in Madras- 

Es. 

75,000 

1 

1921-22 

Completed. 

Bombay Road (trunk road) . 




:2. Bellary 

2. Gowripur Bridge on the 

51,850 

1921-22 

Completed in 
1922-23. 

Madras- Bombay Read (trunk 
road). 





: 3. Chittoor . 

3. Bndffe at Irlkipenta 

3 i,ono 

1920-21 

Completed in 
1920-21. 


4. Bride-e over the Swarnamukhi 

3,33,000 

1922-23 

Completed. 


at Kalabasti (second class 





road) . 




■'4. Cudda]3ab . 

5. Causeway across the Pennar 

63,745 

1919-20 

Completed in 

1 924-26. 

at Chennur (trunk road). 




6. Causeway across the Kuudu 

88,000 

1924-25 

lucomjilcte. 


river (secoud class road) . 




:5. South 

7. Bridge over the Gurpur river 

: 5,24,300 

1921-22 ' 

Completed in 
1922-23. 

Kanaia. 

(second class road). 

1 

1 


6. West Ooda- 

8. B?iclge across the West Tainmi- 

' 70,000 

1925-20 

Incomplete. 

vari. 

leru (trunk road). 




7. Malahar . 

9. Narugainpalli bridge (second 

92,750 

1919-20 

Completed in 
1922-23. 


class road). 




10 . Pul am an thole bridge (second 

2,15,000 

1921-22 

Incomplete. 


class road) , 



* 

8. Ramuad . 

11, Bridge across the Yaigai at 

1,30,000 

1925-26 

Bo. • 

M anamadura (second class 
road) . 





9. i-rcot, South 

12, Causeway across the Pennar 

1,95,000 

1920-21 

Completed in 
1924-25 

at Tirnikoyilur (trunk road.) 




.10. Trichinopo- 

13. AmaravatH bridge at Karnr 

4,28,100 

1919-20 

Completed. 


(trunk road). 



• • 


14. Maruthaiyar bridge at Ariy 

l,44i740 

1919-20 



alur (seeond class road) . 





16. Mamundiyar bridge at Mana* 

. 1,16,200 

1919-20 

Completed in 
1923-24. 


pparai {second class rotid) , 
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1. (m) . Please see APPENDIX II. 

(!*• W. Depai-tment). These 
loads are maintained and entirely financed by the Government. 

hv arterial roads and are maintained 

nL,'^ T?. inspection by the vSuperintending Engi- 

SenJn C I^T responsibility for the ordinary 

iTliSd tn fnn *1^6 Government grant 

s limited to Rs. 500 per mile on an average in the district and is paid 

towards^ system. District Boards find the money required 

wni-i . “^^“tenance in excess of the Government grant. Capital 

roads ar^V’'’ P°“®J,i‘'^clion of bridges, causeways, etc., on tLse- 
roads i. altaS'’ A list of tank 


■Lu^ shotting the trunk roads nmnhered in accordance with the reconr 

mendation of the Madras Moad Board. 


^Number. j^ame of trunk road. 

A 1 Great- Northern Trunk Road. 

A 2 Gi’eat-Soutbern Trauk Road. 

A 3 Madras-Eoinhay Trunk Road. 

A 4 Madras-Caliciit Trunk Road. 

A 5 Madrps-Bangalcro Trunk Road. 

A 6 Obittoor-Kurnool Trunk Road. 

A 1 Kurnool-Guntur Trunk Road. 

A S Masulipatain-Hydorabad Trunk 
Road. 

A 9 Kiirncol-Eangalore Trunk Road. 

A 10 Cbittcor-Cuddalore Trunk Road. 

A 11 Tricbinopoly-Cniinbatore Trunk 
Road. 

A 12 Coimbatrre-Ootacamund Trunk 
Road. 


N^nmber. Kaine of trunk road. 

A 13 Ootacamund-Gudalur-Mysore 
Trunk Road. 

A 14 Gudalnr-Caliciit Trunk Road, 

A 15 Gudalur-Vayitri-Calicut Trunk 
Road. 

A 16 Mangalore-Mercara Trunk Road.. 

A 17 Hospet-Mysore frontier Trunk 
Road. 

A 18 Vlzianagram-Karada-Komatlapeta' 

Trunk Road. 

A i.9 Rauiabhadrapnrain-Central Pro- 
vinces Trunk Road w Itikara- 
lasa. 

A .iO Coinibatore-Satyiiixiang’alani- 

Mysoi e frontier I’miik Road’. 

A 21j i.Telliclierry-Coorg Trunk Road. 


_ Second class The roads are in charge of District Boaa-ds 

from'*^923^M^ am”^”t^ of ^ese roads the Government contribute 
inrrred 1 ft! a "" \ half of the expenditure 

One half of*the!!sf^ lubjeet to a maximum fixed for each district 

ate Boarf. .nd 

bv tS'^ 'tIJTc;®"® are in chMge of taluk boards and are financed 

. 1. (to). Please see APPENDIX III. A 
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Year. 

Class of roads. • 

i 

Mileage. 

Number of miles per 

1 

100 

square 

miles. 

100,000 

of 

total 

population. 

100,000 

of 

rural 

population. 

1925-26 . 1 

Metalled 

Unmetalled 

« j 

20,275 

8,100 

i 

i 

16*6 

6*6 

1 

1 

1 

48-5 

19-4 

i 

i 

5H-T 

21-4 

1 


3. (a) (z) and (5) (^) and (n ). — 


Year. 

Total expenditure on roads 
from provincial revenue 
(Es. lakbs.) 

f 

1 

! 

j Total 
! provincial 

Percentage 

of 

Incidence per head 
of 

Direct 

by 

P. W. I>. 

Through 

District 

Boards. 

Total. 

revenue 
(Es. lakhs). 

Column (4) 
to 

Column (5). 

Total 

population. 

Rural 

population. 

1 

2 

3 

4 

5 

6 

7 

8 







Es. a, p. 

Es. a. p. 

1924-26 

6*13 

83-94 

(a) 

39-94 

(i) 

36-28 

40-07 

1,627-59 

2*46 

0 16 

0 18 

1925-26 

7-65 

47*59 

■ 

1,698-59 

1-81 

0 1 10 

0 2 O' 

1926-27 

8-87 

45-15 

1,683-69 

2-68 

0 18 

0 1 11 


(a) (u) and (5) — 


Year. 

Total expenditure 
on roads friom 
local funds. 

(Es. lakhs). 

j 

Total 

local fund 
revenue, 

(Es. lakhs) . 

Percentage of 
Column (2) 
to Column (3) , 

Incidence per head 
of rural popula- 
tion of all road 
expenditure 
-from local 
funds. 

1 

0 . • 

2 

3 

4 

5 





Es. a. pi 

1924-25 . 

56*96 

167-87 

33-9 

0 2 5 

1925-26 . 

68*09 

183*91 

37-0 

0 2 11 

1926-27 . 

78*38 

203-80 

38*4 

0 3 4 


(a) Includes Es. 4*59 intended for village roads, 
(J) Includes Ks. 1*17 intended for village roads. 
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4. No statistics are maintaiued. 

5. Within the proviiioe the Government is in a position to insist 
on trunk and second class roads being maintained to a suitable standard 
by means of its inspecting officers on whose reports Government oTan+a 
afe paid. Trunk i^ads are inspected by SupirintendiirSie'erof 
the Public V’iTorks Department and second class ro^s by District 
Collectors. The question of co-ordination with other provinces has 
.not arisen. Road questions affecting French Territory or Indian States 
are settled by correspondence with the authorities concerned. 

6. Please see the replj' to question No. 7 below. 

i. [a) All existing trunk and second class roads are generally able 
to cany motor transport as far a.s the surface is concerned. The chief 
difficulty is river crossings. The provision of such crossino-s in the 
form of causeways or bridges is necessary at the same time as an im- 
provement of the standard of surface maintenance. The maximum 
load requires to be raised on some roads. The need for development 
of new roads IS generally m the direction of feeder roads to trunk and 
second class roads. The rate of development in all directions should be 
as rapid as available funds allow. 

(5) The necessary development ean only be financed by means of 
additional taxation ui some form. 

(ff) The construction of loads is now generally financed by loans 
(except in the case of village roads). Bridges on trunk roads are 
financed entirely by grants from provincial revenue and those on second 
-class_ roads half by grant and half from local funds. The local fund 
half IS often provided by taking a loan. It will accelerate the pro- 
^lamtno it tho (T0\eriiin6nt grants can bs incroased by soniG of tliGm 
being made from money borrowed on part of the proceeds of the 

procfedr referred to above, by capitalising part of the 

S. _ Railway stations are connected with the road system and the 
provision of more feeders to this system is likely to inmease railway 
traffic. Ine improvement of motorable roads is likely to affect sho/t 
distance passenger traffic an i goods traffic to some extent. It will he 
.long before long distance railway traffic— more than 2U0 miles, sav— 

CO ordinate machinery exists at present to 

00-01 dinate load and railway development. It is doubtful if any steps 

are desirable to^ limit progress in the direction of one form of transport 

S' desirable is-consuRa- 
vion by the two authorities concerned in ease of proposals for new 
development of mam roads. 

9. (a) Pmetically no use. is made; under the present system 
isdik-ely to be made. 

(5) ,{i) and: (w). iVs;|. t 

(e) Ml. 

(4) Yes. 
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B. — Motoe teassport and motor taxation. 

1 The following statement gives the number of motor vehicles 
reo'istered in this ^ Presidency , in 1913-14. and from 1938-24 to 


Class of vehicle?. j 

I 

1913-14. 

1923-24. 

1924-25. 1 

1925-26. i 

i 

1926-27. 

i 

1 

Private cars 

243 

819 

879 

1,272 : 

1 

1,567 

Bases 

3 

i 

290 

479 

1.017 i 

1 

1,362 

Taxis . . . • 

1 

158 

197 

313 ^ 

320 

Commercial goods vehicles . 

51 

45 

41 

54 

174 

i 

Motor cycles including cycles 
and side-cars. 

296 

179 

• 1 ^ 

189 

• ^ 

237 

/'A’P-P'RT 

273 

C-UTTT TV'i 


JL A. C? * ^ 

2. Development is likely to continue. 

3. Excluding registration fees^ driving license fees^ and public 
vehicle license fees, taxation on motor transport consists of— 

(а) Customs duty on ears and excise on petrol. 

(б) Half-annual vehicle tax imposed by municipalities on motor 

vehicles kept in them. 

(c) Tolls. 

The municipal tax varies from Ks. 50 and Rs. 70 a year on tonring 
cars to Rs. 20u and Rs. 400 on commercial vehicles. The Rwer 
figures are for mofussil towns and the higher for Madras. M^or 
cycles pay from Rs. 20 to Rs. 80 and two seats Rs. 40 to Rs- ^0. The 
demand is rupees 6 or 7 lakhs in Madras and z or 3 lakhs in the 
mofussil. Tolls are levied at * “Nervals on_ roads and at aR 

municipal limits. Motors pay some 7 lakhs annually^ in tolls to local 

hoards ^and probably a lakh or two to municipalities. Licence fees- 
charged by District Boards on public vehicles have increased m the last 

three years from 3 lakhs to 6*15. 

4. Provincial taxation not at all. Local taxation goes to gene^ 
revenues of the local bodies who are responsible for upkeep of roads 
with the help of Government grants. ^ ^ • ;i 

6 Provincial fees for registration and dnying liceace are reqmre 
for r;Jstering and licensing establishment. There is no ot^er 
cial taxation. Central taxation is at present imposed in the form ot 

customs duty on ears and excise on petrol. 

Local taxation in Madras is in the form of vehicle tax, fees for 
public vehicles, and tolls. The vehicle tax is a tax 

^o to the general revenues of the body imposmg it, while customs aury 
fnd eicise stand in much the same relation to central revenues. It 

however, if some Pf 

were allocated to expenditure on roads and probably it would be advan 
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■tageoiis— the improvement of roads reacting on the importation of cars 
and use of petrol. Tolls and license fees on public vehicles should be 
allocated entirely to roads after deducting cost of collection and 
Tegistration. 

6. (a) Central . — Customs duty and excise on petrol. 

{h) Provincial . — Petrol excise to be collected and paid back to 
provinces by Central Government. 

(c) Local. —Licence fees on public vehicles. Tolls, for motor 
vehicles at any rate, should be abolished and local bodies compensated 

for them and for vehicle tax, from the proceeds of the provincial share 
of petrol excise. 


7. The suggestion is a good one. 

The distribution should not, however, be entirely on provincial con- 
sumption of petrol. The factors of area and population and road mile- 
age should also operate. 

8. (a) Ad valorem, 

{!)) Kegistiation fees may continue as at present to be accordino^ to 
the class of vehicle — cycles, cars, commercial veliicles. 

“ The annual vehicle tax now impose by local bodies may be replaced 
by a petiol tax to be credited to the province in which it is collected. 

9. Customs duty is limited by the ordinary considerations which 
apply to such duty. The same considerations apply to the rate of a 

petrol tax or excise,. Other taxation by an 7 authority should be subiect 
to a maximum. • j 


1 0. Excluding registration and driving licence fees and licence fees 

for public vehicles, it is desirable that other taxation should be imposed 
by a single authority. 


This may be either provincial or local in the case of an annual 
vehicle tax. If a petrol tax is substituted this must be provincial. 

1 . present local, and to make it provincial or to 

substitute compensation from a petrol tax, the Acts concerned would 
have to be amended. 

• d’ ■ ^seethe answer to question No. B. 5. A separate provin- 

cial road fund should be formed of the amount allocated to road 
expenditure. 


1 2 , Add the folio wing 
I of the Devolution Rules 


proviso to Rule b (6) of Part II of Schedule 


Provided that it shall be competent to the Central Government 

contribute to provincial revenues for expenditure bv 

the province on roads classified as being of all-India 
importance. 

Dloek grants, to be spent on provincial trunk roads. 

(5) Please see answer to question No. B. 7 . 

^ The block grants from central revenues should be determined by the 
following factors— population, area (possibly cultivated area only), 
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V t: 1. 


surfaced road mileage and petrol consumption. Population and culti 
rated area are likely to vary together, as are mileage and petrol cou 
sumption. So that the factors may perhaps be reduced to two- 
population and mileage. 

14. A general vehicle tax on vehicles other than motor vehicles ma, 
well be substituted for tolls. The collection should be provincial for 
non-municipal areas. The tax should be credited to the local author’" 

concerned. 

15 In this province no road cess is levied. A land cess is how 
levied on the annual rent value of all oocupied lands on whatever tenure 
held It shall comprise (») a tax for general purposes of one anna in 
the rupee of the annual rent value of all oocupied lands m the district, 

and m\v comprise (5) 0 a tax for District Board purposes alone of not 
more than three pies in the rupee of the annual rental v^due of sue n 
lands in the district and [ii) a tax for the purposes of a taluk board 
alone of not more than three pies in tbe rupee of the aupual rent value 
S such lands in tbe taluk. Tbe proceeds of the tax levied under danse, 
la) in a taluk is shared eq[ually between the taluk board concerned anc 
the District Board. The total income from laud cess during the three 

years ending 1925-26 was— 


1923- 24. 

1924 - 25 

1925- 26 


El. 

. 85.32,095 
. SO, 01, 142 
. S5,24,S55 


No portion of the land cess is earmarked for expenditure on roads. 

-n « nn vaada District Boards derive an income [of about 

R« 3Li lakL° The whole of this money is generally spent ou roads but 
■there is no statutory restriction in this regard. 

C.— Roap Boaeds. 

1. Tes. 1« If 1. ’Si oUlle sS 

District Boards; 4 Repiesent „ T,^j;an Chamber of Commerce, 

Madras Chamber Commerce, _ Commanditi» Roval Engineer, 

and The Madras trades Association^^ Planma| ; the Director of 

Madras_ Pnblio Works Department (Roads and 

Industries; the Chief „ > Self-Govemment Department; and tae 

Buildings) ; the Department. 

Secretary, Public Woi s Department, is the S^r^ry 

The Secretary, J^'^^/S^gee.etary, PuWie Works and Labour 
to tbe Road Board and the bee y, 

Pepartment, the President. Government in 

The funetions f fu problems relating to the 

the form of reaommendatioas 0 p ^joas touching on ; the.r 

and classification of roads and ottiei q 
improvement. 
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(a). If revenue from central taxation is distributed by block 
grants determined by ascertained factors as proposed, no central 
anthority for distribution is necessary. 

(5) and (c). A Central Board with purely advisory powers may be 
constituted for these purposes. 

(f/) . A central authority for research and to co-ordinate technical 
experience is desirable. 

3. Its functions should be as given under the preceding question. 

It should consist of representatives— official and non-official— of the 
provinces, of officials of the central departments of Finance, Commerce 
a- official expert or experts in charge of research 

01 iv m 


hvft co-ordination could be as well or better obtained 

by the Central Government. 
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♦There was no elassifieation as trunk or eeeoiid class in 1913-14. 





APPENDIX II. 


(\ide g^uestion No, A-1 {iii) of the questionnaire.) 

TJnbridged erossiDgs on trank roads, bridges at ‘wbicb are estimated to 

cost Rs, 25,000 and over. 


Serial 

No. 


Approximate 

cost. 



Serial 

No. 

Trunk road. 

District. 

Mileage and name of 
river or stream 

cost. 






Rs. 

26 

Great Northern 

Ganjam 

• 

4 Gulimigedda . * 

28,600 


Trunk Road. 





27 

Ditto 

Ditto 

<* 

15 Rushikulya 

11,00,000 

28 

Great Southern 

Chingleput 

• 

38-5-7 Palar • • 

4,50,000 


Trunk Road. 





29 

Ditto 

South Axcot 

•» 

64-1-2 Oiigur 

36,000 

30 

Ditto 

Ditto 

• 

104-2-4 Pennar • 

1,00,000 

^1 

Ditto 

Ditto 

ft 

113-1-2 Gadilam 

80, OCX) 

.32 

Ditto 

Trichinopoly 

• 

153-4 Chinnar 

45,000 

33 

Ditto 

Ditto 

m 

215-7-8 Manapparai 

Chittanatham. 

1,00,000 

34 

Ditto 

Ditto 

• 

226-3-4 Manapparai | 

75,600 



Dombaclil. 

i 


35 

Ditto 

Ditto 


239-5-6 

40,000 

36 

Ditto 

Madura 

• 

255-3 Mullipadi • 

81,000 

37 

Madras-Bom bay ] 

■ 

Chittoor , 

• 

176-3 Chinna Yeru 

45,000 

38 

Road. 

Ditto 

Ditto 

m 

178-4 Pedda Yeru 

75,000 

39 

Ditto 

Auautapur 

ft 

186-7 Papagni 

47,000 

40 

Ditto 

Ditto 

* 

237-2- 1 Chitravati • 

2,38,000 

41 

Ditto 

Ditto 

ft 

284-7 Pennar 

1,23,000 

42 

Madras-Calicnt 

Coimbatore 

ft 

326 Sangaiinr!^Palianj 

53,500 


Road. 





43 

Ditto 

Ditto 

# 

332 Kuniyainutliur 

48,000 




Pallain. 


44 

Ditto 

Ditto 

• 

340 Navakarai Pallam 

48,000 

45 

CHttoor-Kurnool 

Chittoor . 

• 

5-2 Muthireval 

1,25,000 


Road. 





46 

Ditto 

Ditto , 

ft 

37-1 Pinchanadi 

75,009 

47 

Ditto 

Ditto * 

n 

49-7 Bahuda 

1,25,000 

48 

Ditto * 

Ditto 

ft 

53-4 Satyavati . 

45,000 

49 

Ditto • 

Cuddapah . 

ft 

115-116 Vokkileru ^ 

30,800 

50 

Ditto 

Kuruool . 

' ft 

n ■ 

143-6 Bhavanasi . • 

34,000 

61 

Ditto 

Ditto 

• ; 



147 Vokkileru . 

60,000 
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Serial 



District. 


Mileage and name of Aj^proximate 

river or stream. cost. 


Knrnool-Gnntur 

Road. 

53 Ditto 

54 Masnlipatam- 

Hyderabad Road. 

I Ditto 


Kuniool . . 102-6 Enomaiera 


Nelloro 

Kistna 


Ditto 


56 Kurnooi-Baiigalore Li nantapur 

Road. 

57 Ditto . Ditto 

58 Cliittoor-Cacldalore A'ortb Arcofc 

Road. 

59 Ditto . I Ditto 


Ditto 


61 Coimbatore-Ootaca- | Coimbatore 

mund Road. I 

62 Ditto , I 


63 Hospet-Mysore 

Frontier Road. 

64 Ditto . 

65 Ditto 

66 Ditto 

67 I Ditto 

68 I Ditto . 

69 I Ditto , 

70 Ditto 

71 Ditto 

72 j Vizianagram — 

I Central Provinces 
Road. i 

73 j Ditto , 

74 j Enir.acLandi’apuram 
I Central Provinces 

I Road. 

75 Ditto 

76 j Coimbatore- Saty a- 
I mangalam- 

j Hassantir-Mysore 
Frontier Road. 

77 Ditto 


Ditto 
Bellary 
Ditto 
Ditto 
Ditto , 
Ditto 
Ditto 
Ditto * 

Ditto 
Ditto . 


Ditto 

Ditto 


Ditto 

Ditto 


Ditto 


19-6 Mnsi 


South Arcot . 46 


. 93-3-4 Palern 

• • 

71-2-7 Pennar 

• m 

. 152-3 Xnshavati . 

. 23-4 Padavedn . 

. 40 Cheyyar 

( 46 Thuriyalnr 

3 Sanganur Pallam 
11 Rnridimalai Pallam 
. 382-7 Chikka Hagari , 

. 387-7 Velluvati Vanka . 

. 3S8-3 Regadi Vanka , 

. 390-7 TJppi Vagu 
. 393 Ittizi Vanka 
. 896 Mandileru Vanka 
. 420-6 Teligi Vanka 
. 421-7 Unisi Vanka 
. 424-3 Diggavati , 


Vizagapatam 44-4 


Seetbacagaram 

Swarnamukbi. 

Paradi 


5 Salar 


6-4 Kotakki 
8 Sangannr Pallam 


- . 63 


Hasanur Pallam . 


25,000 

2,00,000 


;i 

68-2-4 Kesara Mmiijeru I 6,80,000 


75.000 

4.75.000 

45.000 

25.000 

80.000 
70,000 
64,800 
32,400 

1.4 1,000 
56,700 

27.000 
57,600 

43.200 

36.000 
32,400 

25.200 

72.000 
2.26,500 


2,27,750 

1,05,675 


1,40,300 

48,000 


28,000 


1,16,52,925 
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APPENDIX IV. 

(\ ide question B-1 of the questionnaire.) 

List of principal bus services in the Madras Presidency 



Anantapnr 


Pamidi-Gooty 
Painidi-Dhone 
Allan tapur-^'^ravakoiida , 

Pa V!i goda-Pennukonda 
G u 1 1 1 akal‘Ura V ak onda 
H i nd npnr-Madakasira 
Anantapur-Kalyandrug , 

■ Kadiri to ^^uddanllr Hoad limit 
Anaiitaptir to Tadpafcri 
Urava kon da to district limit 


^ North Arcot « 


Thronghont the district— 

M a d ak asi ra- Ain o r apn ra m 
Ma ddi giid-Pavagoda 
Cbandrabhaki to Amidalagonda 
Penukonda to Kodikonda 

• • » 

Kalyandrug to Rayadrug side district limit 
Kadiri-Muddannr Hoad . 

♦ • • 

Kadiri-disti-ict limit Madunapalle side , 
Prom Vellore to Arni 

• • • • 

hi’om VeUore to Vettuvanam 

Prom Vellore to Viriiichipuram 
From Vellore to Adugathur 
From Vellore to Katpadi 
From Adugathur to Arcot 


22i 
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No. 


District. 


Principal bus services. 


Mileage. 


7 1 North kxQO%—contd, 

8 


From Vellore to Wandiwash (met Ami) 

From Vellore to Wandiwasli {via Arcot and 
Tiruvallur), 

From Vellore to Thindivanam • 

From Velloie to Palliconda 

From Vellore t-> Ambnr .... 

From Ambur to Ranipefc .... 

From Vellore to Tiruvallur 

From Vellore to Conjeeveram . 

From Vellore to Kalavai ... 

From Vellore to Eauipefc ... 

From Katpadi to Rauipet 

Frum Vellore to Sautliavasal 

From Vellore to Aicot . , • 

From Katpadi to Gudiyatham . 

From Katpadi to Chittoor 

Fi'om Arcot to Arni .... 

From Arcot to Walaja Road . . 

From Arcot to Illuppai .... 

From Arcot to Kalavai .... 

From Arcot to Ranipet .... 

From Ai’cot to Walaja .... 

From Arcot to Visharam . . . 

From Arcot to Coujeeveram {via Kovanpauh^ 

, From Arcot to Conjee veram {via Augathnr) 

From Arcob to Manapakkam . . . 

* 

From Conjeeveram to Moranam • 

From Arni to Arni Railway Station • 

From Arni to Tirnvatlmr . . . 

From Arni to Walaja Road 


49 

51| 


26 


JSTo. 

Bisfcrict, 

Principal bus services. 

i 

MileagCw 

36 

North Arcot — contd. 

From Ami to Waiidi A'asli . . , . 

27 

37 


From Ami railway station to Polar . 

101- 

38 


From Saatha vasal to Kalanibar 

■ H 

39 

a 

From Arni to Peru man all iir 

16 

40 


From Arni to Desnr «= . « 

* 

GO 

41 


Prom Dssnr to Katteri . • . , 

11 

42 


From Eanipet to Arni . ■ , . , 

;19 

43 


Prom Kalavai Koad Junction to Kalavai „ 

2^ 

44 

■Cr 

Prom Kalavai to Valapandal . , 

10 

45 

46 

t 

Prom Eanipet to Valapanda 

From Kalavai to Tiruvathur 

24J 

15 

47 

tl 

Prom Arcot to Kavauipank 

11 

48 

1 

From Sholinghur to Sliolinghnr railway 
station. i 


49 


From Banavaram to Karnipauk 

? 9 

60 


From Sholinghar to Arkonam . 

174 

51 


From Sholinghur to Walaja Road 

12 

52 


Prom ShoUnglmr to Arcot . 


63 


From Sholinghur to Arni , , . 

'34. 

54 

■* 

From Sholinghur to Ranipeib 

14| 

35 


From Arkonam to Panapaktam 

u 

56 


From Arkonam to Nagavedu « 

■ 5 

57 


From Arkonam to Kavanipauk . . 

24 

58 

i 

I 

From Coiijeeveram to Timvettipuram . 

15 . 

59 


Prom Con jeeveram to Arcot ■ . , , 

40 

60 

• 

From Conjeevei-am to Wandiwash . 

t, 

18 

61 


From Chinglepufe to Wandi wash 

9 

62 


From Wandi wash to Salavelu , , « 

' 9| 

9t' 

63 

* 

t 

Fi'om Salavedu to Arni 

37 

I 

64 

! 

From Wandiwash to Thellar 

i 

14 




27 


81 

82 

83 

81 

85 

8G 

87 

88 


9D 


92 

93 


From Vaiii;^’ambadi to Alaiigayam 
From Tiruimtbm* to Vaniyambadi 
From Tirupathur to Alangayam 
From Tirupathiir to Perambat . 
From Knijpam to Palavaneri 
From Gudiyatliam to Lynaguata 
From Arcot to Tiruvatlmr 
From r. Malai to Yettavalam • 
From Cbengam to ^impatbar . 
From (ludiyatbam to Fernambat 
From Fernambat to Mailpatti • 
P’rom Folur to Kadaladi , 

From Tirupatbur to Singanapet . 


Jo. 

District. 

Principal bus services. 

Mileage. ’ 

65 ■ 

North Aicot^—contd. ^ 

From Chetpet to Arni .... 

15i 

66 


From Chetpet to Polur . . • • 

i 17 

67 

: 

From Banipec to Chetpet . . 

34i 

68 


From Banipet to Wandiwasli . • 

46- 

69 


From T. Malai to Feniiallmr . . • 

11 

70 

' 

From Pennatimr to Avalnrpet . 

7 

71 


From T. Malai to Mekkalore . . • 

15 

72 


From T. Malai to Chengam 

18-i-: 

73 

• 

From T. Malai to Airandavadai . 

29 

74 


Fioin T. Malai to Tirupatbur 

39 

^ •* 

7 f ) 


From T. Malai to Tliandrampet . 

10 

7G 


Froir T. Malai to Ulagalapadi . . . 

14 

77 


From Gudiyntham to Gndiyatham * 

railway station. 

2^ 

78 


From Giidiyatham to Tirupatbur • 

43 

79 


From Gudiyatbam to Vaniyambadi 

30 

80 


From Gudiyatham to Cbittoor . 

7 


H 

12 

17 

5- 

Uh 

11 

25 

14 


22 


10 

8 

16 

9 


28 


Ko. 

District* 

Principal bus services. 

Mileage, 

94 

North Arcot — eoncld. 

From T. Malai to Melcbengam * . , 

80 

95 


From Desnr to Velliroedupettai . 

11 

96 


From Aikonam to Tirutfcani 


97 


From Conjeeveram to Kulanianthal • 

7 

1 

Arcot South . 

0 

Cuddalore and Pondicherry 

8^ 

2 


Cnddalore and Kurin^ipadi 

20 

3 


Cuddulore and Vriddliacbalam 

38 

4 


Cnddalore and Tit^agudi . . . . 

67 

5 


Cuddaiore and lindivanani . , 

44 

6 


Tiodivanam and Gingee .... 

17 

7 


Tindivanam and Peiinathnr 

29 

8 

% 

Tindivanam and Merkanam 

22 

9 


Tindivanam and Pondicherry 

26 

10 


Tindivanam and Vellimednpettai 

12 

11 


Gingee and Pennathnr . . , , 

13 

12 


Tirukkoyilur Ry. station and Kallakurchit . 

30 

13 

... 

Tirrukkoyilur Ey. station and Eoyappanur . 

44 

14 


Ulundurpet and Tirnkkoyilnr via 

Elavanasur, 

28 

15 


Kallakurclu and Royappanur 

14 

16 


Tyagadurg and Royappanur 

23 

17 

. 

Paninti and Mangalampet via 

Ulntidnrpet. 

20 

18 


Panruti and Kallaknrchi via tJlnndurpet 
and Mangalampet. 

47 

19 


Porto Novo and Tittagudi 

49 

20 


V riddbachalam and Tittagudi 

20 

21 


Chidambaram and Mannargudi , 

15 

22 


Chidambaram and Vriddhachalam via 
Sbetiatopc. 

32 

23 

' c 

Mannargudi and Vriddhachalam via 
Chidambaram and chetiatope. 

44 
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No. 1 

District. j 

Principal bus services. 

Mileage. 

24 

Arcot Soutli ^concld. 

Villupuram and Gingee . • , , 

23 1- 

25 


Chidambaram and Kumaratchi ® 

105 - 

26 


Chidambaram “and Srimuslmam via Shetia- 
tope. 

20 

27 

. 

Chidambaram and Yriddhachalam via 
Slietiatope and Srimushnam. 

44 

28 


Gingee and Chetput .... 

16 

29 


Tirukkoyilur and Manalnrpet , , 

9 

30 


Pauniti and Tirukkoyilur via Tirunamanal- 
lur, Tiruvaunanallur Periasevalai. 

38 

51 


Tyagadurg and Gadilam via Elavanasur 
Ulundui'pet and Mangalamjiet. 

27 

32 


Panrnti and Gadilam .... 

12 

33 

1 

Alapakkam and Kurinjipadi 

12 

34 


Tirukkoyilur and district limit via Mana- 
lurpet and Road No. 20-1. 

13 

:35 


Extension of the route Pennatbur to Korth 
Arcot district limit as far as Avalnrpet in 
the South Arcot district limit. 

2 

.36 


Mangalampet and Gadilam via Ulundiirpet . 

12 

SV 


Tirukkoyilur and Tyagadurg 

Throughout the District .... 

19 

« • « 

1 

Bellary . 

Rellary to Hospet via Kampli • . • 

50 

-2 


Adoni to Yeminiganur .... 

18 

3 


Thalavaraghatta to Huvinahadagalli via 
Hospet Narayanadevarakeri and Hampa- 
sagar. 

48 

4 


Kowtalam to Adoni via Kupx)agal 

17 

5 


Karpanahalli to Hagari-Bominanahalli 

•24 

6 


1 Beilarv to Yethinahatti .... 

J ^ 

25 

7 


Bellary to the limits of Madras-Bomhay 
Koad (E. P.) 

16 

8 


Bellary to Rayadnig via Kanekal , . 

50 

9 


Harpanahalli to Hospet via Hagaribomma- 
nal.alli 

45 

10 


Adoni to Naudavaram via Yeminiganur 

25 

11 


Adoni to Siruguppa ..... 

25 


B 



■ 

j 

( 

District. 

Principal “bus services. 

Mileage. 

12 

Bellary— CO 

Hospet to Hireliadagalli via Narayanadev- j 
arakeri and Tambrahalli. 

47 

is 


Moka to Siruguppa Belial y . . . 

46 

14 


Kammarchedu to Sirigeri vt'a Moka and 
Kuraffoda. 

50 

15 


Aspari railway station to Terragudi via 
Alur. 

25 

16 


Harpanalialli to Kanivihalli vi<z Kottxif and 
Kndligi. 

42 ' 

17 : 


Harpanaballi to Duggavathi , 

16 

18 


Hospet to Dnggavathi via Harpanahalli 

61 

19 


Uddihal to Siriigiippa . • . . 

50 

20 i 

! 

' 

1 

Eampli to Hospet . . « . • 

IS 

21 


Hospet to Duggavathi via Kudligi, UJjini, 
Kottur and Harpanahalli. 

75 

22 


Talava/aghatta to Narayanadev arakeri via 
Kamalapur and Hanipi. 

23 

23 


Kayadrug to the limits of Kayadrng Molak- 
almnriivu Road. 

4 - 

24 


Bellary to Hampi via Hospet 

47 

2o 


Rayadriig to Bellary (District Board limits) 
via Molakalmuruvu. 

19 

26 


Harpanahalli to Mallanaberi via Hadagalli 

4 « « 

27 


Bellary to Sirugnppa via Sirigeri 

, 40 

28 


Uddihal to Eampli via Bellary . . . 

46 

29 


Alnr to Giintakal ..... 

18 

30 


Adoni to Aspari limits .... 

16 

31 


Talavaraghatta to Harpanahalli via Hospet, 
Narayaiiadevar^keri, Hampasagar and 

Hadagalli. 

64 

32 


Adoni to Bellary via Ahir . o • 

43 

33 


Bellary to Sirigeri ..... 

24, 

34 


Dnggavathi to Kudligi via Harpanahalli 
and Kottnr. 

40 

35 


Bellary to Harpanahalli via Hospet, Kxidligi 
and Kottnr, 

90 



31 


•Ci 


No. 

District. 

Principal bus services. 

Mileage. 

36 

Bellary — concll. 

Kanekal to Sanavasapur ma Bellary , 

46 

^7 


Hagariboinmanalialli to Hadagalli , , 

24 

38 


Kampli to Harpanaballi via Hampi, Hospet 
and Kndligi. 

75 

1 

Cliiugleput (Saidai:)et) 

Madras to Poonamalle . • « « 

9 

.2 


Ditto • « « • 


3 


Madras to Lattice Bridge . • « <= 

2 



Madras-Tirukkalikundrani . . ® 

40 

5 


Cbingleptit to Tirukkalikundram . • 

9J- 

M 

6 


Chinglepnt to Tirukkalikundram and Maha- 
balipuraiii. 

19^ 

7 


Avadi to Poonaaialle and Sriperambadur 

17 

8 


Avadi TO Tiruvallur vAa Tinnnnzbi 

23 

9 


Acbarapakkam to Waudiwasb . . 


10 

■ 

Cofljeeveram to Tiruvettipuram , 

4 

11 


Ponneri-Periapalayam . • • , 

12 

12 


Tirukkalikiindram-Mababalipuram 

10 

13 


Tirukkalikundram to Madras . . 

9 

14 


Cliingleput-Uttirameriir , , . , 

18 

15 


Madras to Tiruvotbiyur .... 

1 

16 


Madura ntakain to Clieyyur 

18 

17 


Kattipara to Madras . . . « • 

7i 

18 


Conjee veram to Wabija . > • • 

10 

19 


Kavarapet to Satbiavedii . . * . 

14 

20 


Conjeeveram to Wandiwasb 

4 

21 


Madarantakam to Cbimampet . « 

m 

22 


Tiruvallur to Nagalapurain 

25 

23 


tJttukottai to Ponneri .... 

22 

24 


Nagalapurain to Madras . , 

41 

•15 

■ 

Kavarapet to Madirpakkam 

IS 
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1 

JS^. 

( 

District. 

Principal bus services. 

■ 

26 

Chicgleput (Saidapet) 

Pennftlui’xiet to TirnvjiHur and Damarpak- 

26 


— contd. 

kam. 


27 


Damarapak to Periyapalayaiii 

6 

28 


Uttnkottai to Madras . « « -I 

31 

29 

>< 

Sriperumbudur to Conjceveram • ^ 

21 

30 


UttuVottai to Madras Ariii « • » 

39 

31 


Madras to Periyapalayaiii .... 

21 

32 


Tada to SatWavedn „ . . . • 


33 


Madras to Arni ..... 

21 

34 


Tiriivallur to Sathiavedu .... 

25- 

35 


Madras to CoBjeeveram .... 

53‘ 

36 


Madras to Chiugleput .... 

SOi 

37 


Vandal iir to Sriperumbudur 

13 

3S 


SathiavedtL to Madras via Tiruvallur . , 

51 

39 


Tiruvallur-Sriperumbiidur .... 

13 

40 


Cbingleput-Tirupporur .... 

16 

41 


Nagalapuram-Puthur .... 

2"^ 

42 


Sripenimbndur-Cliingleput .... 

20 

43 


Kunnatliur-Pallavaram . . 

o 

44 

■ 

Chiugleput- Palur . . . . , 


45 


Madras to Sriperumbudur .... 

1 

46 


Kiimiathur to Madras .... 

12 

47 


Conjeeveram to Tiruvallur . . . • 

46 

48 


Mount to Madras ..... 

4 

49 


Kuunathur to Madras via Kodambakkam 

10 

50 


Madras to Medavakkam and Tambaram 

m- 

51 


Vandalur to Tirupporur . , . . 

18 

52 


Madras to Eunore . . . . 

n- 

53 


Chinaleput to Maduraiitakam 

35 

54 

’ 

Pallavaram to Madras .... 

8^ 

o5 


Amarambedu to Kunnathur and Pallavaram • 

12 
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56 I ChingUpnfc (Saidapet) 
— conoid. 


57 


68 

59 

60 
61 
63 

63 

64 

65 

66 

67 

68 

69 

70 

71 

72 

n 

74 


76 

1 I Gbittoor 

2 

3 

4 


5 


6 

7 

8 




I 


S^ogandy to M'alajabad and back ria Sri 
perumbudur. 

Sogandy to Kadambatluir . 

Madras to Ponneri . . * . 

Keelambakkam to Pallavaram . • 

Kunnatbnr to Madras i^ia Pallavaram , 
Poonamalle to Tinivallur . 

Madras to Gnmmklipuiidi . 

Tiruvalliir to Puduchatram TirumusH 
Poonai'iialle to Keelacberi and Manner . 
Tirupporar to Madras 
Acharapakkam to Yannagtipatta . 

Madras to Tirnniirmalai 
Madras to Satbiavedu 

Sriperumbudnr to Conieeveram ma> Tbemieri 

Madras to Conieeveram via Paddappai . 

Madras to Sriperumbndnr via Knnnathur 

Saidapet to Madras .... 

Pallnr to Conjeeveram 

Madras to Madavaram . 

Cliingleput to Wandiwasb • 

Madras to Tirnv&llur via Rfd Hills 

Gbittoor to Katpadi up to district limits 

Chittoor to Punganur via Palmaner 

Gbittoor to Venkatagirikota up to distri:4 
limits to^'ards Kolar side. 


* « 


• ii 


* 1 


Punganur to Madanapalle 
Madanapalle to Voyalpad . . . • 

Madanapalle to Angallu , . . - 

Angallu to Batbalapuram . . • • 

Bi»tbalapuram village to Mulakalacbernva 
railway station. 


13 

20 

19 

13 

•T o 

XO 

23 

14 


IS 
32 ^ 
19 
111 
33 1 
23t 
43 
23 

u 

10 

4 

26 

29 

14 

43 




15 

13 


1 ^ ■ 
14 

6 
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Ko. 

District. 

Principal bus services. 

Mileage, 

9 

Cliittoor — contd. 

Mulakalacheruvu railway station to 

Peddatippasamiidram. 

8 

iO 


Bathalapuram village to Kothakota 

8 

11 


yoyal[>ad to Salikiri ...» 

14 

12 


Madanapalle-Buigalore load up to district 
limits. 

8 

u 


Eavaoiioti to Gnrramkonda , « 

9 

u 


Gurrainkonda to AngalUi . • . 

14 

Id 


Gurramkoiida to Voyalpad • . 

12 

16 


Madaiiapalle-Tbamb illapalle . . • 

23 

17 


Palniaiier tj nangalore up to district limits . 

15 

IS 


Cliittoor t^« Damalcliernvu toll gate 

21 

19 


Damalcberuvu toll gate to Filer . 

16 

*10 


■ Kalakada to Filer Ha Filer toll gate 
CKuriiool Trunk Raid). 

22 

21 


Cliittoor to Aragoiida . . • • 

12 

Oi> 


Cliittoor t) Slioliiighiir .... 

26 

23 


Sholinghur to Tiruttani .... 

17 

24 


Cbittoor to Xagari via Pallipnt . 

3Y 

25 


Putt'alput Isaidupet road up to Cliendragiri . 

24 

26 


CTiendragiri to Renigunta .... 

14 

27 


Kalahasti railway station to Renigunta . 

16 

28 


Kalaliasti railway station to Kalahasti 

3 

29 


Kalahasti to Kaidupet up to district limits . 

13 

30 


Chittoor to Palmaner • . , , 

25 

31 


Venkatagirikot to Kuppam • , 

7 

32 


Palinaner to Yenkatagirikota . . 

26 

33 


Palmaner to Ramasamudram . 

28 

34 


Venkatagirik Ota to Mysore frontier , 

2 

35 


Gurramkoiida to Kalakada , , , 

15 

36 


Kalikiri to Filer via Mahal 

14 

. 

■ 





37 Chittoor -^conoid. 


48 


Coimbafcore 


Gurramkoiida to Kalicherla . , 

I 

I Kalikin to Filer ...» 

t 

'I 

1 KandlaiDadugii to Peddatippasani'idraTa Ci'c 
j Kothakota. 

I Pungannr to Ramasamndram » » 

j 

I PuQsanui* to Kallm* .... 

I 

I Kallnr to Piilicerla railway statiGn 

I 

Royalpet to Palmaner 
I Chittoor to Trala .... 

! Chittoor to Giidivatam 

s 

* 

j Chittoor to Penn moor . 

j Chittoor to Avalkonda 

I Nagari to Sholiughur via Palllpnt a* 
i Ptamakrisimara^npet. 

i Cnddapah Trunk Road, ^ Tirnttani 
Arkonam np to district limits. 

j Nagari to Piittnr ...» 

! Pnttur to Karvetnagar • • » 

Puttur to NAgalapnrani 

Tirattani to Kanakammachatram 

Pallipiit to Sholinghnr 

Tirnpati to Renignuta 

Tiinpati to Cbciidragiri » • • 

Madanapalle to Knrahalakota 

Madras-Calicut Road — 

Bhavaui-Chittodu . . • • 

i hittcdu-Perundnrai . • - • 

Pertindurai-CheDgapalli 

I 

I Chengapalli-Avanashi • 

ArauasH-Karumathapatti . 

Karnniathampatti-Coiinbatore . 


Coimhatoro- W alayav 
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No. 

i *Tl} n - f ^ ^■■i,4- 

1 ^ ^ t' * i i.' ;w. • 

1 

Principal bns services. 

Mileage. 


1 

I 

Tricliinopoh'-Coim batore E oad— 



■ 

S 

1 

District liaiit— Easgavam . . 

• 

« 

; 

15 

9 

1 

K an gay a m - Av a nasb ipal a y am • 

e 

• 

10 

10 

1 

i' 

Avanasbipalayam Palladam 

• 

e 

10 

11 

1 

i 

Palladam-Galtoiipet , 

« 

9 

8 


i 

1 

G a It on p e t-C oimbat r re 

0 

• 

12 

13 

1 

C 0 i mb a tor e - Oota e amn n cl E oa d — 




1 -i 

! 

1 

Coimba t( »re -Perianaieken'^alayam 

« 

m 

10 

i T 

j-iD 


Co!iiibatore-Koiipa.liiyam . • 

a 

• 

10 

16 


Ivollpalayani-x4,imnr . 

« 

» 

9 

1 i 

. 

A naur- P tiliam 1 . .atti 


• 

9 

18 


Piiliampatri- Satya mangalam 

f 

» 

14 

19 


Satyariangalam-Bennari 

» 

« 

9 

20 


Bennari district limit . , 

« 

• 

15 



B Class or II Class roads — 




21 


Coimbarore-Pollaclii . 

• 

• 

22 

22 


Kandaigoimensalai-Coelun frontier 

• 

« 

5 

9‘?. 

\ 


Coimbatore- Irnttnpallani 

• 

• 

13 

24 

i 


Noyyal Biidge to Cbettipalayam 


a 

7 

25 ^ 


PoIIacbi-Palladam 

• 

• 

29 

26 


Pollacbi-Udamalpet • . , 

• 

ft 

16 

^ 4 


Pollaclii-Meeiikarai . , , 


• 

12 

28 


. 

Pollacbi-Palghat . . , 

• 

• 

8 

29 i 

; 

1 


Udamaipet-Tiruppar Ha Palladfim- 

— 



30 i 

i 

i 

I U’diimalpet-Periapatti 

• 

ft 

15 

• 

31 


Periapatti-Maiidripalaym . 

« 

ft 

8 

32 


Mandripalayam-Paliadam . 

• 

• 

7 

33 


Palladam-Tiruppur . , , 

• . 


7 

34 


Udamalpet-DIiarapnram 

• 

ft 

22 

«5i5 1 


Kouiaralingam-Madatbukolam and 

thence 

to 

10 

I 


Karatlioliivii. 
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ar 


No. 

i 

District, 

Principal bus services. 

m 

S6 

Coimbatore-' contd. 

Udamalapet-Madathukolam , . 

9 ' 

37 

, 

Udamalapet-Komaralingam . <» 

1 «> 

’■Aw 

38 


Udamalapet-Tirumnrthi Hills . , . 

10 

39 


Bharapuram-Tirnppur — I 


40 


Dbarapnram Avanasbipalayam . . • 

17 



Avanasliipalayam-Tirnppiir . ♦ 

10 

42 1 


Bharijpiiram to Cliinnadharapnram via 

Mnlanur. 

21 

43 


Dliarapnram to Palni . . • • 

9 

44 


Palladaiu-Dharapiirani . . . . 1 

19 

45 


Tiruppnr-Mettupalayam ria Avanasbi — j 

i 

46 


1 

Tircppur-Avanasln , • o 

1 6 

47 

• 

Avanashi-Annur . . * « . 

11 

48 


Amrnr-Mettnpalayam . • » • ■ 

12 

49 


1 Tiruppur to Ivunnatbur vici, Pertimaiiallnir- — 


. 50 


TiriippTir-Perumanullur. Perumanallnr-KTin. 
nathur. 

12. 

51 


Tiruppnr to Padiyur . , . . 

9 

52 


jVIangalam-Avanaslii , . » • • 

5 

63 


Avanaslii-Puliampatti .... 

13 

54 


Erode-Karur via Malay ampalayam 

20 

65 


Erode to Mnthnr . . . . • 

20 

56 


Erode-Kangayam via Palayakottai « 

27 

m 


Erode 'Per aiidurai , . . • • 

11 

58 


Erode-Satyamangalam via Gobi chettipa la- 
yam — 


59 


Erode- Chittodu . * * • • 

6 

60 


Cliittodu-Kavuudapadi . . . • 

8 - 

61 


Kavundapadi-Gobicbettipalayam « • 

9 

62 

j 

Gobicbettipalayam-Satyamangalam 

16 

63 


Erode to Bbavani • • • • 

6 

64 


Perimdurai market to Cbennimalai market 
via Permidarai railway station. 

10 






3S 





90 Coimbatore— CO 


100 


Cheyur to Erode- Satyam an gala in road (mile 
27) via Nambiynr. 

Tbandabai’ampa''ayam to Pasnr . 

Satyaiiiaiigalani-Metfcapalayam 

Satyauiangalam-Bbavaiii via Attani— - 
Satyamangaiam-Attani , . • • 

Attani-Bbavani . . . » * 

Satyamangalam to 31-3 of Erode 
Satyamangalam via Kodiveri . * • 

Kavundapadi-Siruvalur . . • • 

j Bbavani-Nei’injipet . • • 

I Andiyur to Attani . . • • * 

I 

[ Kollegal-Ajjipnram 

I 

I 

li 

I Konegal-Lokkaiiaballi • • • 

Tacrarapuram-Slandimavaballi » • 


104 

105 


Tirupnr-VijaiEangslain vici XJtbukuli" 
4-1 to 9-4 (Uthukiili) . 

UtbnHiU-\' ijiraaiDgalani 9-4—16-1 

Chennimalai-Utbuknli . 

Climnadliarapuram *Pallapatti * 
ICambai'a gundy to Talavt-di * 

Pollacbi to Vannanthorai . 


Tahilc hoard roads. 


I Cbeyur to Kunnatbur 
I Puliampatti-'Kambiyiir 
Kollegal-Cauveri Ferry 


(Handed 
over to 
P. W. D. 
from ls6 
December 
1924.) 


40 


• 

No. 


•Principal bus services. | 

Mileage. 



Tuhtlc hoard roads — contd. 


114 

115 

116 

C oim b at ore — concld. 

Attani‘Gobieh.efctipalayam . 

Peruiidurai-Kimuatliui* . . 

Kollegal to T. Narasipur 


1 

Ciidtlapali 

Cuddapab to Bayacboty .... 

32 

2 


Cuddapali to Maditbad ma Bayacboty , 

47 

n 

O 


Cuddapab to Veeraballi via Bayacboty . • 

43 

4 


Maditbad to Galivedu via Bayacboty and 
from Galivedu to Cuddapab via Bayacboty 
and Lakkireddipalli. 

67 

S 


Cuddapali to Galivedu via Lakkireddipalli 
and Bayacboty, 

52 

6 


Maditbad to Madanapalli road via Bayacboty 
witbiu the limits of Cuddapab district. 

31 

7 


Bayacboty to Madauapalli road within the i 
limits of Cuddapab district. 

16 

8 


Kondavandlapalli to Ivalakada via Baya- 
cboty with in tie Imiits of Cuddapab 
disMct. 

44 

9 


Maditbad to Ivalakada via Bayacboty . 

31 

10 


Bayacboty to Cbitvel via Sanipaya Bajainpet 
and Naadalur. 

61 

11 


Muddanuv to Pulivendla . . • . 

1 tj 

12 


Muddannr to Jammalamadugn 

12 

13 


J ammalamadagn to Proddatnr 

14 

14 


Proddatur to Cuddapb via Mydnkur • 

34 

15 


Cuddapab to Cbagalamarri . . . . 

38 

IG 


Cuddapab to Porumamilla via Mydukur 
and Vonipenta. 

4S 

17 


Cuddapab to Kalasapad via Mydukur 
Badvela do. Porumamilla. 

73 
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I 


m. 

District. 

Principal bus services. 

Mileage. 

18 

Cuddapah --contd, . 

Cuddapah to Bad v el via Mydukur . • 

€4 

19 


Cuddapah to Pornmamilla via Sidhout . . 1 

52 

SO 


Vontimitta to Porumamilla vi(& Sidhout • 

50 

.21 


Cuddapah to Pulivendla . # . • 

45 

22 

1 

Cuddapah to Vaimpalli , • • 

OT 

iM i 

23 

1 

Yerraguntla to PradJatur . . - • 

8 

24 


Sidhout Pennair river to Madliavaram via j 
Vontimitta railway station. 1 

16 

25 


Badvel to Dornal within the limits of 
Cuddapah district. 

. 11 

26 


Potladurthi to Vaimpalli .... 

27 

i 

Ganjam • 

Berhampur to Eusselkonda and hack • 

94 

2 


1 Berhampur to Surada vid .isha and hack . 

1 

3 


A ska to Eusselkonda and back . • * 

50 

4 

• 

Aska to Surada and back .... 

42 

5 


Tilaru railway station to Karasannapeta 
and back. 

20 

•6 


Sompeta town to Sompeta railway station 
and back. 

6 



Chicacole to Amidalavalsa aud back » 

121 

.s 


Amidalav’a-sa to XJppinivalsa aud back . 

14 

.9 


Parlakimedi to Maliaputti and back . 

9 

10 


Maliaputti to Palasa and back . • 

38 

11 


Amidalavalsa to Calingapatam via Chmacole 
and back. 

45 

12 


Parlakimedi to Tilaru aud back . . • 

49 

13 


Amidalavalsa to Hiramaudaiani and back « 

38 

14 


Berhampur to Cbatrapur and back . • 

25 

15 


Kowpada railway station to Narasannapeta 
via Tekkali (Three journeys). 

54 

16 


I Khallikote railway station to Mahanadi 
1 River near Aska via Khallikote Bcirani 
1 Road aud back. 

80 




42 


No. 

District. 

Prmcipal "bus services. j 

Mileage, 

17 

Gan jam — cordd. 

AmiilalavaUa to Kofctnru ^'ia Hiramandalam 
and back. 

56 

IS 


Berhampar to Pattupnr via Hiramandalam 
and back. 

43 

19 


Eerbampnr to PattTipnr and Dignptidi to 
Padmanabliapui* and back. 

45 

^^9 


Berhampur to Pattupnr via Ask a and back . 

36 

21 


iierbampnr to Purushothamnur and back 

.28 

22 


Gopalpur to Atka via Berbampnr and back . 

6B 

23 


Narafannapeta to Calingapatam and via 
Karajada back. 

34 

1 

East Godavari . 

Dwarapndi to Ramacbendrapiirani • • 

12 

2 


Samaikota to Yelcswaram . 

23 

3 


Biccavole to Ramacbendrapuram . » 

12 

4 


Rajabmnndry to Gokavartim . 

20 

5 


Dwarapndi to Djaksbarama . » • 

15 

6 


Cocanada to Eamacbendrapnram via Prak- 
sbarama. 

20 

7 


Tnni to Kotananduni 

11 

S 


Dwarapndi to Alainuru , . • • 

12 

1 

Gnntnr » 

1 Guntnr and Atcbampet via Sattenapalli 

50 : 

2 


' Guntnr and Cbandole via Ponnnr • 

24 

3 


Narasaraopet and Gurzala Dacbepalli 

43 

4 


Narasaraopet and Macberla via Karempudii . 

50 

5 

. 

Guntnr and Cbilalralurpet . • » • 

25 

6 


Narasaraopet and Cbilakalnrpet . * 

13 

7 


Gnrzala and Macberla via Rcntacbintala 

16 

8 


Narasaraopet and Sattcnapalle . • 

13 

9 


Addanki and Kotbapatnam via Ongole 

36 

10 


Ongle and Cbimakiirtbi . . . . 

13 

11 


Haniiniantapalem and Tenali vta Nandi- 
velngu. 

1 

14 






43 


24 


1 I Soutli Kanar 

f) 


f'O * 


4 

5 

6 
7 
S 
'9 
10 
11 
1‘1 

13 

14 

15 


No, 

District. 

12 

Gnntur — contd. • ■ 

13 


^14 


15 


16 

1 

17 


18 



Principal bus services. 


Mileage. 


^hattiprole railway station to tc 
patam Banb: Canal vm Kanagala. 


Guntur and Amaravatl 
Aadanki and Santamagninv railway station . 


lia 


Vinukonda and Karasaraopet 

Chirala snd Vei.kayalpad Parchur . 

ChilaUlnrpet and Modai-anntta Konankl 

Jamn^ulapalem and Cbobrolo Bapatla 

and Poniiur. 

Guntur and Prattipad 

4. AdCioiiki Tici bantlia' 

K ai'asavao])et auu ^ 

inagulur. 

Teuali and Pedaptidy . • • ‘ 

Mangalore* Buntwal . 

Buntwal-Beltangad;\ 

Beltangady -Cliarniady 

Cliarmady-Prontier , • • * 

Mangalore-Panemangaiore . 

Panemangalore-Pnttnr idivect) . • 

Panemangalore-Puttnr via. THtal 

Pattur-Sullia . • • * * 

Sullia-Sanipaie . 

Puttur-Bellare . • • 

Mangalore" 1^1 ^^1^^ * 

Mulki-Udipi . • * 

Udipi-Coondapur 
Gangolli-uppunda • • 

Karkal-Beltangndy and thence to TJjre ■ 


13 



10 

35 


7 


14 

21 

13 
8 

14 

«i3 im^ 

lo 

19 

22 

16 

16 

16 

19 

22 

14 

38 


No. 

\ 

1 

District, 

! 

1 

! PrlBipal 1)115 services. 

Mileage. 

16 

Soiitli Kauara — eonid. 

! Kasarjiaod-Puttur 

40 

11 


Kasaragod-Sivilia • . , , , 

36 

iS 


Puttnr-U])pinaDgady . . . . . 

S 

19 


Uppinangady-BeltuDgady .... 

15 

20 


Puttnr-Yittal . . • ^ , 

9 

21 


Maiigalorc-Katecl . . , , , 

14 

22 


Kurchipalla-Puttur . . . , , 

31 

23 


Marjgalore'UppinaDgady via Mani 

31 

24 


Uppinangady-Mani 

10 

25 


Mangaiore-Moodabidri . • » . 

20 

26 


Moodabidii-Karkal ..... 

10 

27 


Karical-Somesbwar ..... 

26 

28 


Karkal-Udipi ...... 

24 

29 


Narkal-Mulki via Nitte , . . . 

23 

80 


KarkaDMulki via Moodabidri « 

29| 

31 


Coondapui’-Hulikal via Haladi , 

33 

32 


TJdipi-Someshwar via Bhadi*agiri . . . 

34 

33 


TJdipi-Somesliwar via Perdoor 

28 

34 


Byudoor-Bhatkal . . . , . 

■/ 

35 


Maujeshwar-Puttur ..... 

30 

36 


Kumbla-Pnttnr * . . . . 

39 

SI 

e. 

Puttur-Panja ...... 

24 

38 


Bfcltangady-Muiki Moodabidri , 

42 

1 

Kistna . • 

Kondapalli to Mylavaram .... 

12 

2 


Mylavaram to Tiruvar .... 

27 

3 


Nuzvid to Nuzvid railway station 

14 

4 


Bezwada to Keesara ..... 

25 

5 

- 

Keesara to J aggaihpeta .... 

24 



Nazvid to Vissaiinapeta .... 

11 

7 

! 


Masnlipatam to Mopidevi .... 

20 


45 


No. 

District. 

Principal bns services. 

Mileage. 

8 

Ivistuii contd. 

Gndivada to Painarrn . . . • 

8 

9 


Masulipatam to Cliinamuktevi 

13 

10 


Masnlipatam to Bezwada . . • • ! 

43 

IX 


Guiiivada to Kaikalur . • » • 1 

20' 

12 


Gudiviwla to Mndevepalli . • • • 1 

8 

13 


Nuzvid railway station to Gndivada . • ! 

16 

34 


Jagglalipeta to Lingala . . » ® j 

16 

Id 


Lin gala to Borakallu . • » 'I 

4- 

16 


Gndivada to Vuyyur via Pamarvu 

16 

17 

• 

Palngulahandi to Mopidevi . . • • 

8 

• 

18 


Masulipatam to Gudivada via Tedana and 
Gadlavally. 

22 

il) 


Bandar to Pamarrn . . . 

16 

20 


Bezwada to Painarni » . • * * 

Bozwada to Tiruver 

27 

21 


51 

22 


Nuzvid railway station to Siugarayapalem . 

27 

1 

Kurnool . 

Kurnool to Atmakur road and places 
bettveen. 

44 

2 


Kurnool to Nandyal . . . • • 

47 

3 


Atmakar to Nandyal and Koakuntla road 
and places between. 

54 

4 


Nandyal to Koilkunta and Nossam 

42 

5 


Nandyal to Allagadda and Cbagalamarri 
j road. 

40 

6 


Nandyal to Owk ma Banganapalli and places 
between. 

36 

7 


Kurnool to Patikonda and places Between . 

51 

8 


Kurnool to Adoni (district limit) . 

60 

9 


Pattikonda to Tuggali railway station . 

7 

1C 


Eestwarpet to ICanig'ri (district limit) . 

s 

1] 

1 

L 

> ! 

Koilkuutla to T-adpatri road (district limit) 

Markapur-Yerragondapoliem road 

. 44 

24 



46 



£ 

[? 


16 

1 Do. to Manantoddy 

• 

e> 

<» 

so 

17 

j Katliupavamba to do. 

i 

« 

« 

* 

• 4.'2 

IS 

Do. to Panar 

• 

• 

• 


19 

1 Malie to Iritty . * 

• 

« 

f 

; 

30 

20 

Nadapuram to Periugolam 


a 

• 

. 5 

21 

Badagara to Mokeri . 

e 

6 

i 

. ' 16 

22 

Do. to Knttiati 

• 

4 


IS 

23 

1 

1 Do. to Talekkara 

• 

a 

• 

10 

24 

QnBandy to Perambra 

« 

a 


• 20 

25 

Bavali to Manantoddy 

e 

t 

« 

11 

26 

j Calicut to Balusseri . 

$ 

• 

• 

' 12 



47 


Np. ^ 

i 

Disirict. 

Principal bus services. 

Mileage. 

‘>■7 

Malabar 

Calicut to Beypore • . . 

3 

OQ 

0 1 


Do. to Pooner . . , • . 

17 

29 

■1 

i 

1 

Do. to Purakaterl . ^ . 

3 

30 

i 

1 

Do, to Korapuzha ...» 

4 

3i 

1 

) 

Do. to Peramra . . . » . 

25 

32 

1 

Do. to Mukkam . . * . . 

8 

33 

, 

Elatbui* to Mankavu . , . « . 

6 

34 


Qnilandy to Poonoor ...» 

31 

35 


Cbundale to Meppadi .... 

7 

36 


Do. to Siioladi . , . • . 

19 

37 

! 

Meppadi to do. .... 

12 

38 

! 

PanamaraiB to Edaputty .... 

9 

39 

1 

1 

'i 

Calient to Niiambar ..... 

42 

40 


Do. to Manjeri , . » . . 

28 

41 


Do. to Wandur ..... 

38 

42 


Do. to Veiibara . • . . 

39 

43 


Do. to Yazbikadavii .... 

53 

44 


1 Do. to Malappuram .... 

31 

45 


Do. to Perintalmanna s • . . 

42 

46 


Manjeri to Tirar ..... 

24 

47 


j Do. to Wandur . . . . • 

1 12 

1 ^ 

48 


1 Do. to Karavarakundu 

17 

49 


Do. to Arecode ..... 

ij 

10 

50 


j Calicut to do. « . . . . 

38 

51 


j Manjeri to Vazbikadavu . . . . 

25 

52 


Do. to Angadipuram .... 

30 

53 


Malappuram to Parappanaugadi . 

204 

d4 


' Do. to Pexintalmauna . . • 

12 

5o 

1 

Parappanangadi to Tiriirangadi . 

5 

56 


1 Aiigadipuram to Nilambur . . . , 

1 34 


i 



48 


Ko. 

District. 

Pri’.icipal bus services. 


0/ 

Malabar — conid. 

Manjeri to Mauaarghat 

• 

• 

• 

28 

58 


Perintalmaiiim to Pattambi 

• 

• 

• 

14 

59 

> 

Do. to Maunarghat 

« 

• 

• 

19 

60 


Pattambi to Cberpulcherry 

9 

« 

• 

31 

61 


Do, to Oiavakode 

• 

• 

9 

35 

62 


Calicut to Feroke 

• 

• 

» 

6i 

63 


Pattambi to Mannarghat . 

• 

• 

9 

33 

64 


Parappanangadi to Kottakkal 

• 

• 

• 

8 

65 


Tirur to Cliambravattam 

e 

• 

9 

8 

66 


Kuttippuram to Valaneliery 

« 

» 

9 

5 



Valanchery to Angadipuram 

• 

• 

9 

12 

68 


Ottapalam to Clierpul cherry 

9 

t 

• 

12 

69 


Do. to Peramgode 

• 

• 

9 

16 

70 


Do. to Para 

• 

• 

9 

25 

71 


Do, to Koiigad 

9 

9 

• 

12 

72 


Do to Karimpuzha , 

• 

9 

• 

29 

73 


Do. to Thootfaa 

• 

• 

• 

14 

74 


I Pattambi to Chowgbat 

• 

• 

9 

12 

75 


Obathiikiilam to Gurnvayur 

• 

e 

9 

H 

?6 


Ponnani to Edakulam 

• 

• 

• 

12 

77 


Do. to Chambravattam 

• 

• 

9 

4 

78 


Do. to Trittala . , 

9 

9 

9 

16 

79 


Do. to Kuthauad 

• 

• 

« 

19 

80 


Do. to Thirnnavayi . 

9 

9 

9 

10 

81 


Pattambi to Enamakal , 

• 

9 

« 

20 

82 


Oiavakode to Alanallnr 

• 

• 

9 

28 

8B 

. 

Do. to Mannarghat , 

0 

9 

• 

20 

84 


Do. to Thiravazhikode 

• 

• 

9 

31 

85 


Do. to Kollengode , 

• 

• 

9' 

14 

86 


Do. to Ottapalam 


9 

9 

24 
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1 

Iso. 

District. 

Principal bus services. 

# 

Mileage. 

87 

Malabar— CO 

Shorannr to Ottapalam • « . • 

7 

88 


Palghat to Tadakancliery , . . • 

19 

89 


Olavakode to Kadampazhipurain 

14 

90 


Palghat to Nenmara . . • • • 

16 

91 


Do. to Kollengode . « . . 

12 

92 


Do. to Alatbnr . . . « « 

15 

93 


Do. to Pudunagram .... 

22 

94 


Do. to Chittur . . . 


95 


Do. to Padur ..... 

18 

96 


De. to Kotfeayi . . . • • 

10 

■ 97 


Do. to Para . • . • * 

8 

98 


Do. to Coimbatore district limit 

15 

99 


Pududagaram to Vaiiiampava . . • 

24 

100 


Do. to Vatakancbori . . • 

18 

101 


Olavakode to Punchapadom 

16 

102 


Palgbat to Ottapalam «... 

18j 

103 


Ponnani to Pattambi ..... 

19 

104 


Nenmara to Tattamangalam a # • 

24 

105 

« 

Palghat to Vatiiampara . . • 

15 

106 


Pat'ambi to Cbalasseid .... 

13 

107 


Nenmara to Vanianmbara . . . . 

14 

108 


Kolleogode to Alathar .... 

12 

109 


Palghat to Kunnachi , . . . 

7 

110 


Kollengode to Mankara .... 

9 

111 


Palghat to Ay lore ..... 

18 

112 


Do. to Pattaiichery .... 

12 

113 


Tirur to Kottakkal 

S 

111 


Do. to Perintal manna .... 

2S 

115 


Kottaklcal to Manjeri .... 

16 

116 


Calient to Puduppadi . • . . 

26 




50 



51 


No. 

District. 

Principal bus services. 

Mileage. 

28 

i 

i 

Neliore — eontd 

[ 

Atiuakiir to Badvel road (up to the limits of 
thia district). 

36 

29 


N el! ore- Sangam- K aligiri- Uday agiri- Seetlia - 
rain pur am. 


80 

30 

1 

i 

Ve uk ata clialiam - M n tliukur road 

• 

• 

14 



Manuboln-Podalaknr-Penubarti road 

i 

1 

• 

34 

32 

• 

Gudur-Kota road 

0 

9 

16 

1 

33 


Gudur-Rapur road 

0 

ft 

22 

34 

1 

1 

Naidupet-Cliittamoor road . o 

• 

« 

^ 14 

1 

1 

36 

1 

Naidupet-Kalahasti road (up to tlie 
tins aistrict). 

limits of 

1 ® 

36 


Nello re-Kota road 

o 

• 

40 

0.7 I 

O i t! 

i! 


Neliore- Yen katagiri road mx Giidur 

• 

• 

ol 

i 

3S 

i 

Eavaii-Viniainur road 

1 

D 

« 

; 31 

39 

i 

1 

1 

NeHure-Pottemnaud road via Bramliadevain 

* 

0 

: 11 

40 

1 

Nellore-Yagoor road . 

0 

• 

10 

1 

1 

Nilgins e 

Ooty-Gudalur to Mysore road 

0 

ft 

45 

2 


Ooty to Cooiioor road 

• 

0 

12 

3 


Ooty-Coonoor to Mettupalayam road 


« 

30 

4 

- 

Coouoor to Kotagiri road . 

« 

1 

13 

6 


Gudaliir to Vayitu* to Calicut road 

0 

ft 

1 22 

6 


Ooty to Kot:igiri rojid via Coouoor 

• 

• 

i 

7 


Coouoor to Mettupalayam road « 

« 

ft 

18' 

1 

Rainnad . 

Road No. 4 (Trunk road) . 

9 

9 

29 

2 


Madura to Pudukottai • , 

• 

• 

19 

1 

O 


Madura to Rainnad f . # 

f 

ft 

1 61 

1 

4 


Paramakudi to Mudukulatur 

0 

ft 

16 

5 


Ramiiad to Kilakaral • a 

ft 


1 10 

[ 

f 

6 


Madura to Pandalgudi 

e 

• 

2S 

7 

1 

Sarugani to Devakottai • 

ft 

« 

10 




o2 



District. 

I 

i 


S 

1 Samaad— 

I Chetkudi to Tend: . . , 

• 

P 

59 

9 


j Di^idignl to Yatianam • 

1 

f 

m 

55 

10 


Eamnad to Devipatam 

« 

P 

9 

11 

i 

Madura to Ten k as! , . . 

D 

p 

29 

j2 I 

i 

1 

11 

j Srivilliputtur to Watrap . * 

0 

P 

Si 

13 1 


j Manamadura to Tirnpattur , 

V 

p ! 

32 

14 


Karaikudi to Kanadukatkan 

6 

• 

lli 

15 1 

1 


Managii’i to road No. 9 

0 

• 

5i 

1 

16 

1 

1 

Mauamadura to Kamutlil , 

0 


22f 

17 1 


Aruppukottai to Tiruclmli . 

e 

• 

8 

! 

iS 

1 

1 

( 

Aruppukottai to Yirndunagar . 

0 

• 


19 

1 

I. 

Sattnr to Srivilliputtur 

« 

* 

20 

20 


Sivaksi to Yirudunagar . , 

• 

• 

15 

21 

1 

Eajapala^’am to Tinnevelly frontier 

p 

P 

6 

22 


fcivaganga to Paramakndi . 

0 

P j 

25 

23 


Tiruppattur to Surakudi 

t 

• 

9 

24 

i 

1 

( 

Karaikudi to Kotbamangalam 

p 

• 

10 

25 

I 

Sndiyur road - . . , 

• 

• 

3 

26 


Tirucliuli to Eamuthi , , 

o 


1 

27 

27 


Sattur to Elayirampanni . 

• 

• 

7 

L^S 

00 


Srivilliputtur to Mamsapuram 

• 

p 

4 

29 

i 

Raiapalayam to Hills Mudangiar 

P 

p 

H 

30 


Sattur to Hen men i . 

• 

0 

6 

31 


Rajapaiayam to Samsigapnram . 

A 

• 

3 

32 


Y'^atrap to Khaiisapiiram . 

P 

a 

I 

33 


Tulukapatti to Kauniseri t , 

P 


o 

34 


1 Sivagaiiga to Melur . 

# 

. 

8 

So 


Poovandlii to Melur 

• 

• 

2 

36 


Tondi to_limpalakudi . . 

• 

P 

16 




53 



Pvam nad — cone I d 


1 Salem 


A. Thekknr to frontier . 

9- B. (Itoacl 9 to A. Tliekknr) 

10 - A. Toiidi to Vattanaui 
Devakottai to Velimuthu 


Pamban to Rameswaram 


A. Tirapattur to KaudiramaijiAkaiii . • 

1-B. Tiruksbtiyiir to Kandiramanikbaai 

Salem to Namakkal . , . . • 

Salem to Komarapalayam 

Salem to Attnr . . . • • 

Krishuajifiri to Hosur . . # • 

Krisliiiagiri to Dbarmapam . . . | 

• 

Salem to Moiiauur . . . . • 

Hosur cattle farm to Bangalore (district 
limit). 

H osur to Denkanikottali . . . •I 

Namakal to Sankari via Tiruchengode . 

Mobannr to Velar . , • . • 

Salem to TricHnopoly (up to district limit) . 

Namakal to Trichiaopoly (up to district limit) 

Salem to Cuddalore (up to district limit) 

Namakal to Komarapalayam . • • 

Molianur to Sankari railway station 

Salem to Komarapalayam via Namakal and 
Sankari. 

Dhannapnri to Hosur .... 
Dbarmaxmri to Pennsgaram 
Salem to Hosur via Dkarmapurij Krislmagiri 
Morappur to Hosur ' . • • » 

Samalpntti to Anandavadi . . . • 



I 

a 

I 

I :?alerQ — conid. 


22 

1 Salem to Talavasal via Attnr 

I 1! 

43 

23 


Salem junction to Yercaud 

13 


1 

! 

Salem to Dharmaptiri • . , , 

41 

25 


Attur to Kallakurichi (district limit) « * 

13 

26 


Salem to Yedappadi tia IVIacdonald^s clionltry 

23 

s>*7 
Jj t 


j Hosnr to Malnr 

11 

28 


li 

1 DeiikatEikottah to lirisimagiri , , 

1 

47 

29 

! 

j Nainakal to Velar ..... 

15 

30 

il 

1 Malar to nenkanikottah via Harnr 

i * 

27 

31 


i Ke.amangalam to Kosnr via Denkanikottali , 

23 

32 


' 

Salem to Velar 

• • • • 

4T 

33 


Salem to Tirncliengode .... 

33 

34 


Krishna giri to Bangalore . 

33 

35 


1 Denkanikottali to Bangalore 

21 

36 

1 

1 

1 Salem to Krisliiiagiri . , , , 

7& 

37 

1 

Malar to Bangalore .... 

m 

38 

I 

Komarapalajam to Kamakal 

42: 

39 


.Peiiimgaram to Salem via DharmapTiri , 

' 60^. 

40 


Dliarmapari to Baagnlore 

65 

41 


Salem to Bangalore (district limit) 

loa 

42 


Suramangalam to Veliir , , * , 

50 

43 


Salem to Saukari . . , . , 

23 

44 1 


Rasipnram to Koniarapalajam via Namakal I 

56 

45 


Salem to Namagiripet . , * * 

22 

46 

1 

Hosur to Tricbinopoly (district limit) . , 

140 



IS’amakal to Krishnagiri via Salem and Dhar- 

102 

47 


mapuri. 


4S 


Krishnagiri to Velur . . , . 

117 

49 I 

1 



Sankari to Velnr . . , , . 

42 



55 




PriiiciDal bus services. 


Salem — comld. 


Natnakal to Pennagaram . . . • 

KelamaugaUm to Kri-linagiri 

Yercand to Krislinagiri . . . • 

Kelamangalam to Bangalore 

Dbannapnri to N’amakal . . . • 

Samalpatti to Tiruvaimamalai (district limits) 

Yelnr to Attur . . . • • 

Krisbuagiri to TricMnopo^y 

Snramangalam to Caddalore 

Attar to Komarapalayam . 

Namakal to Attur . . . • * 

I 

I Cuddalore to Tricblnopoly vici Attur (^district 
I limits). 

Komarapalayam to Nainamalaishaady ^ia 
Namakal 

Naaiakal to Bangalore . . . • 

I Salem to Namakal via Sankari , . • 

Yercaud to Komarapalayam • 

Omalnr to Namakal . » • • 

Komarapalayam to Tricliinopoly 

1 to Telur via Namakal 

Tricbengcde. 

I Y^ercaud to E appadi . . • • 

I Krisbnagid to P< iinagaram . • • 

I Rasipar to Tiicliengode a iNS^makal 
Hosur to Velur 

Edappadi to Pennagaram via Macdonald’s 
cbouitry Salem, Dbarniapnri. 

I Edai'padi to Velar via Sankari and Namakal 

I Namakal to Hosur . . • • • 

Attur to Tricbinopoly vict Salem and Namakal 
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District. 




Principal bus services. 


Mileage. 


1 TaBjore 


1 I Tricbinopol V 


Tan jo re to Gandrakkottai . 

,, to Pattukkotfcai 
Tirukkattuppalli to Budalore 
5J to Tirnvadi 

Knmbakoiiam to Needamangalam 
I » to Koda vasal 
Koda vasal to Koradacheri . 
j Adnttnrai to Lower Anieut 
! Nannikm to Knrnvady 
Maya\^aram to Tranqaebar . 

Nag ore to Karanikal 
Papauasam to Saliamangalarn 
Arantangi to Pndakk ottah. boundary 
Kniobakoiiam to Neelatbanallur . 

Tricbinopnly to Fndukottai 

•s to Perambalnr , 
j. to Pnvalur . . 

j, to Ariyalnr . , 

ft to Namakul . 

5» to Ilinppur . , 


ft to Vriddbackailam 

tf to Tnraiynr . 

i 

jj to Vellanur . 

)3 to Lalgadi 

Jayankondam to Lower Anicut , 

5, to Madanatbur , 

« to Arivalnr . 

>j to Tliirumanur , 
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No. 

District;. 

Principal Idus services. 

Mileage. 

16 

Triciiiaopoly — contd. I 

UdayairpalayaiD to Lower Anient , . 

34 

17 


TliirGma.nnr to Ariyalar .... 

32 

18 


Karur to CiiiiiaadarapTi:*am 

46 

19 


55 to Eattapatti .... 

44 

20 


^4 t;0 • 

54 

31 


5 , to Dindignl . . , , . 1 

24 

22 


5 , to Bharapuram . . . . 1 

42 

23 


Pallapatti to Dicdigul .... 

18 

24* 


Manapaiai to Thnvaranlmruchi . 

34 

i 

25 


5 , to Kuiittalai . . * . 

48 

26 


Musiri to Tnraiyur 

36 

27 


„ to Tattayyangarpettai , . . | 

36 

28 


Tliuraiynr to Perambalur . • « « 

44 

29 


„ to Upp’liyapuram, 

16 

1 

Vizagapatam . 

Uppinavalasa to Veeraghattam . . . 

30 

2 


Cheepurnpalli to Razam . . . • 

IX 

3 


Veeragliatfcam to Parvatipur . . . 

16 

4 


Anakapalle to Madugole . . , . 

2{> 

5 


Vizianagram to Vizagapatam via Bimlipatam 

36 

6 


Gujarathipeta to Rajam .... 

22 

1 


Sankili to Veeragh attain .... 

15 

8 


Parvatipore to Rayaghada • . . 

15 

9 


Salnr to Itikavalasa . . • • 

6 

10 


Parvatipore to Gnnupore 

14 

11 


Poodimadaka to ATadagoIe . . . • 

37 

12 


Uppinavolasa to Palakonda . . • 

12 

13 


Vizianagaram to Vizagapatam 

35 

14 


Bimlipatain to Vizagapatam 

16 

15 


Vizianagaram to Cliicacole via Chepurapali . 

38 
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District. 


Principal 1)113 scrv'ices. 


Mileage. 


Vizagapatam — co7itd. 


Doakinavalasa to Situarampm-am 
Chicacoie to \ izianagaram via Ramattnrtlialn 
Paya'-iaroopeta to Tellamancbili . 
Vizianagarain to Chicacoie via Denkada 
Saiur to Vizianasraram 
veeraghattam to Sankili 
izianagaram to S. Kota . 

• * 

Anakapalle to Kristaadevipeta 

Vizianagaram to Vizagapatam nia Deulcada 
and Bmilipatam 

Anakapalle to Karasapatiin 

Nakkapalu to I'ellamau chili 

• • t 

Krishtnadevipets to Chodavarani , 

Nakkapalii to Thallapalain 
Isarasapatam to ierakohhopatti agararhaain 
Vizianagaram to Padmanabha 
Kotan^mdur to Xaarsapatam 


14*3 


20-6 

13*7 
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Replies to tlie qnestionsiaire submitted by the Govern^ 

ment of Bombay. 

A, — Road Development, 


1. The required map* is sent separately. 

Provincial Local board 
roads roads 

niileage, mileage. 

(t) jMcitalled 

• 6,216 

2,504 

Unmetailed « . * . • • • 

. 2,359 

18,237 

Total 

. 8,575 

20,741 


{ii) and (aV) Information'^ lias teen called for from tte local officers 
and will be furnished separately. 

{iv) Government is responsible for the maintenance of provincial 
roads with the exception of a few provincial roads in the Roona and 
Ahmednagar districts, which have been transferred to the District Local 
Boards for maintenance from provincial revenues, and Local Boards 
are responsible for the maintenance of Local Board roads. 

(i’) The existing arrangements for financing the construction and 
maintenance of provincial and Local Br*ard roads are the following ; — 

ia) The cost of construction of provincial roads [is ordinarily met 
from Provincial revenues under the head ^4)1 — Civil Works, 
Provincial h In case where the cost of a scheme of road 
construction including the construction of bridges or cause- 
ways or culverts amounts to Rs. 5 lakhs or over, the cost 
is met from loan funds under the head ^ 60 — Civil Works \ 
The eo?,t of maintenance of provincial roads is debitable to 
the head ' 41 — Civil Works^ Provincial/ 

[h) The cost of construction and/ maintenance of Local Board roads 
is met from Local Board funds supplemented by grants from 
provincial revenues (amounting to Rs. 19 lakhs during the 
current year ; an equal amount is also proposed to be 
granted for the ensuing year). 

(?;^) Please see Appendix II — Statement A. 

[vif] Please see Appendix II — Statements B and C. 

2. In the Bombay Presidency the conditions existing in the Presi- 
dency proper (excluding Sind) are entirely different from those in Sind. 
The Presidency proper is already provided in most places with a more or 
less adequate net work of main and branch roads, though there are still 
parts («?.^., portions of Guzerat, Ratnagiri district, etc.) where this does 
not apply. In Sind, however, a country of great distances and large area 
there are practically no roads worth the name. It is true that nearly 
12,500 miles of Kiichha'Mwls are shown on paper as unmetalled 
roads, but ill aetual fact these are in most cases nothing more than cart 


Not printed. 
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tracks or even camel tracks, and are for the most part entirely uusnited 
for use by motor transport. If therefore in replying to this question 
the t-n-o so uidely different portions of the Presidency are lumped to- 
gether, the ngui-es so obtained tvouIcI be misleading if'' applied to' either 
Siud or the Presidency proper. A statement (Appendix Il-Statement 
h; IS tneretjre appended giving the figures asked for, for 

(a) Bombay Presidency (including Sind). 

) Presidency proper (excluding Sind), and 
■ Sind only. 


These figures illustrate in a very striking manner how very different are 
tne conditions and problems as regards road development in the two 
parts or this Presidency. The problem before Government in Sind is 
that of coiistruuting metalled or otherwise surfaced roads in a country 
where little or no stone exists and where no surfaced roads have yet been 
constructed, while the problem before Government in the Presidency 

ift, geneially speaking*, fcbat of reconstructing* and improving exis^ 
iijg roads to meet modern traffic requirements. ^ ^ 

3. (a ) — 


(/ ) 90 


1,390 

(ii) 10*1^ 
72*9 


Lakiis of Es. 
or 6*48 per cent 


or 13*85 per cent. 


(5) (.*) 


( ! here are do data for splitting up these figures 
mto those for Presidency proper and those for 

(ForPresy. 8*12 

proper or 14*32 per cent. 

56*7 

1*98 

Por Sind or 12-22 per oent.) 

16-2 ' ^ 

Rs. A. P. Hs. 




(m*) 


Rs. A. p, Hg. 

LWD. A. r. i:cg. 

0 7 6 or *47 5 Presj. proper 0 8 2 oi *51) . 

( 1 or Sind . . 0 4 0 or *25 \ 

0 9 9 or *61 ^ proper 0 10 li or .68) , 

t ^or Sind . • 0 4 10 or *3 ^ ^ 

0 1 1 or *07 \ oil or *07 ) 

iForSmd . , 0 1 2 or -07 j 


ment hlwtr^^tS' G--^vem- 

1 iL r ■ Board appointed by Government in loop 

decided that statistics should be collected for roads JSin^v ?h! 

K'f A tiave been asked to colleet'them as pe Lnle 

form ooll„tf„g taffle St'fsti * iSu'' “■ 

able to evolve a unifoiin mpfbnri o-pf ^be Committee may be 

provinces. method after the sub-eommittee has visited the 


fTlds aistrfbSon^sTnly apprtxLate h available 

only approAimate as it is based on budget allotment. 



transport. The road system comprises provincial trunk roads and feeder- 
roads, and local board roads almost wholly of the latter category. 
The provinml trunk roads and provincial feeder roads are in oharffe of 

Poona and 

oi? fn 7^®? provincial roads have been handed 

evnAiM-niA ^ i Boards concerned for maintenance as an 

experimentai measare. 

charge of the Local 

Boards and partly in charge of the provincial Establishment. 

in fhpni^^ shows the provincial trunk roads, the important towns 

«,if?tl?i T® they connect, and the way in which t, hey link up 

with the road systems of adjacent provinces and States. ^ ^ 

6. The existing roads are not suited to the increased volume of 

ma?v^“nklerTr’*-’ complaint that roads are in 

many places deteriorating owing to the use of motor oai-s and 

tEain? tEeYther'V f^® damage naturally occurs chiefly during 

is unable to present water-bound surfaces 

of o 1 iv. f ^® *]'® which it is subjected. Many lenoths 

tlr f to be reconstructed to suit modern traffic condi- 

tions. It ,s for this purpose that the Eoad Board has called for infm- 
atmn regarding the classification of roads into trunk and feeder roads 

traffic '''wSnro'7r“° b®avy motor traffic, medium traffic and light 

Me- they t, °t SIS? ^ rf 

»-c..stacting man, Inngth: o£ road tfb” ng “Lr Lfo IS" 

SSI “ 

exiting rneTaUed^nad-T^^ araWdSLlTnd\.r^^^^^^ "P'j *^'® 

of large gauge metal and then a 2" layer of stsndovd 1 - ^^®’' 
metal. In eases of less important roads it may be advisaWe to " + 

strengthening two narrow strips to take the wkIaI + . x^ attempt 

2^' to 8' width each only might he strenodihened strips of 

ing left as at present Experiments rfbl t-’ ^ r width be- 

oat. For really Lpoi-tan^ S 17“ 7®,^ be carried 

or a>ther such treatment will obviously have to^be adopted 

of development will inevitably have to follow that oflotoSra^;" P"®® 
large7tiL‘'H7L7w“Klr7rldar’T R^® converging on to the 

of dust is an impo,tnn/^„:r 

veij heavy. Por example, portions of flip -r u is 

Bombay, Ghatkopar and 7alyan or o/ tS B?mWpf‘^'’"' "®^'’ 

Bomba, and P,o„., the Poona-Bangalora road nSZ: IS toZ 
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like Satara^ Belgaimi; Dharwar^ etc.^ urgently require adequate surface 
treatment witli aspliaJtic material for obviating dust. 

Eoads like those mentioned above^ as well as other roads in the 
districts wliere motor traffic is heavy^ need strengtheiiing of their 
foundations^ chiefly in parts where roads pass through bad soil areas such 
as black cotton soil. 

Most of the present roads were built in days when the only kind of 
vehicular traffic was tlie bullock or horse-drawn vehicles. Gonsequently 
the crust of metal is thin. In many parts in the rains the whole 
road-wav becomes .softj and if motor lorries, etc., pass over roads in that 
condition, the road,s get literally ploughed up, as for example the por- 
tion of the Poona-Bangalore road beyond Karad or the Karad-Chiplun 
road. The remedy in the case of heavy trafficked roads is to provide 
rubble foundations for important roads but this involves heavy expense. 
On the less important roads the retention of the present metalled sur- 
faces as foundation and the addition of a 4" to 6" layer of any S" gauge 
metal and a final 2" coat of 1^" gauge metal will in most cases suffice 
but each ease, of course, requires to be dealt with on its merits. 

(i) Goverament is of opinion that in the present state of develop- 
ment 111 this Tresideiicy, the construction of new roads and re-construe- 

tion of existing roads to meet modern traffic requirements must be met 
from loan funds. 


(c) ,Tes. At present the limit is that only works costino- Rg 5 lakhs 
and over may be financed out of loan funds. This Government is of 
opinion that they should have power to finance extensions or radical 
re-construction of portions of existing roads to meet modern traffic 
requirements from loan funds with proper safeguards for amoi-tization. 

8. The Agent, Great Indian Peninsula Eailway, is of opinion 

(1) that the railways would welcome road development so lono> as 

it is not antagonistic to railway development; 

(2) that roads should act as feeders to railways, «.e., they should 

he built nioie 01 less at right angles to railway lines ; 

(8j that if a campaign of extensive motor competition is to be 
carried out along grand trunk road parallel to radways 
the upkeep of these roads will become a very serious pro- 
blem, and the only way to meet this expense will be by the 
imposition of a heavy motor vehicle tax or a tax on netrol 
so there is every possibility of a time coming when motors 
w'ill be taxed off the road. 


;4) that co-ordination in road and railway development is essential 
and that a Central Eoad Board under the Government of 
India should be formed to co-ordinate projects put up hv 
local Government.s and which would be in direct eommuni 
cation with the Eailway Board and the Railway Depart- 
ment should undertake the construction of new railways in 
consultation with the Road Board, and ^ 
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(5) that at prcEent no machinery exists for the eo-oidinafion of 
road and railway development except possibly in the United 
Provinces in the Bear'd of Communications. 


Ihe Agentj Madras and Southern Mahratta Railway Company is 
of opinion that railways should be constructed before any regular pro- 
gramme of road corrstruction is approved ; and states that as far as is 
known no provision exists for co-ordinating road and railway develop- 


The Commissioner-j Central Divisiotr, is of opinion that there should 
be _ eo-ordriratron between road and railway developihent and that the 
easrer way to secure _rt would be to invite the railway authorities to take 
part rn the delrberatrons of the Road Board and that railway projects 
should be refen-ed to the Road Board for report. J tf s 

nf states that there is no question 

of development of roads in his divrsron and they are at present coneen- 

^ra ing putting existing trunk roads in good order and are improving* 

existing feeder- roads and that neither of these endeavours will affect the 
existiDg or pro.]eeted -railways. 

^ the Commissioner, 

S- eh CO o^'dinrHo particularly in Sind where 

‘T 1 L “ * ! 75 urgently necessary. The princinle hav 

already been accepted in Sind where there is an Advisory Communica- 
tions Board for roads and railways. Such a Board is not necessary in 
Bombay as the main road system has already been constructed. ^ 

9. (a) The facilities afforded by the Government Test House 
Ahpore, have not hitherto been utilised in this Presidency. ’’ 

1 Water-bound macadam which is the primipal type of snrf-oc 

seaR as° in orTer to L"°*i °+ experiment and research on any largo 

scale as, in ordei to avoid heavy transport charges, the best availsblp 

local material has to be used. Some useful experiments on SaR c 

surfaces have been larned out by the Public Works CXeJ 

Much work m the same direeh’An i 7 

roads in Bombay by the Bombay Munieipahtv municipal 

(c) No. “■ 

BoaS' 

IS considered that more useful result can Kp fbf ^^Tuired. It 

Public Works Departments of local obtained by subsidies to the 

Road Board should urTmarilv aS ^ ‘T C®*^tral 

on the subject. P^™^“W act as a clearing house of information 


B.-Motor Trakspcrt .ind Motor Taxation. 

1. Please see Appendix II, Statement D. 

I \ .^^o*or transport will continue to increase owine- to f hp t 

■by rapid mechanical transport. facilities afforded 

D 



S. Motor veliicles are taxed — (1) by Governraerit and (2) by locat 
bodies. 

Taxation by Government consists of registration fee — 

Ks. 4 for a motor evcle. 

Es. 16 for a motor vebicle weigdiing less than 2 tons. 

Rs. 3:2 for a motor vehicle weigdiing more than '2 tons. 

(It may be noted that this is only taxation in respect of the excess- 
of receipts over the cost of the Registration Department.) 

Government also charges a fee for general driving license (Rs. 10). 
These charges are levied under the Bombay Motor Vehicles Rules of 
1915 on all vehicles. A^ehieles plying for hire are in addition liable to 
the payment of fees for the issue of oivneDs permit (Rs. 5 for the first 
issue and Rs. 2-8 for renew^al) and public driver^s permit (Rs. 5 in 
Bombay City and Rs. 4 elsewhere for the first issue and half of these 
rates for reiievval). Taxation by local bodies consists of tolls and wheel- 
taxes. These are levied at varying rates in different localities. 

4. The proceeds of none of these taxes are allocated to the expendi- 
ture on roads. It may be interesting to note, however^ that the- 
expenditure on roads from the provincial and local revenues is far iu 
excess of the proceeds from these taxes. It has been computed 
that tolls both on provincial and local roads in Bombay brought 
in in the year 1925-26 a revenue of 17 lakhs. The special taxation on. 
motor vehicles according to a rough estimate brought in approximately 
7 lakhs. The proceeds of purely provincial duties like registration and 
license fees are likely to be very small. Thus the revenue raised by 
the provincial and local authorities in the year l925-:26 amounted 
to about Rs. *24 lakhs. On the other hand the expenditure on provin- 
cial roads from provincial revenues alone, amounts on an average to- 
about 70 to 75 lakhs. Over and above this grants to the extent of 
19 lakhs are given to the local boards for road building and mainten- 
ance. The local bodies themselves spend from their own resources- 
somewhere about Rs. 1 0 lakhs each year on new roads and repairs. 
Thus approximately a crore is spent in this province on construction of. 
roads and their maintenance. 

5. As stated above the main provincial and local taxation of motor 
traffic is by way of registration fees, licences^ toll and vehicle taxes. 
All these between them hardly produce Rs. 25 lakhs^ whereas the 
provincial expenditure on roads is nearly 1 00 lakhs. Any question. 
of allocation is therefore only of academic interest. There is, however, 
110 objection in theory to embark taxation on transport for expenditure 
on roads. The principle as far as the proposed excise duty on petrol 
is concerned has been accepted by the Bombay Gov^ernment. 

As regards central taxation the problem is of greater interest. The- 
Central Government collected by way of customs duties on motor 
vehicles, tyres and tubes and excise duty on motor spirit, a sum of 
Rs. 270 lakhs in 1926-27. This is a growing source of revenue, and 
the fignre may be 3 crores in the very near future. The question. 



whether this sniii should be allocated for expenditure on roads is 
administiatively for the GoYeriimeiit of India to decide. The taxation 
of motor ears for general revenues lias been justified on the ground 
that it is luxury taxation. It niay be affirmed , howerer, that the 
growth of cheaper ears and specially with the growth of buses and 
lorries^ motor transport has come to be used more by tbe poor than by 
the rich. It need not be denied that some of the expenditure on motor 
ears, especially in iowns^ is really luxury expenditure, but in up-country 
places cheaper and stronger motor ears and buses and lorries are 
essential for ordinary tiansport purposes and not for luxury. The 


conclusion is that motor transport has now become ordinary transport 
and is no more a luxury. Any taxation of motor vehicles therefore is 
essentially a taxation of transport and as such to be discouraged unless 
the proceeds are used in encouraging the development of road transport. 
The expenditure of the whole or part of the proceeds of this taxation 
for development of roads is justifiable. 


6. This again is largely a question of academic interest. Ho\vever, 
certain broad principles may be laid down. It may be i*eeognised that 
as all motor vehicles and accessories^ including tyres and tubes^ are 
imported from abroad, a customs duty is by far the most suitable 
form of taxation to be levied by the Central Government. 

As regards the customs and excise duty on motor spirit, the case is 
slightly different. As far as customs duty is concerned it must be 
collected centrally as all customs duties are ; even as regards the excise 
duty on home production the best wav of taxing would be on all- 
India basis. 


The provinces may, however, be empowered to levy centimes addi- 
tionnels on the all-India petrol duty which maybe collected for them by 
the Central Government acting as their agents and handed over to 
them. The figures of consumption in each province can be supplied by 
the oil companies. 


As regards provincial taxation, at present it consists mainly of tolls^ 
licence fees, and registration fees. The amount collected from these 
sources is small. With regard to registration fees, such fees should, it 
is considered, cover the cost of their administration, but local Govern- 
ments should reserve the right to increase the fees — ■ and therefore the 
income therefrom— should they deem it necessary. 

With regard to tolls the I^axati on Enquiry Committee with which 
this Government, as a matter of general principle, agree, definitely con- 
demned tolls as a means of taxing njotor transport, and it is recognised 
that tolls bn roads are a source of annoyance which it is desirable to 
reduce or if possible to remove entirely. But in the present financial 
situation this Government considers that tolls are not unjustifiable on 
bridges, and ferries constructed at considerable cost, and such tolls 
would be few in number and would not therefore impede traffic seriously* 
This Government further considers that tolls might justifiably be levied 
on lengths of roads specially reconstructed or drastically improved to 
meet the needs of motor traffic, provided a simple method of colkcting 
such tolls can be devued. 
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I'toent policy of this Government has been towards the gradual 
abolition of tolls, but financial exigencies have prevented the develop- 
ment of this policy and may even necessitate the re-imposition of tolls. 

The chief sources of local taxation of transport are tolls and wheel- 

1 'a in ^ pi'ovincial taxation referred to above, it is consi- 

dered that taxation by means of tolls should be definitely discouraged, rs 
a matter of general principle, except in the case of big bridges or ferries 
01 engths of road drastically improved or reconstructed bv the local 
au on les. In the present state of development, however, we must 

albw local authorities to levy tolls for the maintenance of their roads for 

wiiieli triey are responsible, 

TtonL'f p" proposals made by the 

ojiinfom Government therefore need not express any 

S. (fl) The import duty should be on an ad valorem basis. 

{b) The present system should be maintained. 

far as local taxation gees it is essential that the local 
a^rorhvmavl’^n^^ impose maxima. This can be done as no loc.;) 
Goveniment.^ ii’ithout the consent of the local 

nr which have already paid licence 

nkcp ‘^T+ Peiiod of exemption which varies from place to 

rp. ' . fi® necessary to enforce such exemption by leo’islation 

The question whether a Central Road Fund should be maintoine l 

will depend upon the way in which the proceeds of ^fr.f , 

to be distributed among the provinces If the whnie nf +r are 

to be distributed by means of block gmnts the neceLitv 3^S2n■^''® 

Board ia to rot.ia . certain porHon ol X r X' ''““r®?'' 

eapendilnre on .pceifio objecta for the dSraen Xlft d" ' 
mnnicatioBs and for reseai-ch, then in the oninionbf iv * n 
rtill be better to have a Central Bold Fnnrso”., a. ,b^ 

revenues is eoneerned Thp ^ portion of the 

lines of those existing in other countries if^etS^thmrthafoVm^^-^ 

ing a mere ;;?•</ /oiTMU account and is more likely to <=atisfv the 

and the Provincial Governments that the finds earS„S i r™^'-r 

development are being properly spent on that object. ™ad 

So far as the proceeds of the additional twn ^ 4 . 

proposed bj this Government are concerned thev adhe^m iu 

P^'agi'aph 5 of their letter of ]6th May 1927 tn i-h^ P^’opo- 

of Indr. (printed .a Appendix 11 t.The“XrtLl‘a°re‘,'‘1„‘!SX“; 
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stated that they would giye an undertaking that an amount equivalent 
to the amount of the tax shall be spent on roads or on service of loans 
for roads in addition to the average amount already being spent. They 
would like to make this reservation however that, if rationing of de- 
partmental expenditure is required, they would spend the amount of the 
additional petrol tax in addition to the rationed amount of the provin- 
cial expenditure on roads for that year. 

1:3. Idie^ Government is not in favour of provisions similar to those 
of Devolution Rule i2-A being made applicable to all-India roads, even 
though the Central Geveroment may make a grant for the construction 
of such roads. The question of the way in which the Devolution Rules 
should be amended will depend upon the principles on which the central 
revenues are to Ije distributed. If block grants are to be made, the 
Devolution Rules may be so modified as to empower the Central Govern- 
ment to make such grants and satisfy themselves that they are used by 
the provincial Governments for the objects for which they were intended. 
If, however, a Central Road Fund is to be maintained for the development 
of all-India communications, research, etc., the local Governments 
should be given a voice in deciding w^hether or not to participate in the 
scheme. In any case, the works should be carried out through their 
agency. In that case the Devolution Rule may be so modified as to 
empower the Central Government to fix the amount of the expenditure 
on such works and the proportion of their share in agreement with the 
local Governments concerned. 

13. In conformity with the practice in other countries roads 
should be divided into different classes such as (I) nationa:! highw^ays or 
all-India roads, (2) provincial trunk roads, (3) provincial feeder roads, 
(4) local roads, etc. Revenue from central taxation may be spent on 
roads of the fipt and second class. In the opinion of this Government 
it is far more important under the present oireumstances to improve and 
reconstruct provincial trunk roads as well as the portions of all-India 
roads traversing the boundaries of each province so as to make them fit 
for modern traffic requirements than to construct new all-India roads. 
For provincial roads central revenues may be distributed in the form of 
block grants and the greater portion of the proceeds of central taxation 
should, in the opinion of this^ Government, be so distributed. The 
Road Board migffit, however, desire to construct a new’ all-India road or 
an essential link eoniipcting two all-India roads or a bridge or bridges 
necessary for through motor commumcatioii along such roads. In such 
cases the central revenues will have to be allocated for the specific 
objects* 

{b) When central revenues are allocated for specific objects no 
question of distributing them among the various provinces on any such 
basis as petrol consumption, mileage, road expenditure, etc., arises. 
When block grants are given this Government is of opinion that they 
should be distributed on the basis of petrol consumption. The addi- 
tional two annas duty per gallon of petrol consumed in this province, 
which has been proposed by this Government, will of course be ex-hjpo- 
thesi according to consumption. This duty, however, is not derived from 
central taxation. The block grants from central taxation will come 



either from additioiial dutj on petrol or from the whole or portion of 
the existing petrol duty. The most equitable method of distributing 
this duty among the provinces seems to be in accordance with their 
actual coDsnirption of petrol. This Government is not in favour of in- 
cluding population as a factor in the allocation, as population does 
not seem to have any bearing on the question. As for other factors 
sucdi as mileage, horse-power, number of vehicles, etc., they do not by 
themselves constitute so equitable a claim on central revenues as petrol 
consumption which clearly represents the actual use being made by motor 
transport of roads in different parts of the country. The only other 
factor this Government is prepared to consider is that of expenditure on 
roads. As for the backwai’d provinces, any encouragement that they 
might need might be given by means of grants for specific objects. 

14. No, except so far as District Local Boards are concerned. 

15. No. 


C, — Road Boards. 

1. les. ^ This Government formed last year, under the Chair- 
manship of the Honourable Minister, Local Self Government, a Road 
Boaid consisting of official and non-official members. The latter 
include lepresentatives of District Local Boards and a representative 
each of the Chambei' of Commerce, Bombay, and the Western India 
Ujomobile Association, Bombay. The full strength of the Road Board 

Resolution No. 3849, dated Mill June 

s*7 (Appendix HI). The functions of the Road Board are to advise 
Government — 

(1) on the division of the roads into classes in accordance with their 

importance and utility, 

(2) on the laying down of standards to which each class of road 

should conform, 

(3) on the allocation of the funds that may from time to time be 

available for road construction and improvement, 

( 1') oil the policy to be followed in regard to the provincialisation 
of roads, and 

(5) generally on the construction of new roads and the extension 

and. improvement of existing roads and their utilisation by 
various forms of traiispoi-t. 

Board has only recently been constituted, it is not yet 

h-eTi !i!n Jv ,™“crete results of its work, but much useful 

friCT fav '' done and it is hoped that if proposals regard- 

g taxation (by petrol tax or otherwise) which haye been laid down 

anee bv ®o^em“eiit of India, meet with accept- 
cSatod n confidently anti- 

a.. g.ne»l de™.opi 
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2 . Yes. A Central Road Board is desirable. 

3. The Central Road Board should consist of representa- 
tives of the Central Government^ a ferr members of the two Houses 
of the Central Legislature and two uiembers from each province. It 
would be advantageous to appoint Honourable Ministers who are in 
charge of the roads in the provinces and the Chief Engineer, Roads 
and Buildings, of each province, as members of the Road Board. 
The f aiietions of the Road Board should he primarily advisory And 
should consist of co-ordination of the works of local Governments, 
the allocation of block grants according to fixed principles, the conduct 
of research, etc. If a Central Road Fund for the development of all- 
India communications is formed the Road Board will have to deter- 
mine, in consultation with the local Governments, the specific objects on 
which the fund should be expended and the terms and conditions on 
which the Central Governments share of the expenditure on such 
specific works is to be provided. 

4. By an annual meeting of the Central Road Board. Also by 

permanent ofBcials of the Central Road Board visiting provinces and 
discussing* matters with the local Governments and District Local 
Boards. 


D,— General. 

The local Government desires toAxpress the view that the improve- 
ment and development of provincial roads is generally speaking of con- 
siderably greater importance., than that of inteiprovincial arterial roads. 
They feel that from the point of view of motor transport it is of far 
greater importance that the length of main road from, for instance, 
Bombay to Poona should be fit for modern traffic than, say, a trunk 
road from Bombay to Delhi. For long distances such as Bombay to 
Delhi they feel that the railway is the natural means of communications, 
though there are many portions of such a road, say, in lengths up to 100 
to 150 miles or so, between large towns, etc., for which motor transport 
would be more convenient and suitable than travelling by rail. 



APPENDIX 1. 

Accompanimeiit to i*eply to <|nestioii No» A-'4. 
ROAD BOARD STATISTICS OP TRAFFIC. 


Form No. 1 


Division 


Road 


Section 


Date 


Time Prom m to 


Enumerator's name. 



Classification of vehicles. 


^ Motor cycles. 

.2 Motor cars (taxis or tour- 
mg cars.) 

g Motor oranilDuses. 

M ^<^rries, pneumatic 

t tyred, 

^ Motor lorries, solid tyred. 


Enumeration of chicles. 

Each vehicle to be indicated 
by a stroke from right to 
left thus /- 


drawn 

drawn 


i* locks of cattle, sheep or goats 

Approximate number in each 
flock to be shown encircled thus 


o Two wheeled horse 

a .2 vehicles. 

S JZl 
fS "3 

§ ^ Four wheeled horse 
o ^ vehicles. 

S €8 
o ^ 

ft Bullock carts. 





or berms 


Minimum width betweeu pumpet, „f bridges i„ 
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HOAD BOARD STATISTICS OP TRAFFIC. 

Form No. Division — 

Road - - - Section 

Station ^ ^ ^ — Date 

Observer- 


i 

i 

Hours. 

i 

[ 

1 

i 

1 

i 


Horse or bullock 
drawn vehicles. 

Flocks of 
cows, sheep 
or goats. 

o 

p" •111 

o 

O 

• 

00 

Q 

K) 

o 

(JQ 

13 

•i~t 

a 

a 

o 

o 

«p>4 

m 

9 . 

•r S 

S § s 

• 

ns 

a> 

* . 

•s ^ 

OO 

C3 4? 

W 

'2 

i~. 

0) 

o 

#•4 1 

'S 

o 

^ i 

1 

1 

'o 

<£> 

r9 

& 

9 

O 

f=^ 

03 ’ 

4-9 

Si 

(& 

o 

u 

rS 

9 

A.K. 

6-7 



i 

1 


: 

uu, 1 

i 

1 




7-8 







i 

1 



8-9 

■ . 






... 




9-10 

t 

I 










1 

lo-n . 






. 

. 



• • 

11-12 . 





* ■“ ‘ 





12-1 









1*2 • • 






_ 


.... . 


2-3 





1 




3-4 










4-6 










5-6 










6-7 

% 









Totals . 



. 

1 

1 

1 

i 

1 







Note . — If ekilkd observerB are available the lorries might be sub-divided iitito 2 tons or 
less, 2 to 6 tons, 5 tons aad over. 















appendix II. (Statements A— E.) 

STATEMENT A. 

Eombay Pbesidbncy. 
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EspLAis^ATOM Note to Statement B. 


Es. 

(a) Pro^’incial expenditure on maintenance , . . 34,^^1,000 

(b) Provincial expenditure on construction — (Original 

Works) ... .... 18,76,000 

(c) Provincial grant (Government grant-in-aid) to District 

Local Boards for repairs and original works . . 19,00,000 


(i) Total Expenditure from Provincial Funds . . , 72,47,000 


(a) District Local Board expenditure on repairs . . 21,25,000 

(b) District Local Board expenditure on original works . 9,11,000 


Total District Local Board expenditure (inclusive of 

Government grant-in-aid of Rs. 19 lakiis) . . 30,36,000 

(ii) Total expenditure incurred by District Local Boards from 
tbeir own Funds (exclusive or Govemmet^t arrant of 
Rs. 19 lalbs) . \ " . 11,36,000 

Thus the total amount spent from provincial funds 
and District Local Board funds on communica- 
tions during 1926-27 is Rs. 72,47,000 
Rs. 11,36,000= ... . . 83,83,000 


STATEMENT C. 


Statementi showing* the total expenditure on provincial roads under 
^ 41 — Civil Works and ^ 60 — Civil Works ^ during the five years ending 
1925-26; with rough figures for 19*26-55? and 1927-28. 


Year. 

Miles 
(inclusive 
of lengths 
within 
mnnicipal 
limits). 

Expenditure 

on 

works. 

Expenditure 

on 

repairs. 

i 

Total 

expenditure. 

1921-22 , 

9,951 

Bs. 

26,25,115 

Es. 

25,46,332 

Es. 

51,71,447 

1922-23 . 

9,382 

24,33,002 

28,08,395 

52,41,897 

1923*24 . . . 

9,0So 

17,12,712 

31,05,538 

48,18,250 

1924-25 . 

8,925 

32,99,036 

31,99,600 

64,98,686 

1925-26 . 

8,811 

22,04,467 

32,90,288 

54,94,755 

- ' 

46,154 

1,22,74,382 

1.49,50,653 

2,72,25,035 

1926-27 . . . 

8,442 

21,94,000 

. 33,00,000 

54,91,000 

1927-28 ■ - . 

Not available ' 

' 20,99,500 

o5,75,00G 

66,74,500 


i 

> 

42,93,500 

1 

68,75,000 

1,11,68,500 


The average expenditure on roads per mile during the five years ending 

1925-1986 comes to Rs. - 
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^ idt 6110.0 12 f} sliowilio* fh/^ nrrr^ 

mile for each of the years 2921-2^^to^]^90 7!.98l.° I’epairs to roads per- 


Yea 2*. 

1921- 22 

1922- 23 
1928-24 

1924- 25 

1925- 26 

1926 - 27 

1927- 28 


Cost of repairs per mile, 
Bs. 

• • 256 

299 

' • 342 

• • 358 

373 

374 
406 


Sepl™b»^19W.°‘ Dep,rtl°L, daM 3ri 

repairs pft. milJl™® np'Z^f°4 "’“"'‘"S as they do that cost of 

‘If t“t Wt SLlZtfcr^- ■'? •*« e*‘ 1 tk^ 

;-JPan-s has gone up b"; 75 'l- ett 1? T} expfndef o'l 

If we took »icrea:ses are 

UD M fil’d a vastly o-reofA fi«“avy motor 

up to about Rs. 2,000 per mile tn rZ-'^ + ”^'^'*'^ase, as it cost anything' 

thaf floA •^?® construction. The btol of the present 

deter,?r!v ^®“S-*I‘® are correspond " 

deteuorating. The o5v soIpKa stai-ved and hence are 

iuotm'2ffiT‘^ surfacing (asphalt, etc.) 
economy after a few vearci 4- tiattic. Such work will be an 

rnamtenanee charges. The ^ritlafmde®'^""^ reduce- 

he change-over ^ is economicallv nn a * ”,®® P®^' which 

lu many places and the number of exceeded 

^eug'ths is incrL.sing day by 

STATEMENT C-1. 

0/ Maintenance Costs. 

Pi-ovincial Roads, Bombay. 



Year, 


Miles (in 
tens) , 


1913- 14 

1914- 35 , 

1915- 16 . 


Surfaced. 


Cost (in 
thousands; . 


tJnsurfaced. 


Cost per 
mile. 


tens), /tliousands). mill 
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STATEMENT CA—contcl 
Increase of MoAnienante CostS' — contd. 
Provineial Eoads^ Bombay — contch 


Year. ' 

Surfaced. 


Miles (in 
tens). 

Cost (in 
thousands). 

Cost per 
mile. i 

Miles (in 
tens). 

Cost (in 
tbonsavids). 

Cost per 
mile. 





Rs, 

RSe 


Rs. 

Es. 

1916-17 


• 

6,880 

1,113 

162 

2,490 

207 

83 

1917-18 

* 

• 

6,920 

1,331 

192 

2,530 

165 

05 

1918-19 

* 

• 

6,900 

1,359 

197 

2,500 

184 

4 

i 4 ? ■" 

1919-20 

• 

« 

6,930 

■ 

1,456 

210 

2,340 

218 

93 

1920-21 

a 

• 

6,930 

1,851 

267 

2,740 

319 

116 

1921-22 

• 

» 

7,080 

2,060 

291 

2,640 

432 

164 

1922-23 

• 

• 

6,700 

2,387 

356 

2,460 

360 

146 


• 

• 

6,370 

2,610 

410 

2,480 

416 

10g 

1924-25 

e 

• 

6,280 

2,714 

432 

2,420 

413 

171 

1925-26 

• 

« 

6,220 

2,817 

453 

2,360 

383 

162 

1926-27 

• 

• 

6,000 

3,123 

520 

2,280 

34S 

153 


N .JBi — Tlie above figures show that the cost of mamtenance has risen from 1913-14 by 
Es. 353 or 211 per ceut, in tbe case of surfaced roads, sind by Rs. 61 or 66 
per cent, in tbe case of unsurfaced roads. 


STATEMENT D, 


Eeply to question No. B-1 of the questionnaire. 


Year. 

Private 
motor cars 
and cycles. 

Taxi 

motor cars. 

Light 
lorries and 
vans. 

Buses. 

j 

Commercial 

heavy 

lorries. 

1913.14 . 

540 

158 

# • t 

• * • . 


1914-15 . . 

668 

186 

• • • 

• • tt 

1 

1923-24 • « 

2,115 

680 

216 

673 

6 

1924-25 . 

2,760 

729 

216 

1,042 

7 

1925-26 . 

3,192 

861 

237 

1,652 


1926-27 . 

3,859 

1,041 

216 

1,980 

11 


F 2 
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STATEMENT E. 


Statement siiowing lengths and incidence of metalled and uumetalled 
roads in the whole of the Bombay Presideaet/ (including Sind) . 


Type - of roads. 

Length of 
roads* 

Per iOO sq. miles 
(Total area of 
Bombay Presi- 
dency, British 
Districts. — 
1,23,541 sq. 
miles). 

Per 1 lakh of 
total population 
(total population 
193 lakhs). 

Per 1 lakh of 
rural population 
(total rural^ 
population 
147*2 lakhs). 


Miles. 

Miles. 

Miles. 

Miles. 

Metalled roads 

8,655 

7-01 

44*84 

58-80 

Un metalled roads . 

20,769 

16*81 

107*61 

141-09 


^.6., excluding towns containing population of 5,000 and over. 


Statement showing lengths and incidence of metalled and unmetalled 
roads in the Presidencii 2J^'oper (excluding Sind). 


Type of roads. 

1 

Length of 
roads. 

Per 100 sq. miles 
(total area of 
Presy. proper — 
77,035 sq. miles). 

Per 1 lakh of 
total population 
(total population 
of Presy. 
proper — 

160 lakhs). 

Per 1 lakh of 
total rural 
population 
(total rural 
population in 
Presy. proper-— 
1*>0*2 lakhs). 


Miles. 

Miles. 

Miles. 

Miles. 

Metalled roads 

8,553 

11-10 ' 

53*46 

7M6 

Unmetalled roads . | 

1 j 

8,276 

i 

1 10-74 

51*73 

68*85 


Statement showing lengths and incidence of metalled and unmetalled 

roads in Sind. 


Type of roads. 

! 

1 

! 

Ijengt'h of 
roads. 

1 

Per 100 sq. miles 
(total area of 
Sind — 46,506 sq. 
miles). j 

i 

1 

For 1 lakh of 
total population 
(total population 
of Sind — 

33 lakhs). 

Per 1 lakh of 
total rural 
population 
(total rural 
t population of 
Sind— 

27 lakhs). 


Miles. 

Miles. 

Miles. 

Miles. 

Metalled roads 

102 

•22 

3*09 

3-78 

Unmetalled roads . 

12,493 

26*86 

396*76 

4C2-70 
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APPENDIX ffl. 

{Vide question No. C-1 of the questionnaire.) 

Resolniion No, 8849^ dated 24th Jtme 1927^ hy the Government of 

Bombay i Fublic JForh Department, 

At its meeting held in Bombay on the 17th March 19*27; the Com- 
mittee appointed by Government to consider the question of the transfei^ 
of the control of provincial roads and buildings to the District Local • 
Boards came to the conclusion that the Committee \rere^ not in a posi- 
tion to make any progress until a policy had been decided on hy the 
JEload Board with regard to roads generally. The Committee; therefore^ 
resolved that it should be amalgamated jvith the Road Board. Govern- 
ment are accordingly pleased to approve of the proposal. The constitu- 
tion of the Road Board will now be as under : — 

Chairman, 

The Honourable Sir Ghiilam Husain Hidayatullah^ Kt. 

Members, 

The Chief Engineer; Roads and Buildings. 

The Secretary to Government; Home Department. 

The Secretary to Government; General Department. 

The Secretary to Government; Public Works Oepartment. 

The Secretary to Goverument; Revenue Department. 

Mr. K. S. Eramji; C.I.E. 

The Commissioner in Sind. 

The Commissioner; Noithern Division. 

The Commissioner; Central Division. 

The Commissioner; Southern Division. 

The Superintending Engineer*; Indus Right Bank Circle. 

The Superintending Engineer, Northern Circle. 

The Superintending Engineer, Central Circle. 

The Superintending Engineer, Deccan Imgation Circle. 

The Superintending Engineer, Southern Circle. 

The Financial Adviser to Development and Public Works De- 
pft’rfcixioiit s • 

X 

The Colonel on the Staff, General Staff, Southern Command. 
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SarJar Bhasaheb Eaisingji, M.L.C.j, Tliakor of Kerwada. 

Khan Bahadur D. B. Cooper. 

Kao Bahadur S. T. Kambli, M.L.C. 

Khan Bahadur S. N. Bhutto, CJ.E., O.B.E., M.L.C. 

Mr. J. R. C. Badham^ representing Western India Automobile 
Association 

Mr. E. Miller, representing the Bombay Chamber of Com- 
merce. 


Devvan Bahadur K. R. Godbole. 
Mr. P. R. Chikodi, M.L1C. 

Mr. S. S. Naik. 


The Under Secretary to Government, Public Works Department, 
Roads and Buildings (Secretary) . 

2. The term of membership of Mr. P. R, Chikodi, Dewan Bahadur 
K. R. Godbole, and Mr. S. »s. Naik will last till the end of December, 
1929 or till such time as the Road Board has made its recommendations 
to Government on the policy to be adopted with regard to roads, 
whichever is earlier. 
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l^eplies to the questionnaire submitted by the Govern- 
ment of Bengal. 

A. — Road Develophkut. 

Mefcalled. TJnmetallod. 

1. (e) Provincial (excluding Sikkim) 898 575 

District Board (excluding 

village roads) . . 2^5 13 15,447 

{it and Hi) Shown on the map."^ 

(iv) Government is responsible for the provincial roads and the 
District Boards and other local bodies for the local roads. 

(tj) Government provide funds from provincial revenues for the 
•construction and maintenance of provincial roads. Contribution has in 
•certain cases been invited from interested public bodies towards the 
construction of new roads without much response. Some provincial 
roads have been placed in charge of District Boards for maintenance, 
funds for which are provided by Government. The District Boards 
and other local bodies maintain their own roads from their own revenues. 

(vi) 



1913-14. 

■ 

1923-24. 

1924-25. 

1925-26. 

Total mileage. 

Miles. 

Miles. 

Miles. 

Miles. 

-Surfaced .... 

2,583 

3,315 

3,332 

3,376 

XJnsurfaced . , , • 

13,530 

16,618 

15,862 

15,886 

Total expendHure on 
construction. 

Ke. 

Be. 

Ks. 

Bs. 

provincial revenues 

3,09,208 

5,72,425 

4,97,479 

12,15,646 

JMstrict Board ,, . 

14,65,895 

9,41,321 

10,73,40<'J 

9,76,748 

Total expenditure on 
maintenance. 

.’Provincial revenues « 

8,85,326 

21,43,700 

22,20,454 

28,86,468 

District Board „ 

19,97,671 

26,55,306 

25,48,310 

26,14,935 


♦Not printed. 
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(pu) Vide statement at Appendix. 
2. Snr/aced — 


(^ 2 ) i 00 square miles of area 

_ 3400 

»* *“•*" Aj * tdl 


768 


(^j 1,00,000 ot total population 

__ 3400 

467 

= 7-8 

(<?) 1,00,000 of rural population 

— ■ 

_ 3400 

436 

= 7'8 

(^) 100 square miles of area 

__ 16020 
768' 

= 20-9 

(^) lj00,000 of total population 

_ 16020 
46 7~ 

= S4’3 

(^?) 1,00,000 of rural population 

_ 16020 
436 

= 36-7 


(a) ii) _ o.q.o 

^ 105428 ~ ^ 


(VO 

{^) (0 
(m) 

(eiiV) 


0^ ~ 

a. p. 

0 1 1 

0 1 2 

0 1 4 


s.'SriHs-rji,--' — 

each 0^ 

[i] No such system. ° P-grammes. 

6. The defects in the existing system are 
(Ij want of bridges, 

(9) weak bridgeKS, 
iS) poor road surfaces, 

(J) insufficient width of metalling, and 

(5J sharp corners and bends. 
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All these defects can be remedied by the expenditure of money ^ 
provided sufficient funds are forthcoming, 

7. (a) The nature of development should be — 

(1) improvement and widening of road surface^ 

(J>) removal of avoidable corners and bends, and 

(3) strengthening of bridges and provision of new bridges across • 
rivers or provision of adequate ferries. 

1st to all arteriahroads, 

3nd to all roads where bus and motor traffic is already 
established, 

f)rd to other important roads. 

The rate of motor development will depend on funds 
available for expenditure on road improvement. It will 
not be too much to expect that all arterial and other 
roads where motor traffic is heavy should be brought up 
to a high standard within the next 5 years. 

(6) These should be financed both from loans and from current 
revenues, 

(c) It is necessary and desirable to finance the construction of 
bridges. and new roads by means of loans, but expenditure on improve- 
ments to road surfaces, and widening and strengthening of bridges 
should be financed from (1) road funds, (2) grants from Governments 
and (3) current revenues. 

8. Motor transport will affect railways both in long and short 
distance haulage. The improvement of feeder roads will add to railway 
traffic* 

The Provincial Eoad Board which it is proposed to form would 
remain in close touch with the railways running through the province, 
and would see that funds for road improvement were distributed for the 
improvement of feeder roads to railways as well as for naain roads. 
This might be effected by having a member representing railways on 
the Provincial Board. 

There is no arrangement existing to co-ordinate road and railway 
interests. 

9. {a) The choice of road metal in Bengal is v 

plains it is usually Bajmahal trap, for hill and terai roads the neaiest 
boulder stone, and for many District Board roads it is Jhama 
burnt on the road side. Hence pi'aetically no use has been made of the- 

Alipore Test House. 

(6) {i) The only place where any experimental work on improved 
surfaces Las been done is Calcutta, where the Calcutta Corporation, the^ 
Calcutta Improvement Trust and the Public Works! Department ' 
done some experimental work. They have arrived at a standard which 
has stood the test of time but the experiments could not extend far 
outside Calcutta, except to a limited extent, on account of the heavy 

initial outlay. 
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[ii] All the experiments are for roads with mixed traffic and noth itig^ 
has been done to ascertain the suitabilitv of a surface to a particular 
' kind of traffic. 

(c) There is no such exchange, 

(d) YeSj it is desirable, 

E. — Motor Transport and Motor Taxation. 

1 , The following figures will show the progress of motor transp )rt 
in Bengal during the recent years : — 


llotor reliicles registered in Bengal and in use in Bengal. 



1913. 

1914. 

1923. 

1924. 

1925. 

1926. 

(a) Private cars . 

3,199 



12,385 

14,560 . 

17,369 

(h) Motor buses, majority | 
being privately owned. 

• 0 • I 

i 

« ft • 

1 

! 15 

35 

280 

448 

(c) Taxis 

136 

1 322 

1,167 

1,4^0 

949 

956 

id) Commercial goods vehicles 

1 « • t 


867 

1,032 

818 

760 

(e) Motor cycles . 

723 

966 

2,445 

2,863 

3,144 

3,482 


\OTB. shown except for motor hoses, taxis and commercial goods vehicles 

for the 19lo and 1926 represent the total number of sticli vehicles reaistered up to 
the end ot the year and not the number of vehicles in use. The figures o£ motor buses 
taxis and commercial^ goods vehicles for the years 1925 and 1926 represent the total 
number ot vehicles registered and re-registered on renewal of registration during the years, 

These figures do not include vehicles running in Bengal under registration numbers of other 
provinces. s: 

2. The number of motor vehicles in Bengal have increased enor- 
mously during the last 2 or 3 years inspite of the present want of 
raotorable roads and lack of bridges. The increase in public convey* 
anees both of the bus and touring ear type is very noticeable in district 
outsKie Caleiit^^^ It would undoubtedly have been more 

ppid ii_ existing motorable roads bad been able to stand the strain 
imposed upon them. Local authorities on several occasions have been 
forced to restrict the number of such conveyances to save the roads, to 
repair which funds ^ commensurate with the wear and tear to which 
they have been subjected have not been available. It is anticipated that 
tlie present rate of increase will be inaintained and indeed exceeded in 
future^ specially if roads and bridges are improved. 

The recent reduction in prices and farther anticipated reductions will 
■also help m the development of motor traffic. 






3. There is no provincial tax but there are registration fees at the 
following rates under Calcutta and Hoiefali Motor Vehicles Rules *. 


Heavy Motor cars and lorries 
Motor buses 
Taxis . • 

Private Motor cars » 
Motor cycles • • 


Original fee. 

Annual renewal. 

Ks. 

Bs. 

32 

16 

16 

8 

16 

8 

16 

mi 

4 

■ mi 


Under Bengal Motor Vehicles Rules. 


Original fee. 


Annual renewal. 


Heavy Motor cars • 

Public conveyances not being heavy 

Private Motor cars 

Motor cycles , . . . 




Rs. 

Bs. 

% « 

m 

32 

16 

motor ears 

• 

16 

8 

• • 

* 

16 

Nil 

• « 

« 

4 

mi 


Local taos. 


Calcutta Corg^oration, — There is a carriage tax applicable to all 
private ears, motor buses, taxis and motor cycles which varies from 
Rs. 60 to Rs. 36 a year according to number of wheels and superficial area 
and also a cart tax applicable to all commercial goods vehicles amount- 
ing to Rs. 20, and in addition Rs. 5 per ton of the full carrying eapa- 

<5itv of the cart. 

«/ 

There are no other local taxes on motor vehicles in Bengal, 

4. There is no provincial taxation on motor transport in Bengal 
with the exception of registration fees and fees paid for driving licences. 
The proceeds from these sources go into provincial revenues. The 
Municipal tax on motor vehicles in Calcutta are mk'ged in municipal 
revenues. 

5. (<z), [b) and. {c) The whole of it shonld go towards expenditure on 
roads. 

6. A surcharge on petrol. 

(5) and (c) Provincial Government should be free to impose pro- 
vincial or local taxation and it should be left to them to decide what 
form that taxation should take. 

7. This Government is in foil agreement with ihe proposal that 
an additional duty on petrol should be imposed. The I'eturn to the pro- 
vincial Government from the Central Government of funds for road im- 
provement should not be less than the amount obtained in the province 
by petrol taxation so that if in a province, the consumption of petrol be 
higher than in another province then it will, on the basis of distribution 
according to consumption, receive a larger amount. 
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8. The Motor Industries Association strongly advocate the reten- 
tion of the present system of acl valorem import duty. 

{a) The import duty should be on an acl valorem basis. 

(6) For registration and other fees the assessment may be on — 

(1) horse power for light cars, 

(2) seating capacity for public passenger vehicles, 

{3} axle weight for goods vehicles. 

This recommendation is subject to the opinion of this Gov- 
ernment given in answer to question B 6(5) and (c'). 

9. The answers of the Motor Trades Association and Narayanganj 
Chambers of Commerce are in the affirmative. 

It is certainly desirable to impose a maximum limit and this limit 
will be laid down in such bill as the local Government may frame. 

10. It is desirable that a vehicle should not be taxed in more than. 
one place in a province and the production of the receipt for taxation 
should be sufficient to establish exemption from taxation in any other 
place in the province. 

As between provinces the production of a similar receipt should 
suffice to establish an exemption claim. 

The only Acts under which a motor vehicle can at present be taxed 
are (1) The Calcutta Municipal Act, (2) The Rules under the Motor 
Vehicles Act. Any further taxation would entail fresh legislation, and 
the desirability of limiting the tax to one place or limiting the taxable 
amount must be considered when a new Act is framed. 

11. The revenues from such taxation should be credited to a separate 

fund. 

■i, 

12. The following may be added on the analogy of Rule 14 of the 
same schedule : — 

Subject to legislation by the Indian Legislature as regards lump ' 
sum grants to provincial GovernmenLs (or Road Boards) 
for these subjeets.'^^ 

18. (a) The proposal is that additional revenue should be raised: 
from central taxation for the improvement of roads; such revenue 
should be spent only for this purpose and others connected therewith, 

improvements to laboratories, experiments with different road, 
materials, distribution of literature on the subject. 

The Central Board might earmark a ceitain amount for expenditure 
on arterial roads ; the balance should be given to provincial boards to 
be spent by them on such roads and in such manner as they may 
consider necessary, subject to such rule.s regarding technical details as 
may be framed by the Central Board. 

(5) The reply to question B 7 may be referred to. 

14. This tax is already levied by the municipalities under Section 
131 of the Bengal Municipal Act and Section 165 of the Calcutta 
Municipal Act, 1923, for vehicles within municipal areas. 
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15. Yes. This is levied under Bengal Act 9 of 1880. It is paid by 
all who pay land revenne at the rate of 6 pies per rupee. ^ This is made 
Over to and is spent by District Boards chiefly in roads^ irrespective of 
class but according to local needs. 

* 

C. — Road Boakds. 

] . No Road Board has yet been established in Bengal. 

2, The Bengal Government agree that such a Board should be 
formed^ provided — 

(а) the allocation of revenue be made as given in reply to 

question B 7. 

(б) Yes. 

(e) This should be left in a great measure to^ the Provincial 
Board as suggested in reply to question A S. 

(d) This is very desirable. 

S. It is suggested that the folloNving might be the basis of consti- 
’tjntion of such a Board : — 

(1) Hon'ble Member in charge, Industries and Labour — Presi- 

dent. 

(2) to (11) Ten delegates from the ten provincial boards. 

(12) One Engineer. 

(IS) One Secretary. 

Pn.nctions : — 

(1) Collection of funds and their distribution. 

(2) Research and experimental work. 

(8) Co-ordination of provincial efforts. 

It should not interfere with the working of the Provincial Road 
Board provided their allotiiieiits' are spent for the purposes of road im- 
;provement. 

4. The co-ordination within the province can be best secured by a 
Provincial Road Board. 


D. — General. 

In the opinion of this Government provincial boards should be 
formed whose duty should be 

(1) To classify all roads in the province. 

(2) To prepare programmes of improvements. 

(3) To scrutinise projects for improvement. 

(4) To allocate funds to different executive authorities. 

(5) To inspect and criticise the works. 

(6) To co-ordinate the different interests involved. 




— See ajso notes on Appendix, 
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Notes Appendix. 

The average cost o£ constractioii varies with the number of bridges- 
which play an impor tant part in a place like Bengal and on the width: 
of the road. 

It varies between Bs. 1 0^0 00 to Rs. 30,000 per mile excluding 
bridges exceeding -50 ft. spans. 

The average cost of maintenance of arterial roads is Rs, 2/250 per 
mile. 

The average cost of maintenance of unsurfaced provincial roads is 
Es. 370 per mile. 

No figures are available to show the average cost of maintenance of 
District Board roads. 
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Replies to the questionnaire submitted by the 
Government of the United Provinces of Agra 

m 

and Oudh. 

A. — ^Eoad Development. 

1. A road map* of the province, 16 miles to an inch, is attached. In 
general terms the roads of the province are divided into two classes : — 

(i) Provincial. 

{ii) Local, 
and two types : — 

(а) Metalled. 

(б) Unmetalled. 

(i) (o) are roads of major importance running through the province and- 
those connecting large towns. 

{ii) {a) are roads connecting district headquarters to tehsils and prin- 
cipal markets. 

(i) (6) and {ii) {b) are roads forming means of communication between 
towns and villages of minor importance. 

A scheme for the reclassification of the roads is now under consideration. 

A. (1) (i) The mileage of classes and types of roads_ is as under 


{i) Provincial — 

(а) Metalled or surfaced ... 

(б) Unmetalled or unsurfaced 

{ii) Local — 

{a) Metalled or surfaced 

{b) Unmetalled or unsurfaced 

Total metalled or surfaced 
Total unmetaUed or unsurfaced 


3,170 

700 


4,540 

26,970 

7,710 

27,670 



M6RD0 


♦Not printed. 
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1. {ii) 

1 The principal existing bridges are : — 

River. 


Place, 

Road. 

1. Jumna 

• • • • 

Provincial boundary 

. . Saharanpur-Amballa Road. 

2. Jumna 

• • • • 

Muttra 

. . Bareilly-Muttra Road (rai (way 
level crossing bridge). 

3. Jumna 

• • • • 

Agra . . 

. . Bombay-Belhi Road (combined 
road and railway bridge). 

4. Jumna 

• # • * 

Allahabad 

. . Allahabad- Bara Road (com- 

bined road and rail bridge). 

5. Ganges 

• • « « 

Cawnpore 

. . Lucknow- Jhansi Road. 

6. Ganges 

• • i • 

Allahabad 

. . Allahabad-Fyzabad Road (com- 
bined road and rail bridge). 

7. Ramganga 

Moradabad 

. . Meerut- Bareilly Road (railway 
level crossing bridge). 

8. Kosi 

• « » • 

Rampur 

Meerut- Bareilly Road (railway 
level crossing bridge). 

9. Gumti 

• • • • 

Chapartala Ghat 

. . Lucknow’- Bareilly Road. 

10. Gumti 

• « • • 

Lucknow (Hardinge Bridge) . Lucknow- Bareilly Road . 

11. Gumti 

• • ■ • 

Lucknow (Iron Bridge) 

Ditto. 

12. Gumti 

• • ^ • 

Lucknow (Bruce’s Bridge). Kursi Road. 

,13. Gumti 

« « • • 

Lucknow (Iron Bridge) 

.. Lucknow-Gorakhpur Roa' 

14. Gumti 

« • • • 

Sultanpur 

. . Allahabad-Fyzabad Road. 

15. Gumti 

« « • « 

Jaimpiu* 

. . Allahabad-Goraldipur Road. 

16. Baigul 

• • • • 

« • • • 

Luclmow-Bareilly Road. 

17. Garrah 

• • • « 

Shahjehanpur . . 

. . Lucknow- BareiUy Road. 

18. Suswa 

• • *4 

* • . 

. . Hardwar-Badrinath Road. 

1. (m) 

Principal places where bridges are required : — 

River. 


Place. 

Road. 

1. Ganges 

• * • • 

Hardwar 

. . Proposed Hardwar-Roorkee- 
Meeriit Road. 

2. Ganges 

• • « • 

Garhmuktesar . . „ 

. . Meerut-Bare Uy Road. 

3. Ganges 

• # • • 

Kachlaghat 

. . Bareilly-Muttra Road. 

4. Ganges 

• • • • 

Mirzapur ‘ . . 

. . Mirzapur- Jaunpur Road. 

5. Ganges 

• • • • 

Benares 

. . Grand Trunk Road. 

6. Jumna 

• * ‘ • 

Kalpi 

Lucknow- Jhansi Road. 

7. Jumna 

* • » • 

Hamirpur, , . . 

. . Cawnpore-Hamirpur-Saugor 

Road. 

Jumna 

• • • • 

Chillaghat 

. . Fatehpur-Banda-Saugor Road 

9. Cliambal 

* • » • 

Bholpur 

. . Bombay-Belhi Road. 

10, Sindh. 

• • • k 

Gora 

. . Gwalior-Jhansi Road. 

11, Betwa 

• • • • 

Jhararghat 

. . Jhansi -Saugor Road. 

12. Bhasan 

• • • • 

• • • • 

. . Jhansi -Nowgong Road. 

13. Betwa 

• • • » 

Hamfrpur 

. . Cawnpore-Hamirpur-Saugor 

Road. 
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River. 

14. Betwa 

15. Ken 

16. Bhagain . . 

17. Pisuni 
IB. Kali 

19. Belan 

20. Gumti 

21. Tons 

22. Gogra 

23. Gogra 

24. Gogra 

25. Rapti 

26. Baigul 

27. Bakhra . 

28. Ramgunga 


Place. 


Jhansi 

Banda 


Baraundba 

• • 

Ballia 

Bahramghat 

Ajiadhya 

Dohrighat 

Gorakhpur 


Bareilly 


- Road. 

Jhansi-Nowgong Road. 
PatehpuT-Banda-Saugor Road, 

I 

Banda-Manikpur Road. 

IMirzapur-Rewah Road. , 
Benares-Ghazipur Road. 
Ballia-Ghazipur Road. 

Bara Banki-Bahraich Road, 
Lucknow-Gorakhpiir Road. 
Allahabad -Gorakhpur Road. 
Lucloiow- Gorakhpur Road. 
Meerut -Bareilly Road. 
Meeriit-Bareill}^ Road. 
Bareilly-Muttra Road. 


XVCtJlXJ.gU.iXgc* - ■ 

Government are in correspondence with the railways concerned for 
oombmed bridge, for Nos. 5 and 6, whilst the following ate me nded m the 
Board of Communications programme Nos. 2, 3, o, b, a, iu, ii, lo, -o, -o, 

26, 27 and 28. 

1. (iO The authority responsible for 

(a) Provincial metalled or surfaced roads and provincial uimieta e 
^ or unsurfaced roads is the United Provinces Government. 

(b) Local metalled or surfaced roads and local unmetalled or un- 

surfaced roads is the District Board concerned. 

1 (V) At present the province is financing a large scheme for the _re- 

construction of roads so as to bring them up to moaern to 

borrowed for the purpose. The whole scheme of reconstruction is estimated to 

cSt Marlv a crore and a half of rupees, with a five years’ programme of uurk, 
costneany a oiuie ^ r » beiiio* spent on making 

of wMch two have already elapsed This money is bem sp 

^ xipao roads of modern type in and near large cities, whe 
that the ordinary type of road will not stand the wear and tear ; only provincial 
that the the scheme The construction of new provincial roads 

roads are includecl in tne s • -nmipct is larse eiioush. 

and maintenance charges are met from revenue “ f ® J ^i capfial 

there is no reason why new roads should not also be constructed trom capital, 

though that is not the present practi^. Board roads are mainly 

The constmction ^ contribute to 

?rr anfthttlne'^f G;vernment contribution to District 

these, and tiiougn none oi I fo reasonable to assume that part. 

Boards is earmarked for ^ on the roads. Occasionally 

of the general Government contribution is .je construction 

Government also make small grants to „on^ 

and maintenance of particular roads generally for special reaso 

1. (,fi) The statement attached (^PP®^^^ on 

by types and total expenditure iTand 1923-24—1925-26 (inclusive), 

from various sources in the years 1913-14 a 
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1. (mi) Pleas# see Appendix IL 

2. There are — 

(a) (i) 7*3 miles of metalled and surfaced roads per 100 sq. miles of 
area. 

(a) (ii) 26-3 miles of unmetalled or unsurfaced roads per 100 sq. miles 
of area. 

(h) (i) 17 miles of metalled or surfaced roads per 100,000 of total popula- 
tion. 


(6) (ii) 61 miles of unmetalled or unsurfaced roads per 100,000 of total 
population. 

(c) (i) 19 miles of metalled or surfaced roads per 100,000 of rural popula- 
tion, 

(c) (ii) 68 miles of unmetalled or unsurfaced roads per 100,000 of rural 
population. 


Area of United Provinces (British Territory) is 
Cultivated Area (1926-27) is 


. . 106,295 sq. miles, 
.. 34,283,218 acres, 
or 53,568 sq. miles. 
.. 45,375,787 
. . 40,570,322 
. . 4,805,465 


Total population (last census) . . . . . . 45,375,787 

Rural population (last census) .. .. .. 40,570,322 

Uri>an population (last census) , . . . . . 4,805,465 

3. (a)— 

(i) Total expenditure on roads from provincial revenue 38,50,000* 

Total provincial revenue . . , . . . ^ ^ 83 33 098* 

* Average of figures for 1924-25, 1925-26 and 1926-27. 

(it) Total expenditure on roads from local funds , . 30,41,500t 


3*00% 


15*73% 


Total local funds revenue . . . . . . .. 1,93 37 078t 

t Average of figures for 1924-26 and 1925-26. Kgures for 1926-27 not yet available. 
(b) The incidence per head is as follows : 



38,60,000 

(?t) Rs. 

— = Rs. 0-085. 


46,375,787 


38,50,000 

(ti) Rs. 

= Rs. 0-095. 


40,670,322 


30,41,600 

(iU) Rs. 

— = Rs. 0-075. 


40,670,322 


.i"* **?*“•;“ mamtained. II- matter was, however con 
wdered but the antopated M was ,o heavy that the protari,! was dipped. 
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If the Road Development Committee can suggest any economical way in 
which the statistics can be taken and maintained, the United Provinces Gov- 
ernment would be willing to reconsider the question. 

5. (a) The road system of the United Provinces is co-ordinated as follows : — ■ 
All provincial metalled or surfaced roads are linked up with each other and with 
railway stations in their vicinity. As a single authority controls the whole 
of the provincial road system of the province, there is no risk of gaps being 
left. Local roads on the natural through routes are generally speaking metalled 
throughout. But a glance at the map^ will show that there are a large number 
of less important metalled local roads, which are left in the air and do not 
afford through metalled communication to the nearest metalled road in the 
next district. The outstanding example is Hardoi, which has no metalled road 
communication with anyadjoiuing district- There is no co-ordmatiug autho- 
rity which can compel local boards to link up their metalled road system with 
that of neighbouring districts. Government could do so by granting funds 
required to metal gaps. But the opportunity of doing so is few. Govern- 
ment cannot find the funds necessary to keep their provincial roads up to the 
standard which they recognise to be adequate. The Board of Communications 
is only advisory and can do no more than draw the attention of Government 
to the more inconvenient gaps which they consider should be metalled. If 
Government could find more money for roads, they could, through grants, 
co-ordinate the local road system in just the same way as the provincial road 
system. 

(b) Generally speaking metalled roads link up with those of neighbouring 
provinces and States, as will be seen from the map.*^ 

6. The chief defects of the present road system of the United Provinces 
are as follows : — 

(а) Unbridged river crossings. — During the cold weather most of these 

are crossed by pontoon or boat bridges, which can carry motor 
traffic, but always delay it, and are liable to temporary breaches 
if heavy winter rain falls. During the rains they are replaced 
by ferries and though on the more important roads motor cars 
can be ferried across, the crossing is generally slow and often 
uncertain forming a definite block for at least five months of the 

vear. 

«/ 

The remedy is more funds and ^ definite programme to bridge all roads 
in turn in order of importance. 

(б) Widths of roads. — There is a considerable length of 9' roads through- 

out the province ; these roads whilst suitable for bullock carts 
. are not suitable for motor transport as they soon get rutted and 
broken up ; a minimum width of 12' on all except very minor 
roads should be insisted on. The remedy is more funds and a 
programme for widening roads according to classification. 

(c) Breqhs in through communication . — The system by which each Dis- 
trict Board finances and maintains a large proportion of the roads 
in their own district, leads to roads being constructed from head- 
quarters to within fi.ve or six miles of the boundary, thus often 


*Not printed. 
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leaving a gap of 10 or 12 miles between one district and the next, 
it is not in the interest of either district to metal this short length 
and it therefore remains a break in through communication. 

Remedy. — An accepted programme of classification and development 
under which Government would give assistance to District 
Boards on condition that all gaps were metalled. 

[d) Uncomidered construction and abandonment of roads . — Under the 

present system a District Board can construct a road irrespective 
of whether it has funds to maintain the same, or abandon a road 
if they wish to economise. 

Remedy. — With the proper classification, Government contribution 
and supervision this could be avoided, as Government grants 
would depend on efficient maintenance. 

[e) The condition of the roads . — 

On the provincial roads about 75 p. c. of the miles are in good condition, 12| 
p. c. indifferent and 12-|- p. c. bad. The reason why the whole mileage of provin- 
cial roads is not kept up to a high standard is that the funds made available to 
the Buildings and Koads Branch have not been sufficient to repair the damage 
done to the roads during the war, when expenditure was cut to the bone. 
Since the termination of the war the motor traffic has increased rapidly, parti- 
cularly the heavy traffic represented by tlie motor bus. The price of materials 
has also increased and expenditure of money which 15 years ago was adequate 
to keep a road in good order with the traffic wliich when used it is now quite 
insufficient. Government have recognised the need for a higher scale of ex- 
penditure on the roads by borrowing money required for their reconstruction 
scheme which is costing a crore and a half rupees. But maintenance also 
requires a more liberal allotment of funds before the provincial roads can be 
brought up to and maintained at a satisfactory standard throughout. 

On local roads no census has been taken of the good, indifferent and bad 
miles. The standard varies from district to district. But speaking generally 
it cannot be regarded as satisfactory. Funds are sufficient only to maintain 
these roads in tolerably decent order and not to the standard that is desirable, 
^ere the local roads are really bad the causes are the lack of business capacity 
in some boards and the poor technical ability and entire absence of supervi- 
sion over the low paid District Board engineers, who have no security of tenure 
and no prospects. The remedies are an. improvement in the managing ability 
of the Boards and the provision of more funds, which, so long as District Boards 
decline to impose more taxation for loca,! purposes, can only take the form of 
Government grants. If these grants are possible, some kind of guarantee is 
essential that they will be properly spent, and there can be no such guarant e 
unless Governrnent engineers can inspect the local roads and assist the District 
Boards and their engineers with their advice as to tlie manner in which the work 
on the roads is being and should be done. It is also desirable that auditors 
appointed for that purpose only should be given the opportunity of making 
special examinations of the part of the District Board accounts which relates to 
the expenditure of the grants on the roads. This Government at present has 
the question under examination, and is inclined to think that the most suit- 
able system ]s one akin to that of the Board of Communications of the Punjab. 
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7. (a) Development is needed on the following lines 

(i) The proper bridging of rivers on all important roads, this can often 
be done with the assistance of railways, when regirdering their 
bridges, by making a combined road and rail bridge. Negotia- 
tions are at present in hand for combined bridges at Benares 
over the Ganges on the Grand Trunk Eoad and at Kalpi over 
the Jumna on the Lucknow-Jhansi-Saugor Eoad. No railway 
should decide on a bridge project without first asking the local 
Government whether they wish to co-operate in a combined 
bridge, and there should be a central body to decide any differ- 
ences which mav arise as to the fair allocation of cost between 
the railway and the local Government. 

iii) The reconstruction of roads on modern lines in the vicinity of 
large towns. At present there is a five years programme for 
reconstructing or improving 404 miles at a cost of Es. 1,40,39,000 
and good progress has already been made. 

(m) The metalling of gaps in inter-district communication and the ' 
development of ne\v main roads opening out new areas, e.g.^ 
Bijnor. A programme has been prepared by the Board of 
Communications and is being worked to, but the rate of progress 
is too slow. 

The rate of development must depend entirely on the finances of the 
province. 

At least Es. 18 lakhs annually over and above the average expenditure 
of recent years are required even for a modest programme of development on 
the above lines. 

(6) At present the province has undertaken a road reconstruction scheme 
intended to make the roads fit for the needs of motor transport which costs 1-| 
crores. The whole of this is borrowed money. The scheme deals nxainly 
with those sections of roads on w'hich motor transport is particularly heavy, 
t.c., in the neighbourhood of large towns or centres. It is at present impossible 
to contemplate more in the existing condition of provincial finances ; and indeed 
the best manner of development depends entirely on the availability of funds. 

(c) It is not possible to define the limits within wdiich construction of 
bridges and roads should be provided by means of borrowed capital or other- 
wise. Ordinarily revenues are inadequate to finance any large schemes; 
but borrowing must depend on the capacity of the provincial revenues to bear 
increased debt charges. Subject to these general remarks it may be said : — 

(1) that large schemes and large individual projects should be financed 

from borrowed capital. Smaller schemes and individual works 
should be financed from revenue ; 

(2) that funds raised by special taxation earmarked for road develop- 

ment should be used mainly to supplement revenue in the smaller 
cases, and to cover debt charges in the larger cases. 

This Government sees no reason why, if sufficient money is available, such 
funds should not be used for the maintenance of all-India roads just as much 
as for their reconstruction or special works such as bridges on them. 
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8. So far as this Govermiient, can foresee, the development of motor traffic 
is likelv to help rather than to injure the railways. The rural population will 
use increased facilities for motor traffic, as they are already doing, mainly tor 
the purpose of coming into district headquarters foom large pillages or tehsii 
headquarters, especially to attend the courts. This traffic wi , or ■ 

part follow the routes on which there are not and are never likely t 
railways. Indeed, this form of motor transport will compete rather with the 
horse or bullock drawn vehicle and not with railways. So far as passenger 
traffic is concerned, it is probable that the extension of motor transport in the 
form of motor buses will increase rather than decrease the income ot the rail- 
ways by providing a feeder system for wayside stations, and so encouraging 
people "to use the railways who might not otherwise undertake a radway 
journey or might choose another route which, but for the existence ot the 
motor "bus, could be followed with less time and trouble by means of a horse 
or bullock drawn vehicle. For goods traffic motor transport is never Iffiel^y 
to be able to compete with the railways. Indeed, so long as tune is of little 
object the motor cannot compete for this form of traffic with the bullock car . 
The villager must keep his bullocks for his agriculture, and the extra cost to 
him of using them for transport is negligible, while for the motor the un oa e 
run greatly adds to the cost of the loaded run. 

The development of motor transport might also make it possible for the 
railways to close short branch lines, which are not profitable but are kept open 
by the railways for the convenience of the public. The efiect of this, however, 
is not likely "to be great, since the railways can 'always demand a guarantee 
before opening a line for local traffic. 

On the other hand, there are certainly cases in which the existence of 
motor buses may reduce the passenger traffic on railways, because it can short- 
circuit the route which the railway must follow. An instance is the motor 
bus service between Saharanpur and Dehra Dun. In such cases it is always 
open to the railway company to open its own motor serffice, but it would 
probably not find it profitable to do so. Such short-cuts are however only 
possible where the railway must, from the configuration of the country , take a 
circuitous route, and this occurs only where the country is hiUy.^ Such areas 
where a railway is practicable at all are so few in the United Provinces that the 
effect of short-cuts is negligible. 

In this province the Board of Communications is available for the co- 
ordination of road and railway transport. The agents of all the main railways 
which traverse the proffince are members of the Board of Communications, 
which would certainly bring to the notice of Government any tendency which 
it foresaw for motor transport to affect the interests of the railways adversely. 
So long as railways remain a central and roads a provincial subject, it is difficult 
to see how any co-ordinating authority is possible which can be mere than of a 
merely advisory character. 

9. (a) The Government Test House, Alipore, is referred to frequently for 
tests on the desirability and hardness of various kinds of road metal. 

The Chief Engineer suggests that their facilities for research work in 
bitumen, tars, etc., be improved. The results received regarding tests on 
flux were most unsatisfactory and misleading owing to their ingnorance 
standard tests for this material. 
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(b) (i) Experimental lengths of road of the following materials have 
been pul down and the results under difierent traffic conditions are being 
watched with care : — 


(1) Cement concrete 

( 2 ) Asphaltic concrete T. B. A. and Mexphalte . . 

(3) Asphaltic macadam T, R. A. 

(4) Asphaltic grout T. B. A, Mexphalte pitch and tar 

(5) Paint T. B. A., Spramex, Boad Board tar, moxaco 


1*25 miles. 
2 miles. 

8 miles. 

6*5 miles. 
7*75 miles. 


Up to March 31, 1927, the length shown against each had been completed. 

(it) Particulars of the methods and costs are printed annually and issued 
to other provinces upon request. 

The results obtained are utilised in determining future programmes of 
work. 


A machine for measuring the wear of road surfaces 
ordered and the results should be of great interest. 


has recently been 


(c) No. There are no arrangements. One province has to rely on 
the courtesy of another for circulating information. This Government thinks 
that there should be a central body for co-ordinating and circulating the results 
of experiments and that there should be an annual or l)iennial coiif(^reuc(^ of 
technical representatives from all provinces to discuss matt/crs of road con- 
struction and maintenance. 


(d) If it is decided to have a .Central Road Board, tlu^ tiicluiical expio’t 
attached to it should undertake the work of co-ordinating and distributing tlie 
results of experiment and research. Prima facie it would appfiar tliat oxpciri- 
ment and research should be centralised to save expenstn But tins Govern- 
ment is advised by its technical experts that the conditions of material, 
climate, etc., vary so much in each locality that a centre of r(js(iarch would be 
of little value. They therefore think that each provinces sliould arrange its 
own research and carry out its own experiments, tliough the technical expert 
to the Central Board should be available for personal inspection and advic(5 in 
all provinces. Since the results of experiment and researcdi in each proviruMi 
are of value to all the others, the matter is an all-India one and is tfierfdon* a 
fair charge on any assignment which may be made from central revemies for 
road purposes. 

B. — ^Motor Transport and Motor Taxation. 


1. The statement below shows the numbers of motor vehicles of all classes 
mentioned, registered in each of the years 1913-14 and from 192S-24 to 1926- 
27 

Pesreentago Fcrc(Uitage 



1913-14. 1923-24. 

1924-25. 

1925-26. 

1926-27. 

increase in 
1926-27 

iricroaHo i: 
1926-27 







O y C<17 

1913-14. 

f>ver 

1923-24, 

1. Private cars 

182 

462 

501 

676 

795 

337% 

72% 

2. Motor buses 

13 

166 

234 

332 

538 

4,038% 

224% 

3. Taxis . . 

11 

143 

161 

272 

243 

2,109% 

70% 

4, Commercial goods 
vehicles. 

1 

90 

121 

111 

124 ; 

12,300% 

38% 

5. Motor cycles ^ • 

M6RIXJ 

107 

178 

149 

221 

202 

89% 

1 ^0/ 
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The percentages given in the statement show that in 1926-27 the percentage 
increases in registration over the figures for 1913-14 are for : 

(t) Private cars 

337 % 

(ii) Motor buses . . • • • • 

4 , 038 % 

(Hi) Taxis . . 

. . 2 , 109 % 

(iv) Commercial goods vehicles 

. . 12 , 300 % 

(v) Motor cycles . . 

89 % 

whereas the percentage increases in registration 
are for : — 

over tlie figures for 1923-24 

(i) Private cars 

72 % 

(ii) Motor buses 

224 % 

(in) Taxis . . 

70 % 

(iv) Commercial goods vehicles 

38 % 

(v) Motor cycles 

13 % 

_ _ A /I 


The large percentage increase in motor buses is very notable and this form, of 
transport between headquarters of districts, market towns, etc., is becoming 
increasingly popular. The wear and tear on the roads used is considerable 
when compared with that of days when such transport was by ekkas, etc. 

A road map* of the province showing all chief motor bus routes is 
appended. 

There are no companies owning a large number of motor buses. The 
motor bus service on each route consists usually of one or two vehicles belong!^ 
to an individual, who has had the enterprise to take advantage of the op|)ortunity 
for profit opened by the popularity of this form of travelling and its com- 
parative immunity from taxation. 

2. The safest guide to prospects of further development is given by the 
figures in the answer to question B.-l. The increase in the number of private 
cars and motor buses' has been steadily maintained, and it is safe to foretell 
that this will be maintained since the price of these vehicles has fallen, to a 
figure which brings them within reach of the man with a moderate income, and 
the import duty has decreased to a more reasonable figure. Even if the 
price does not fall further improvement in the condition of the roads will lengthen 
the life of the machines and therefore make their use cheaper as well as adding 
t o the comfort of travelling in them. The number of private cars is still extreme- 
ly small when compared with the number of persons living in the province who 
can afiord to keep them. The number of motor buses also is still only a fraction 
of that which could ply profitably on the roads, and is so small compared with 
the prospective demand for this kind of transport that the motor bus service 
can still be said to be only in its infancy. Taxis are little used except in the 
larger places frequented by the sight-seer, and a fall in their number in 1926-27 
is a fair indication of the prospects of their more extensive use. The figures for 
commercial goods vehicles have remained stationary during the last three 
years, and no considerable increase in their number is lilmly because they 
cannot, for the reasons given above, compete wdth the bullock cart ox the 
railways. Motor cycles have also proved less popular in the year 1926-27 


* Not printed. 
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ttan in the previous year. Nor is their increased use likely. . The class which 
uses them extensively in England does not exist in India, and they are not 
well-suited to local conditions in this country. 

3. The following special taxation is imposed on motor transport in this 
province : — 

(a) Provincial — (Registration) . 


(i) Private motor vehicles — 

Rs. 

For each heavy motor vehicle . . . . . . . . 60 

For each light motor vehicle , . . . . . . . 30 

For each motor cycle . . . . . . . . . . 10 

No fee is payable for registration renevral. 

(ii) Public motor vehicles — 


Rs. 

For each motor lorry . . . . . . . . , . 120 

For each motor bus being a heavy motor vehicle . . , . 60 

For each motor cab or a motor bus being a light motor vehicle . . 30 

For a motor cycle , . . . . . . . . . . . 10 

The period of registration for public motor vehicles is 12 months and upon 
registration renewal, the same fees are payable. 

(Hi) Driving licenses — 


For all private motor vehicles 
and renewals, yearly 
For all public motor vehicles 
and renewals, yearly 

A heavy motor vehicle means a motor vehicle exceeding 
unladen. 


lifi. 

m w S each. 

9 

. . ^00 
• • 10 „ 

. • ^ ff 

two tons in weight 


All the above fees are credited to provincial revenues. 

(6) Local— 

(i) 32 municipalities out of 85 levy a vehicle tax. 

(ii) 19 municipalities out of 85 levy terminal tax and toll. 

(Hi) 33 municipalities out of 85 levy octroi duty. 

(i) These taxes in, the five most important municipalities are as follows : 


Name, 

Lucknow 


Motor vehicles Ordinary vehicles, 

Rs. A. r. Rs, A. p. 

Up to 10 H. P. per wheel . . 0 12 0 p. m. 0 4 0 

p. m, |>er wheeL. 

10 H. P. — ^20 H. P. per wheel . . 1 2 0 p. m. 


More than 20 H. P. per wheel 




1 8 0 p. m. 
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Name. 

Motor vehicles. 

Rs, A. P. 

Ordinary vehicles. 
Rs. A. P. 

Cawnpore . . 

Private cars ^ . 

Cars for hire . . 

.. 48 0 0 

p. a. 

.. 100 0 0 
p. a. 

18 0 0 
per four wheel- 
ed carriage 

per annum. 

Allahabad . . 

Lorries 

Up to 20 H. P. 

..144 0 0 

.. 4 8 0 

p.m. 

0 6 0 

per wheel per 
month. 


21 H. P.— 30 H, P. 

.. 6 0 0 
p. m. 


Benares 

More than 30 H. P. 

• • • • - • 

.. 9 0 0 

p. m. 

. . 26 0 0 
p. a. each. 

10 0 0 
p. a. per four 
wheeled car- 
riage. 

Bareilly 

« ■ • • • • 

.. 24 0 0 

p. a. each. 

* 12 0 0 
p. a. each four 
wheeled car-' 
riage. 


There is also a tax on motor cycles which in Allahabad, for example, is 
Es. 2-4-0 with side car or trailer, and 


Es. 1-8-0 without, per mensem. . 

(ii) Terminal taxes vary in each municipality. Agra charges Es. 5 for 
a cycle and Es. 2-5 for a car, whereas Etawah charges Es. 7 only for a car. 

Terminal tolls also vary, being for — 

Lorries . . . . Re 0-6-0 to Rs. 9 per ton or 

Re. 1 to Rs. 50 each. 

Qars . • • • 0-8-0 to Rs. 10 each. 

Eoad tolls also vary being for : — 

Lorries . . . . Re. 0-9-0 to Rs. 3 each plus 0-8-0 per passenger. 


Cars . . . . Re. 0-8-0 to Rs. 2 each pUs Rs. 2 per passenger. 

All local taxes and tolls are credited to the revenues of the municipalities con- 
cerned. 

In 1923 the local legislature passed an Act, namely, the U. E. Act No. VI of 
1923 imposing a tax on motor vehicles. But they accepted it only for one 
Year! A copv of the Act* was given to the Committee when they yisite 
Allahabad. This tax yielded Es. 1 • 97 lakhs during the year in which it was 
enforced. It is estimated that with better arrangements for colkction and 
with the increase in motor vehicles, a similar tax now-a-days should yield 
Es. 6 to 6 lakhs. There is at present no provincial taxation on motor vehicles 

themselves. n n + .i + 

4. The proceeds of none of these taxes or fees are specifically allocated to 

expenditure on roads. Of the provincial tax of 1923-24, 60% -vras given to 
Tiktrict Boards for expenditure on roads and the remainder, though not speci- 
fic ally so allocated, enabled Government to spend more money on provincial 

♦ Not printed. 
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roads, thougli tlie amount available was not sufficient to make any appreciable 
difference. 

5. From tbe point of view of financial theory, the method of earmarking 
a particular revenue for a particular expenditure is unsound ; while from the 
point of view of the present inquiry the main objection is that in practice this 
method often defeats its own hand. The object of the method is to enable 
Government to allocate more money to the special object than they do already. 
But when there are many other needs of other kinds, the temptation is always 
to restrict the expenditure on the special object to the proceeds of the special 
taxation, and the temptation is felt not only by the executive but by the 
legislature, specially if the legislature is more interested in other needs than 
the need of the special object. This Government thinks that that will be the 
case in these provinces. There are many other provincial needs, and there is a 
tendency, specially among our legislators, to underrate the importance of roads. 
Government thinks, however, that this tendenc}^ be kept in check if it 
was made clear to the legislature that a grant from central funds was condi- 
tional upon maintenance of the normal expenditure on roads from the 
provincial revenues. That would he clear if it were made a condition 
of receiving an assignment {a) that the existing recurring expenditure 
on maintenance of roads is not to be decreased, (6) that non-recurring 
expenditure on the construction of roads should not fall below the average 
expenditure of a certain number of years. If these conditions were enforced, 
it is most unlikely that the legislature would face the loss of the extra money, 
which the province requires so badly for its roads, by refusing to. vote the 
normal grants from provincial revenues. It recognises that the Govern- 
ment of India will be reluctant to give assignments without some such 
conditions, in just the same way as it would not be prepared to make 
assignments to District Boards for road development without them. It 
thinks that of all possible allocations that of a tax on motor transport to road 
development is the least objectionable from the theoretical point of view ; 
and that from the practical point of view allocation on the conditions men- 
tioned above is desirable and should be adopted. 

6. With many different forms of taxation on motor vehicles there is a 
risk that the total sum of taxation may reach so high a level that it may 
strangle the trade, and so kill the goose that lays the golden eggs. The ideal 
arrangement would be to have a single form of taxation, and the method which 
is fairest and least liable to evasion is taxation on petrol to be levied by the 
Central Government and distributed to provincial Governments and 
through them to local bodies, all other forms of taxation on motor 
vehicles, whether provincial or local, being prohibited. It would then be 
necessary to compensate local bodies for the loss of this potential source 
of income, and Government does not anticipate that there would be any diffi- 
culty in devising a fair method of compensation. The grave practical objec- 
tion to this system is that it would evoke strong criticism on the interference 
with the right of provincial and local authorities to impose taxation in their 
own way. It is therefore undesirable to apply this method of a single tax in 
its perfect ^nd complete form. But if the trade is to be protected from over- 
taxation, this Government does not see how it is possible to avoid some 
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. • 4 .- tTif Tiower of the provinces and local bodies to impose nnliimted 

restriction , But limitation is a very different matter from total 

^^’"vnvr^^dln view of the financial benefits which would be derived from 
prohibition and in on petrol the opposition to imposmg 

^ P»vincial and local pow, of taxation would paobably 

not be so strong that it ought not to be meed. 

As a wav out of the difficulty it has been suggested that there should be a 
• 1 ^ f AT Lv based on petrol— the Central Government to impose it at a rate 

"“I “+ t A covet Spenditure on aU-India roads, the provinces to add a further 

sufficient ^ S+n AAver exnenditure on provincial and local roads. This 

tax at a rate sufficient to P^^ additionnels ”. It has the disadvantage 

the same source of revenue, and one of them by 

fwisito mey dip ‘Ytw-ers“iiJ'n™a.dt r. 

authorito^ethen^ion^and^locffibo ^ local body may 

nation hm g difficulty that the provmces would probably 

cm or? bv centimes additionnels than the Central Government reqW 

require more y form of taxation were to be adopted it 

by the origmal tax. Fur collected by the Central Govern- 

would YisystiU be necessary for the Central Government to limit 

ment. It would ^ j This^Government does not therefore consider 

levffing'a single tax on petrol would have any advantage 
that tbs fo™ ° I I whereby the whole of the tax on petrol wodd be 
over the J^rpentral Government and distribution made to the 

levied to the local bodies to compensate 

Of tbeb power of 

»“ ‘l4eP'«--W »cd W power of W.OU- 

(, ) A — or eweise duty ou petrol wlucb ^odd be com to 

^ ^ It should be imposed and coUected ""^YlnlWtit 
apportioned between the various provmcial authorffies. 

i‘)\ A enstoms duty on import of motor vehicles and accessories which o 
the reasons given subsequently should be kept as low as possib e. 
TU=" biposedVd ieed ceutrelly aud the proceeds 

would be retained by the Central Government. _ 

I Vi "Rpcristration and licence fees imposed and collected p:rovmcia y. 

' ’ Cse are more important admimistratively than 

The registration fee should be paid once only and an annual 
mneiafof the registration should be free of charge ; the licence 

fee should be imposed on the driver and the ^ 

renewable annually on payment of the same amount as the mitial 

tl\ ThaUhere should be a tax on vehicles imposed and realised by 
SSpahties, tbe extent of the tax being strictly limited by the 

Central Government. i eTionld 

7. This Government favours the as tlrfaS fom of taxation 

be imposed on petrol. It regards a P® ™ „ adiusts payment to service, 

on motor transport, because it automatically adjusts paym 
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and imposes tte heaviest impost on the high-powered luxury car and oi^ the 
heavy lorry which exacts the severest wear from the roads. It considers 
that the ideal taxation of motor transport would be confined to a petrol tax 
and that the nearer the method of taxation employed approaches this ideal the 
better it will be. 

It also tbinks that if the petrol to be taxed were used only for traffic on 
the roads which are to benefit from the grants given from the taxation, con- 
sumption Would be the fairest basis of distribution. But this is not the case. Mu- 
nicipal roads are excluded from the scope of the questionnaire, while such cities 
as Calcutta, Bombay, Madras and Rangoon have a consumption so large that 
it would weigh the scales unfairly in favour of the provinces in which these 
cities are situated. Further there is a heavy consumption of petrol for motor 
boats in the seaport towns and in the waterways of provinces which have the 
benefit of river transport. These factors are of sufficient importance to make 
consumption unfair as a basis of distribution. The touring sub-committee 
suggested the following basis : — 

One-fourth in the ratio that the area of the province bears to the total 
area of India, 

One-fourth in the ratio that the total population of the province bears 
to the total population of India, 

One-fourth in the ratio that the total motor vehicle horse power registered 
in each province bears to the total horse power registered in India, 
and 

One-fourth in the ratio that the total expenditure from provincial and 
local revenues on all roads in the province bears to the total of 
such expenditure in India. 

Except in one respect this formula gives its proper value to each of the fac- 
tors which should determine the basis of distribution, namely, the existing and 
prospective mileage of road and use of motor transport, and ‘the extent of pro- 
vincial self-help. But by taking total area it would give undue preference to 
provinces with large tracts of forest or desert which neither have nor require 
roads. This defect would be removed if cultivated area were substituted for 
total area. The difference in the ratios of total and cultivated area is shown 
in the statement below : — 

Katio each province to 


Province. 

Area — 
sq. miles. 

Cultivated 

area—acres 


India. 

Cultivated 

« 

(thousands). 

Area. 

area. 

Madras 

142,260 

33,834 

13-9 

15-1 

Assam 

53,015 

5,801 

5*2 

2-6 

Bihar and Orissa 

83,161 

24,252 

8-1 

10*8 

Central Provinces 

99,576 

24,870 

9-8 

11*1 

Bengal 

76,843 

23,388 

7-5 

10*4 

Bombay 

123,621 

31,917 

12-1 

14 * 2 

Burma 

233,707 

16,488 

22-9 

7*4 

Punjab 

99,846 

29,412 

9-8 

13*1 

United Provinces 

106,295 

34,283 

10*4 

15*3 

Total 

10,18,324 

2,24,245 

• « 

• • 


If this change were made, this Government would accept the formula 
as the fairest that can be devised. 



^ the most appropriate method of assessment is ad 

8. For import du y ' , . year and is still high. A high 

valorem. The rate has J of the car and so by discouraging the pros- 

duty adds greatly to ^ of motor transport more than slightly 

pective purchaser cramps th^d ^l^p^ in creased tax on 

liiglier recurrii^ r g ^^onld therefore welcome the reduction of import 
petrol This Goverumeut ^^oiiid tuereioie 

duty to a miuimum. . . ,* + ^rorxr method of 

For registration and other recurring burden on the better type 

assessment. Ad valorem allowed • and if it is, evasion or dissatisfac- 

of car unless aimual according to the method of cal- 

tion becomes be equitable must be snb-dmded to an 

culation. -Weight an^® ' ^ ; number of wheels alone do not 

astent which make^hem t f different types ; seating capacity is 

makesnf&cientdistmctionbe^^-^ y wheels, and in addition is often 

open to tie some ol„.ot.oit os ol ^ a,e heavy 

difficult to deterimne, as m t ‘ . factors into eonaideration this 

chassis with a 

Goverument thinks § lio-Tit vehicle a heavy one being defined as one 

only mitialj- on each heavy ao^gU 

which weighs over tw t -upp vehicles followed by annual renewal at a 

SrSd'S;!" on iy-ly - poo Wheel 

varying according to horse power. 

n Tf +>, PTP i <? to he snecial central taxation for road development , the Central 
n should take power to limit the maximum taxation to be imposed 

Govermnent s onfhorities If this is not done there is grave risk 

by piovinciol '““1 ,ud the development of motor transport 

that the mo«r ‘“f tt taxatiof of the motorist in India 

retarded, j“,iduftion in import duty unduly high, and 

GoveriJent believes that it would he necessary to obtain statutory authority , 
hut this should not present any insuperable difacnlty. 

in Tt has aheady been said that the ideal arrangement would be to aUow 

parh authority to leiw one sort of tax, and that the limitation of the 
v u >1 an+horitv should have power of taxation is essential. If this is 
X)ne rednrocal exemption as between provincial and local authorities becomes 
unnecessary If it is not, such exemption either partial or 
Sable Wvision was made for it in the United Provinces Act VI of 1923 
t teSon 11 (3) by giving municipal taxation partial precedence over pro- 
vincial ; and it would probably be necessary to follow the same line again. 

Pecinrocal exemption as between provincial and provincial taxation in 
whirh would be included provincial and Indian State is so clearly to the a 
"gl pnSin bo^th territories that it should not he difficult to secure 
it by fgreement on the basis of the domicile of the vehicle. Eeciprocal exemp- 
tion as^etween local and tocal bodies would he a matter of provincial legisla- 
tion and is so clearly desirable that the Legislative Council should .show 
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reluetsnce to enact it. Only simple alterations in the existing rules would be 
necessary. 

11- There should either be a separate fund or a separate account. There 
IS 1 X 0 particular difficulty in either alternative. The separate account would 
probably be the simpler and consequently the more desirable. 

12. This is a question for the legal advisers of the Government of India. 

13. (a) The central fund should be available not only for the cost of 
annual work on roads and bridges but to meet the debt charges of a loan taken 
for such work. This is one of the directions in which such additional revenue 
will prove most useful. If the funds thus made available are not sufficient 
to go very far with the capital cost, they will certainly be sufficient to bear 
debt charges and so will enable provinces to face capital cost. There should 
however be a guarantee that the revenue thus acquired will continue as long 
as the loan subsists, or that in the alternative it will be met from other central 
resources. 

As regards the form of distribution the best system would be block grants 
with separate accounts of expenditure. The allocation for specific roads or 
bridges would probably cause trouble since it is not always possible to spend 
according to the allocation. 

(6) This question has already been answered in the reply to question 

14. In theory the answer is in the affirmative. The motor alone should not 
pay for road communications ; particularly as the heavily laden bullock cart 
with narrow iron tyres does more damage to the roads in and around towns 
than motor transport. But when an attempt is made to devise a suitable form 
of taxation for vehicles other than motors, acute difficulties arise. Indeed 
the Board of Communications has examined the problem for many years 
witbout finding a satisfactory solution. Its latest proposal is that there 
should be an annual tax as follows : — 

Ks. 

{a) Carts domiciled in villages . . . . , , 6 per annum. 

(b) Carts domiciled in towns - . . . . . 12 „ 

(c) Foreign carts . . . . . . . . 6 „ 

If a tax is levied on carts there is no reason to exempt horse drawn vehicles. 
But tbe imposition and collection of such a tax would require a large agency 
which does not exist, and it would fall mainly on the agriculturist whose rent 
already forms the basis of the land revenue, and there are strong reasons 
against taxing him further. Probably the only feasible method of taxing all 
vehicles is by levying tolls. This involves toll bars, which this Government does 
not favour, though they believe that the Madras Province uses them. The 
system is open to the serious objection that it requires the employ nxent of low- 
paid officials of the type of the octroi muharrir, who would not be slow to exploit 
the villager. As an innovation such a system would be intensely and deserved- 
ly unpopular. But where the system of tolls already exists, namely, on 
ferries and bridges of boats over rivers, this Governnient favour its retention 

muDO 
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X fAr a nprlod wlien a permanent bridge replaces tbe temporary float- 

SL £ Cid be opVa™ I”'? »* “" “t 

^ ^nncrioal that wbeD an improvised river crossing is replaced by a proper 
It IS iflog^al that wnen a ^ P feona time 

one and ®Xd7or LSSerior ^ at tbe same place should be re- 

™nt tf debt charges incurred in 'oy*'"""’ *’* 

facilitate tbe removal of one of tbe main defects in tb , y , 

Another form of taxation which this Government is now exaimm^ to 
^ Ws for roads is a tax on brick fields. Carts laden with bricks do 
provide m tbe vicinity of large cities, a few miles outside 

Smi brStlds Ire numerous. It is but fair that the brick trade should bear 

S;™S«relt does not anticipate difflonlty in tading a su.h 

S^^^rr^sS a tan. nor in getting the le^laturo to accept rt provided an 
idertSing is given that the proceeds will be devoted to the nead,. 

16. There is no road cess in this province. 

C.— Road Boards. 

1. A Board of Communications was formed in 1919 consisting of the 
following members 

Member of the Board of Revenue. ^ Freaident. 

Chief Engineer, Buildings and Roads. 

Chief Engineer, Irrigation Branch. 1 

Director of Industries. 

a 

Director of Agriculture. 

Chief Conservator of Forests. 

Representative of Upper India Chamber of Commerce. 

Representative of United Provinces Chamber of Commerce. 

Finance Secretary. 

GLliree members of tbe Legislative Council. 

Agents o£ att radways in the United Provinces or their 

representatives. 

Executive Engineer, P. W. D. (Buildings and Roads) . Secretary. 

The present functions are purely advisory on the following lines 
(i) Prepares programme for — 

(a) Railway construction. 


yMemhers. 
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(6) Eoad construction. 

(c) Bridge construction. 

(ii) Considers demands from District Boards and municipalities for 
grants -in-aid or loans and makes recommendations to Govern- 
ment on tkem. 


(m) Considers questions of taxation. 

Its value in developing the road system in the Province has been very 
slight, as though it can consider and recommend improvements, it has no power 
to see that they are carried out. It is felt by all members of the Board that 
were the Board given a definite annual sum from which it could make definite 
grants-in-aid to district or municipal boards to develop or improve their road 
systems, its value as a Board would be greatly enhanced and that it would 
then be of some definite value. 


This Government is inclined to think that the system on which the 
Punjab Board of Communications is organized is good : but if it is adopted 
there is no reason why the Buildings and Koads engineers should not be used 
instead of the special engineers whom the Punjab Board employs. 


2. For (a) a Central Road Board is essential. If (a) does not materialise 
the utility of a Central Road Board would be greatly reduced, as it would be- 
come merely advisory and so in the position of the Provincial Road Board. 
But even so, it would be desirable for (6), (c) and (d). 


3. The constitution of a Central Road Board should consist of 


Official of the Government of India ... . . . . 1 

Members of the Legislative Assembly . . . . . . 2 

Member of the Railway Board . . . . . . . . 1 

Technical expert . . . . . . . . . . 1 

Representative of the chambers of commerce . . . . 1 

Secretary . . . . . . . . . . . . 1 


with powers to co-opt chief engineers of provinces when their services are re- 
quired and members of provincial legislatures. 


Its functions should be to : — 


1. Classify and approve the routes of Class I-(cj) trunk roads. 

2. Consider and co-ordinate the programmes for road development of 

provincial Governments. 

3. Approve the programme of expenditure by provincial Governments 

of funds contributed for central taxation. 

4. Co-ordinate the technical experience and research in road construc- 

tion. 

5. Consider existing acts and ordinances and recommend amendments. 

6. Co-ordinate transport between rpads and railways. 

4. In the absence of a Central Road Board the best method of co-ordina- 
tion would be periodical meetings of chief engineers of the provinces. 


% 
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i). — G bheeai. 

O') It is suggested that any action which the Committee could take to 

perside the oil Companies to reduce the price of ^^ould 

nimou^y regarded as exorbitant in comparison with the P™®; 

not only be a public service, but would also make it easier ° ^ 

duty ok petrol of sufficient magnitude to provide a substantial sum for 

development, . . -u •+ 

(2) On the important question of classification, the Chief T” 

ten the foUowing note which' this Government considers deservmg of considera 

tion : — . • j T 

From a perusal of the notes* on Highway systems outsid.e Umted states 

think it wUl he agreed that some system of definite m 

quired in India and I further urge that the classification should be 
every province, though the method of financmg each class, except class I, m y 
S TJft to the provinL to decide. In order that there may be some basis of 

discussion I suggest tiie following classification 

Class I . — Imperial roads. 

Consisting of : — 

{a) Roads connecting one province or Indian state to anottier. 

(6) Roads linking up important military stations. 

(c) Koads connecting pilgrim centres of national importance with the 
main road system or railways. 

These roads should be constructed, improved and maintained ^ funds from the 
central revenue, througli the agency of tlie provincial P. W. D. 

Classification and expenditure to be approved by the Central ^^ad Board 
on proposals submitted by tbe Provincial Road Board througli tbe Mm 

concerned. 

r<T Accj TT nrnfids. 


Consisting of ; — 

(а) Roads connecting the provincial capital to all divisional headquar- 

ters. 

(б) Roads connecting divisional to district beadquarters. 

To be constructed and improved either from provincial revenue or from central 
and provincial revenue on a basis of 50 : 50 ; in the event of there bemg any sur- 
plus central funds after financing Class I roads. 

Maintenance to be from provincial revenue. 

Agency to be tbe provincial P. W. D, 

Classification by Provincial Road Board, but in the event of ay 
contribution being available the approval of the Central Road Board wiU be 

required . . - 


* Net printed. 
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Class III . — District roads. 

Consisting of : — 

(a) Eoads connecting district headquarters to tehsil headquarters or 

large markets. 

(b) Roads connecting one district with another. 

To be constructed and maintained from provincial and local revenue on a 50 : 
50 basis, through the agency of the District Board engineering staff, but under 
the supervision of the Provincial Road Board. 

Classification and distribution of grants will be approved by the Provincial 
Road Board. 


Class IV . — Village roads. 

Consisting of aU roads not iacluded in classes I, II or III. 

To be constructed and maintained from local revenue through the agency 
of the District Board engineering staff. 

(3) This Government notes that the questionnaire refers to extra-municipal 
roads only. They infer that the Committee do not contemplate the grant of any 
part of the contribution from the central fund to municipalities. They are 
doubtful of the justice or wisdom of their exclusion. Part of the petrol which it 
is proposed to tax is used in municipalities on their roads and there does not 
therefore appear to be any reason why they should not receive their fair share 
of the proceeds. If the power of municipalities to levy taxation on motor 
vehicles is in any way curtailed they must receive some compensation . If they 
do not, opposition to the general scheme is likely to be stronger ; and there will 
be no answer to the obvious argument which the municipal representatives 
will adduce. 



Ill 


J— < ^ 

0 ^ 

Jz; o 


05 





• 

0 

CD 

?> 


t— * 

•c* 

ss 

e 

ss 



si 


0 

• ^ 


CD C:> 

w. 

g ’'^ 
■g C’ 

C *t*^ 



* Tn oliid.iiig reconstruction . 




o 

W OQ 

H W 

i § g 

. § g 

-( o 

\ % 

{ g p 

’ ^ E 3 

r Q H 

I S 12; 

‘ to 

C£ H-' 


112 




113 



114 


Replies to the questionnaire submitted by the 

Government of the Punjab. 


I. — General. 


Although, the questionnaire has not asked for any general account of road 
development in each province it is^ thought that a brief note on the history of 
road policy in the Punjab may be of assistance. 

Up to 1854 the agency for the construction and maintenance of the prin- 
cipal roads in India was Military Boards, one for each Presidency. By this 
system the general control of roads in Bengal and Northern India was under 
the Military Board at Calcutta. In 1849 Captain Napier (afterwards Lord • 
Napier of Magdala) organized a department for carrying out public works in 
the recently acquired Punjab, and this proved so successful that in 1854-55 the 
Military Boards were superseded by Departments of Public Works in all the 
provinces under the general control of the Government of India. 

(2) The Board of Administration which then constituted the local Govern- 
ment classified the roads into : — 


(a) Military roads. 

(h) Roads for external commerce. 

(c) Roads for internal commerce. 

The present Grand Trunk Road canie into class (a) . 

(3) Fi.)!* 30 yeai’s the Department continued reBj)onsible for practically 
the road work in the pT'ovince, but after 1883, in purs nance of the policy of 
Local Self-Gov<‘i*jiment, wliich resulted in the Municipal and District Board 
Acts of 1884 and 1886, respectively, a number of provincial roads were- handed 
over with fixed mileage grants to local bodies for maintenance. 

(4) Pari passu with this transfer of works a reduction was proposed in the 
P. W. D. establishment which would release Rs. 75,000 for supplying local 
bodies with the means of efficiently supervising the transferred works. 

(5) Amongst the .roads thus transferred were : — 

(a) The Dellii Muttra Road miles 29 — 58. 

(b) The Delhi-Sirsa Road miles 17 — 158. 

(c) The Amritsar-Pathankot Road 70 miles. 

(d) The Wazirabad-Sialkot Road 22 miles. 

(6) Reference may here be made to the system under which, in order to 
save maintenance charges, whenever a railway was built ])arallel to a inetalletl 
road the latter was converted into an iinmetalled one. '’Ihis fate overtook 
the Ambala-Jagadliri Road in 1879 and the Amritsar-Pathankot and much of 
the Delhi-Sirsa Road in 1885. Proposals were put forward to scrap the Ambala- 
Kalka Road as late as 1899, but tliis the Government of India refused to 

M5RD0 
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permit on the ground that it was of military impottance, but at the same time 
they declined to accept the cost of upkeep as a debit against military funds. 
This scrapping of roads parallel to newly constructed railways however was 
accompanied by a pohcy to make and improve the station approaches. 

(7) In 1888 Government laid down the. general principle that all im- 
portant works should be carried out by professional engineers leaving local 
boards to entertain their own establishments to carry out minor works and 

. repairs. 

(8) The transfer of work to local bodies did not prove satisfactory, 
partly because it involved two sets of officers covering the same ground and 
partly because the roads, which had been handed over, were found to be deterio- 

• rating, and in 1893 an attempt was made to unify the estabhshments. A 
number of the provincial roads were taken back by the P. W. D. while the 
District Boards also asked for some of their own roads to be taken over. 

(9) In 1896 a Committee was assembled under the orders of the Lieute- 
nant Governor to consider the requirements of the province (which then in- 
cluded the North West Frontier) in the way of feeder roads. This Committee 
prepared a Hst of the roads which they considered should be adapted for cart 
tra.ffic and metalled, wherever the cost was not prohibitive. This list was said 
not to be exhaustive, but it included 45 roads, aggregating about 850 miles, in 
what is now known as the Punjab. 

(10) Colonel Jacob, then Chief Engineer, reviewing these proposals, con- 
sidered that the iprovince should be able to build and maintain these roads, but 
that, even with substantial assistance from the District Boards concerned, 
with the funds which seemed hkely to be available, the proposal would have 
to be spread over a period of 10 to 20 years. 

(11) Colonel Jacob recorded his opinion that with r.are exceptions it was 
better that metalled roads with the buildings along them should be in the hands 
of the P. W. Department. • 

(12) The ultimate decision however was that all unmetalled roads, even 
when feeders to railways, should be maintained by the District Boards con- 
cerned and were only to be taken over by Government where special reasons 
existed for so doing. 

(13) In 1905 the Government of India having made an annual recurring 
grant of lakhs to District Boards to be expended primarily on roads and 
bridges, a list of 76 roads was prepared and accepted by Government, viz . — 

Class A. — True feeder roads to railways . . 549 miles ; 

Class B . — Other roads less urgent and for purely local needs 283 miles ; 

• and 3 lakhs were allocated to metalled feeder (Class A) road construction and 
1| lakhs to improving the District Boards’ engineering establishments. The 
local Government also, in order to speed up construction, undertook to 
cupplement the road grant. with a further 3 lakhs for five years from provincial 
revenues. It also undertook half the cost of maintaining the existing feeder 
roads for the same five years, after which the entire responsibility for new 
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construction and all maintenance was to be handed over to the District Boards 
together with the whole of the Government of India grant of 6| laldis. 

(14) In allotting 1-| lakhs for establishment it was stated that the aiiu 
was to make District Boards gradually independent of Government assistance in 
constructing and maintaining roads and therefore they should have a com- 

petent staff. 

(15) Sanction to the construction or metalling of tliese feeder i-oads was 
generally accompanied by a condition that the Board of the district aihKited 
should undertake to contribute to the upkeep at a fixed rate per inile. 

(16) Later the position was reviewed and it was decided that it worn i be 

inadvisable for Government to continue the policy of constructing more feeder 
roads for the full term of five years originally contemplated and it was decided 
that all old and newly contemplated feeder roads, with the funds available, 
should loSal boards for future maintenance froui 1st 

April 1910, and that the roads then under construction were to be comf) ekMi 
from provincial revenues and then handed over to i'he Boaids coruAJiiu <>i. 
maintenance. Consequently on 1st April 1910, 400 miles of m^dy nie- 
tailed feeder roads were handed over to the various Boards, with the intimation 
that they were expected to maintain them efficiently as well as to niamtam the 
600 miles of old roads wffiich had been brouglit up to a ])roper stand aid of 
efficiency during the four yearn. It was also intimated that while Goverxi- 
inent would complete the roads which were still in hand it was^not j)Hq)ar(.( 
to build any more new feeder roacfe from provincial funds, ihe roads in 
progress on 1st April 1910 were handed over for the Boards’ maintenan(;<i as 

completed. 

(17) The growth of motor traffic after the war led to a demand foi more 
and better roads, and it was realised that certain loads woulci be largclj 
used by through traffic, from which districts would deril^e no diiect benefit 
though having to bear the consequent increase in the cost of ixiainteiiancc*. 
This led to a reconsideration of the whole problem, with the result that 
Government has decided to accept entire responsibility for all aiteri<il ro<id.s 
connecting district headquarters and towns of over 2(),()0() iiih<i/l)iitints, 
and to give grants-in-aid to District Boards towards the upkee|) ol main 

roads. 

- (18) Under the Devolution Rules, framed under the (ioverriment of India 
Act (1919), which came into force in the Punjab on 8rd January 1921, '' Roads 
bridges, ferries and other means of communication ” became a translernsJ 
subject, but “ subject to such conditions as regards control over construction 
and maintenance of means of communication declared by the (Jovernor (haieral 
in Council to be of military importance and as regards incidence of special 
expenditure connected therewith, as the Governor General in Council may 
prescribe ” [vide paragraph. 6 (6) of Part II of Schedule 1 attached to the Devo* 
lution Rules under Section 45- A of the Act]. The (iovernment of India iri the 
xirmy Department however stated in their letter No. 52575/2 ((i,M.G."2). 
dated the 7th November 1921, that there was no intention at present of classi- 
fying any roads or bridges within the Punjab as of military importance, 

(19) Thus the present state of affairs is that the provincial (joverinnent 
through the agency of the Buildings and Roads Branch of the Public Works 
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department maintain from provincial revenues all these roads classified as 
‘‘ Arterial as well as certain other roads (details are given in Table II), it 
also develops these roads from provincial revenues and in special cases from 
provincial loans (such as the Nili Bar Scheme). The District Boards maintain 
from their owm funds with the assistance of grants-in-aid given by the pro- 
vincial Government from provincial revenues all those roads classified as 
“ Main ” and solely from their own funds '' Other ” or '' Class III ” roads. 
Thus District Boards develop the '' Main ” and*“ Other ” roads from similar 
financial sources. The canal roads are made as part of the canal system from 
capital expenditure and the cost of maintenance is charged to canal revenues. 
Thewillage roads are maintained by the villagers themselves without any assist- 
ance either from provincial or district funds, but the Communications Board 
has under consideration a scheme for giving the villages financial assistance 
in this matter. 

(20) The development of '' Arterial ” roads is proceeding according to a 
programme by which it is expected to metal about 100 miles of unmetalled 
roads annually at an average cost inclusive of land acquisition of about Rs. 25,000 
a mile. The programme includes occasional works such as bridging, widening 
the metalling of existing metalled roads, etc., on which the average expenditure 
annually is estimated at Es. 5 lakhs. 

These successive additions to the metalled length bring a corresponding 
increment to the maintenance bill. It is estimated on the figures of 1926-27 
that the average cost of maintenance of' metalled road’s is about Es. 1,900 a 
mile, and of unmetalled roads about Rs. 240 a mile. The latter figure appears 
high until it is explained that the unmetalled class maintained from provincial 
funds includes a large proportion of Himalayan roads which are maintained as 
important trade routes. It is of course possible and even probable that the 
increasing intensity of traflSc on roads may render an increasing expenditure 
on maintenance necessary. Thus the financial position is approximately 
as follows, so far as the maintenance and development of Arterial ’’ and 
Other ’’ roads by the Public Works Department is concerned : — 


Repairs. 

1. 2,140 miles of metalled roads at Rs. 1,900 a mile . . 

2. 2,580 miles of unmetalled roads at Rs. 240 a mile 

Constricction (15 years’ programme), 

3. Metalling of 100 miles of road at Rs. 25,000 a mile 

4. Occasional works . . . . . . say 


Rs. 

= 40,66,000 
= 6,19,200 

= 25,00,000 
^ 5,00,000 


From provincial revenues 


76,85,200 


* At Appendix. 
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Construction on the Nili Bar Scheme (10 years’ programme). 



Es. 

5. Making 47 nailes of metalled road a year 
Ks. 27,800 

at 

13,06,600 

Making 38 miles of unmetalled road a year 
Es. 5,540 * • • • • • 

at 

2,10,520 

From provincial loans 

15,17,1.20 

The annual amount spent under construction can of co 
ing to the financial situation in the province, but under re 
meet the annual bill and if the 100 mile a year rate of cons 
the increment to the repairs bill is 100 X (1,900- - 240) — 

ursc be varied aceord- 
^[)airs it is essential to 
traction is carried on, 
1 ,()()(* = Ks. ],(3(),000. 

The increment on account of the Nili Bar Scheme is t 

0 be added. 


Ks. 

47 miles of metalled road at Es. 1,900 a mile 

= 89,300 

38 miles of unmetalled road at Es. 100* a mile 

= 3,800 



The annua] grants-in-aid from provincial revenues to District Board funds 
may be assumed at Ks. 7 laklis. Summarising, we have— 



Expenditure on present road lengths maintained by 
the P. W.D. Eepairs 



Expenditure on development on a 100 mile/ 1 5 year 

programme. Ordinary construction . , . , 30,00,000 

Expenditure on special development on a 47/38 mile/ 

10 year programme. Nili Bar capital construc- 
tion . . . . . . . . . . = 15,17,12u 


92,02,320 

Annual gxants-in-aid . . . . . . . . 7,00,000 

Annual increment to repairs bill — 

on ordinary construction . . . . . . 1,66,000 

on special construction . . . . . . 93,100 

2,59,100 


* Above figure is taken as no mountain roads are in question. 
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In sliort tie annual road bill for construction, maintenance and grants-in- 
ciid is about Rs. 1 crore, increasing by Rs. 2-| lakbs annually so long as the pre- 
sent rate of development is maintained. 

11. — Replies to Questionnaire. 

A. — Road Development. 

1. A copy of the map on a scale of 1 inch==16 miles, taken from the annual 
administration report of the P. W. D., Punjab, Buildings and Hoads Branch, 
for 1926-27 is attached.* This shows the provincial and local boards roads, 
(listinguishing between metalled and immetalled. It also shows railways and 
canals. 

({} In compiling statements of the mileage of roads of different classes 
and ty pes the difficulty arises that as the Punjab has in hand a construction 
programme the figures are subject to change as unmetalled miles are metalled. 
Hence in Table If the present as well as the probable future figures have been 
entered, but in this table as in all others relating to road statistics in these 
replies the figures must be regarded as approximate only. The collecting and 
recording of road statistics has not received much attention in the past and it 
will take some time before this work is systematised and accurate results are 
available. Also the proposals as to alignments of the roads selected for trans- 
fer to the arterial class are sometimes varied when considered in detail, and the 
choice of roads may even be changed before the transfers are completed. 

Also vide Tables I — III printed as Appendix. 

{ii) Vide Tables IV, V (a) and V (6) printed as Appendix.^ 

(in) Vide Tables VI and VII printed as Appendix. 

(iv) The Buildings and Roads Branch of the P. W. D. is the Government 
agency responsible for the construction and maintenance of roads from pro- 
vincial funds. (See Table II|). 

The District Board of the civil district in which the road lies is respon- 
sible for the construction and maintenance of roads from local funds. (See 
Table Illf) . 

(i?) The financing of roads from provincial funds is dealt with in the reply 
to question A-7 (b) and (c). • » 

The cost of constructing and maintaining the roads in the charge of District 
Boards is met from revenue derived from the local rate supplemented by grants- 
in-aid from provincial funds. 

The Communications Board obtain funds for grants-in-aid by submitting 
its budget in September of each year like any other Government Department 
under 41 Citil Works (Y Grants-in-aid) and after consideration by the Finance 
Department and passing by the Legislative Council funds are allotted under^ 
(a) Maintenance, (b) Special repairs, (c) Bridges and roads (development), 
(d) Colony roads (development). 

3£(Zint6ncince, Grants-in-aid made under this head are a definite percent- 
age fixed for each district of the total expenditure on maintenance of the pre- 
\ ions year by' each District Board. The circums tances governing the fixing of 

* Not printed, 
t Printed as Appendix. 
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these percentages are explained in the revised classification scheme. These 
grants-in-aid are made after the accounts of the previous year have Been audited 
by the auditor of the Communications Board. 

Special repairs . — Applications made from time to time by District Boards 
are in^vidually considered by the Communications Board. The percentage of 
grants are governed by the capacity of District Board to pay and the funds 
available. 

Bridges and road's (development ). — District Boards are invited to submit 
proposals in good time for new works to be carried in the ensuing year. These 
are examined by a sub-committee of the Communications Board and the 
selection of works is governed by the funds available and the urgency of the 
works. Here again capacity of District Board to pay governs the percentage 
of grant-in-aid. The recommendations of the sub-committee are then laid 
before the Communications Board in due course for final decision. 

Colony roads (development ). — Generally speaking in colony areas Gov- 
^ernment has already met obligations by providing adequate roads (except in 
the Lower Bari Doab Canal Colony, portions of Multan and Montgomery). 
Government is gradually making up the deficiency by giving annual grants-in- 
aid. 


The method of obtaining these grants is similar to that for bridges and 
roads. 

The procedure regarding administrative approval and technical sanction 
is set forth in the District Works Rules* 1926 (paragraphs 3, 5 and 7). 

(vi) Vide Tables VIII — X printed as Appendix. 

* 

(m) Vide Table XI printed as Appendix. 

V-.. 

2. Tie area of British territory in the Punjab is 99,866 square miles 
(Census of India, 1921, Volume XV, Part II, Table I). It has been explained 
in reply to question 1 {i) that the provincial Government maintains certain 
lengths of roads passing through Indian States, the expenditure figures include 
this charge and the mileage figures take into accoimt these lengths. 

In Table XII below, the lengths given as totals in Table If have been used, 
but as Table If indicates the various stages of road development and the corre- 
sponding lengths, the Eoad Development Committee can select any particular 
stage and calculate the figures accordingly. 

The figure of population used is 20-7 millions for the total population 
and 18-1 milhons for the urban population, the latter figure being calculated 
from the 1921 census return of population not liv ing in “ Towns ”. 


t 


* Not printed. 

I Vide Appendix- 
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(a) 

(b) 

(c) 


TABLE XII. 


<») (ii) 

3-74 21-98 
18-00 106-00 
21-00 121-00 


3. (a) (i) 


Year. 

Provincial le venue. 

(In thousands of Es.) 

Remarks. 

1924.25 

10,85,80 

•> 


1925-26 

' 11,38,56 


^Excluding extraordinary receipts. 

1926-27 

11,01,30 (revised estimate). 


1 

1 


3)33,25,66 


11,08,55 


Year. 

Expenditure on provincial roads from 
provincial revenue. 

(In thousands of Rs.) | 

Remarks. 

1924-25 

34,49 

Expenditure against 60— Civil 

1926-26 

60,87 

Works (capital) not included. 

1926-27 

80,16 

• 


3)1,75,52 


58,51 


58,61 X 100 


1,10,865 

(a) (ii) Rs. 23,80,428 


5*3 per cent- 


its. 1,06,42,602 
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(6) Incidence per head of all road expenditure from provincial revenues- 
5 851 

(i) =0*28 rupee per head of total population. 

5 851 

l — • = 0*32 rupee per head of rural population. 

18,120 


(m) 2*06 annas. 

4. Occasional counts of traffic passing certain points have been made 
mainlv in order to test the necessity for improving level crossings. No attempt 
has been made to undertake a permanent traffic count nor is it considered that 
the expenditure involved in making such a count would be comparable with the 
value of the use which could be made of such data. 


5. The reply to this question is incorporated in the reply to question C.L 

6. The Punjab Government would have preferred to discuss the existing 
road system and its development with reference to the needs of transport 
generally rather than from the limited aspect of motor transport, but as the 
Eoad Development Conimittee cannot but be interested in this wdder view their 
attention is invited to part B-II of the Punjab Memorandum'^ for the Royal 
Commission on Agriculture (2nd edition, 1926-27)-. 

Considered from the point of view of motor transport the defects in the 
existing road system are briefly : — 


{i) insufficient mileage of metalled roads, 

{ii) insufficient width of metalling, 

(m) sharpness of curves on hill roads, 

{iv) liabihty of unmetalled roads to be blocked by water courses, 

{v) existence of dry sandy stretches of road, 

(m) the nuisance from'dust, 

{mi) low standard of maintenance of metalled roads shown by roads in 
charge of local boards. 

The accepted programmes of re-classification and development will extend 
the mileage of metalled roads by about J 00 to 150 miles a year. The standard of 
maintenance of metalled roads by District Boards will probably improve in the 
near future as a result of the adoption of general supervision over the expendi- 
ture of grants-in-aid by the staff of the Communications Board. 

Twelve feet has been adopted as the standard wddth of metalling on arterial 
roads. F or motor transport a width of twenty feet is needed if vehicles are to be 
able to keep to the metalling when passing each other. The unmetalled berms 
are usually soft and dusty and the transition from a metalled surface to the berm 
is liable to strain the steering gear and cause accidents. The constant passing 

of motor vehicles across the edge of the metalling rapidly roughens and wears it 
down. 


The nuisance from dust will be lessened as the use of tar or bitumen extends ' 
and as the metalled width is increased. 

* Not printed, 

M5BDC 


123 


c 


The road maintenaace statistics do not yet show the economic advantage of 
tarring, but the field observations show that a considerable economy is to be 
expected. 


The dangers of motoring on hill roads are being lessened gradually by 
banking the road on curves and increasing their radii, by cutting back the 
hillsides at salients so as to increase the length of the sight line, by the provision 
of cart stands where slow moving vehicles may be parked, by the provision of 
benches where stone may be collected clear of the roadway for repairs and 
renewals, and by widening bridges and culverts. 


With the extension of arterial roads the provision of water-course culverts 
takes an early place in the programme of development. Similarly attention is 
paid to the grassing of sandy stretches and the provision of submersible cause- 
ways is receiving attention. 

7. {(£) The question appears to assume that a programme of road develop- 
ment is to be determined by the needs of motor transport whatever this may 
mean. A provincial programme of road development should be determined by 
the needs of the province for roads and in particular by the necessity of adequate 
facilities for getting agricultural produce to the markets. The development of 
roads for motor transport will uiidoubtedly assist towards these objects — hul 
the fundamental question is the development of road communication in all 
its aspects and not merely the development necessary to keep pace with the 
needs of motor transport. For instance, the needs of motor transport, if by this 
is meant the necessity of providing roads for such transport, might well prove 
so costly as to reduce the amount available for expenditure on roads fit for 
other forms of transport. It is therefore necessary to treat road development as 
a whole and not merely as an incident of motor transport. 

It is possible that a stricter observance of the hcensing regulations would 
bring about a reduction in the present rate at which the number of light motor 
omnibuses is increasing. Much of the excessive wear on water -bound macadam 
roads is caused by the overloading of these vehicles. 

The whole question of motor and motor traffic regulations is coming under 
the consideration of Government. 

A second element of difficulty in forecasting the growth of motor transport 
is that while civil engineers are trying to make roads suitable for motor traffic, 
automobile engineers are trying to make motors suitable for roads. The 
wheeled vehicle is being rapidly improved and it is likely that in the near future 
these chassis will be capable of travelling at speed over any of the unmetalled 
roads of this province. 

The position in short appears to be that motor vehicles are likely to be 
improved so as to make full use of whatever road system is available and that 
whereas there are financial limits to the making and maintaining of roads it is 
not possible to set limits to the development of motor transport though it is 
possible to prevent illegitimate development and to retard legitimate develop- 
ment by excessive direct taxation of the motor and its fuel. The question 
then resolves itself into one of finance and' vfill be dealt with more generally 
in replying to {h) and (c). 
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{b) & (c) It is assumed that these questions relate to road developmerit 
in general and not merely to road development required to keep pace with the 
growing needs of motor transport. 

No rigid principles can be laid down regarding tlie finance of road develop- 
ment, since the method of finance depends on a number of considerations of 
which the following are some : — 


(1) the degree of necessity and the economic value of the 
constructed ; 



(2) the financial resources of the authority responsible for construction : 


(3) the demands on that authority for expenditure on development in 
other departments and their relative importance in comparison 
with road development ; 


(4) the financial return (a) to the constructing authority and (h) to tlie 
public from particular vschemes of road development. 

So far as road development by a provincial Government is conc<vrned, it 
may be said generally that the construction of a road is not a productive 
undertaking. The capital and recurring charges are heavy and the direct 
return is comparatively small. A feature of road finance that has to l>e care- 
fully watched is the rapidity with which the recurring chajges of luainteiuincct 
increase, and for this reason it is necessary, before embarking on a large pro- 
gramme, to consider carefully whether financial resources wall suflice at eacdi vStage 
of the programme to meet recurring charges. 

Having regard to the above considerations, tlie following ])rinciples should 
ordinarily be observed in the finance of road development out of provincial 
funds : — 


(a) Ordinarily road development should be financed out of ordinary 

revenue. 

(b) The rate of construction should be determined by the ability to 

meet the recurring cost of maintenance and the requirements of the 
province in other directions. 

(c) A programme of construction should tlierefore be drawn u|) (vxtiuiding 

over a number of years and framed in accordance with the ]')robable 
available resources of the province, in so far as tliese can 1)e esti- 
mated, the programme being liable to acceleration or retjirdai-ion 
according as the resources prove to be above or below expecta- 
tion. Since the resources available for road development will 
depend on the requirements for other forms of development, these 
in turn should be provided for in definite programmes, so far as this 
is possible. 

(d) If the programme of road development is in excess of a-vailable 

resources, then the excess should be provided for by new taxation , 
and if it is intended definitely to earmark the procecMls of the new 
taxation for road development, it vshould be imiK)sed wltli this 

purpose and with a definite undertfi-king that the proceeds will be 

so devoted. 
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Exceptional cases may however arise in which it is proper and desirable 
that the construction of roads should be financed out of extraordinary receipts 
or out of capital by means of loans. The following may be given as instances ; — 

(1) the construction of roads in an area which is to be brought under 

colonization or some other form of intensive development ; 

(2) the early stages of a programme of road construction in a province 

which, though unable at the moment to meet the capital cost of 
construction, has in sight new recurring receipts out of which the 
recurring cost inclusive of interest on and liquidation of loans can 
be met. 


The above principles have been followed in the Punjab, where the cost of 
road construction and maintenance is met out of revenue, except in the Nili 
Bar, where the cost of construction is met out of extraordinary receipts or 
capital. The justification of the method of finance in the Nili Bar is firstly, 
the necessity of roads for the profit and convenience of new colonies, and secori dl y , 
the fact that an early and comprehensive road programme largely pays for 
itself by securing to Government liigher prices for land which is sold by auctioD, 
and by enabling Governmeiit to impose higher niters of land T’evenne and liigher 
occupiers’ rates than would otherwise' be possible. 


It may be observed tliiit tliere is less linaiiciM 1 ol>jec*.tiuu tlie coiistructio!) 
of a bridge than to tlie construetion of a roa<i out of capital, since for the former 
the recurring cost of maintenance is practically negligible. Where, liowever, 
a bridge is constructed out of capital, the period fixed for the repayment of the 
loan should be comparatively short, and Bhoiild not ordinarily exceed 10 years. 

8. In reply to question 5 it has been stated that the Punjab Communica- 
tions Board is charged with the co-ordination of communications in all its 
forms. Accordingly, the North Western Railway has a representative on the 
Board, and if any question is to be discussed which is likely to affect a foreign 
railway a representative of that railway is invited to attend. 

The Punjab Government has agreed as a general policy to reihain from 
opening new metalled roads (other than arterial communications) which inay 
conflict with railway interests, and the problem of efficient co-ordination is 
constantly before Government. To this end the matter was considered at a 
representative meeting on the 20th June 1927 with special reference to the 
programmes of construction included in the road re-classification schemes. 
The matter is moreover of direct interest to Government in connection with 

those railways for which Government has guaranteed the railway against loss 
in working. 


A categorical reply to this question is not possible and views as to the 
effect of road development on railways will inevitably he divergent, f)ut having 
the interests of the railways so much at heart Government is carefully watching 
the effects as they appear and- is ready to apply correctives directly dis- 
advantageous results are observed. 


Incidentally it may be mentioned that the Punjab Government lias 
adopted a policjr of metalling and improving roads which link arterial roads to 
railway stations. 
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Attention is invited to the portion of the reply to question 7 (a) dealing with 
the advance in automobile design. 

9. (a) J^^Q^timeto time the Punjab Government has submitted specimens 

oi stone for testing as to their likelihood of making durable roads. Technical 

opinion is divided as to the utility of such tests, some engineers holding that 

they do not ahord reliable results. The Punjab Government is not at present 

prepared to suggest any directions in which these testing facilities should be 
extended. 


(6) (i) Short experimental lengths of various tar and bituminous treatments 
as well as of cement concrete have been tested on heavily trafficked sections of 
road near Lahore, and those which gave most promise of success are now being 
tried on a more extensive scale in various parts of the province In the absence 
of special plants for reprodncing artilicMly the esLs of high templates 
combined with traffic in an intensified form, however, it will necessarily take 
some years before definite conclusions are reached. 


(b) (ii) The effect of different classes of traffic upon roads and similar 
questions are being carefully observed by the officers of the Buildings and 
Rioacls Branch, and by the Engineer-Secretary of the Communications Board, 
and the results of these experiences find expression in either separate special 
reports (as for ex^ample, the report* by Rai Sahib Lala Sant Pwam, Executive 
engineer, on the effect of motor bus traffic on the Grand Trunk Road between 
Lahore and Amritsar) or in the reports to the annual maintenance. 


(c) Officers of the Punjab Government have from time to time been deputed 
to visit road work in progress outside the province and to report the result for 
the benefit of Government and the Communications Board. 

Technical papers have been obtained from other provinces and Puniab 
papers have been supplied. ^ 

_ The Government of India Library and the Imperial Library, Calcutta 
might well arrange to receive several copies of all such Hterature, and from 
time to time issue a separate up to date sectional catalogue to keen officers 
informed of the information which is available. ^ 


(d) The cost of carrying out the suggestion in (c) is not likely to be so great 
as to need any special financial provision. “ 

The Punjab Government agrees that the expenditure of funds on experi- 
ment and research is justifiable but as to the particular method of financing such 
expenditure would invite a reference to their reply to question A. 7. ^ 

B.— Motor Transport and Motor Taxation. 

As the Indian Motor Vehicles Act came into force only in 1914 and the 
rales governing the registration of motor vehicles were framed by the local 
Government in the year 1915, vide Punjab Government Notification No. 552 

(C and I), dated the 1st April 1915, the information for the year 1913-14 can- 
not be supplied. 


* Not received. 
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TABLE XII-A. 


Progressive total of motor vehicles registered in 

THE Punjab. 

Up to the end of 19.13 . . 

463 

1 

Up to the end of 1914 . . 

.. 819 

!?} 

Up to the end of 1923 . . . . 

.. 6,683 

Up to the end of 1924 . . 

.. 7,696 

Up to the end of 1925 . . 

. . 9,044 

Up to the end of 1926 . . c = = , 

. . 10,815 

Up to the end of 1927 . . 

. . 13,480 

The above figure for 1927, does not include some 700 cars running under 
registered numbers of other provinces, nor does it include 69 commercial 


lorries (weighiag more than 2 tons) which are registered by Deputy Commis- 
sioners. The progressive totals do however include the figures for commer- 
cial vehicles given separately below in case they are of use. 

TABLE Xn-B. 

Pkogkessive total of motor vehicles for commercial purposes register- 
ed IN THE Punjab. 


Up to the end of 1923 . . 

• * • • 

. . 273 

Up to the end of 1924 . , 

• • • 

.. 325 

Up to the end of 1926 . . 

♦ * • • 

. . 373 

Up to the end of 1926 . . 

* • » \ 

. . 436 

Up to the end of 1927 . . 

• » • • 

. . 531 

The a])ove does not include lorries 

weighing more 

than 2 tons. 


Table XIII shows the number of motor vehicles registered in the years 
1923-24 to 1926-27— 


TABLE Xin. 

1923-24. 1924-26. 1925-26. 1926-27. 


(a) Private cars 

446 

686 

762 

819 

(b) Lorries including buses . . 

139 

162 

210 

641 

(c) Taxis . . 

84 

79 

129 

116 

(d) Comnaercial goods vehicles 

26 

5.7 

40 

73 

(e) Motor cycles . . . . . 

172 

162 

267 

275 

Total 

867 

1,146 

1 ,408 

1,924 


* Separate records for urban and ruraUaus services are not maintained. 
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2. This question has been referred to in the reply to question A. 7 (a). 

»• 

3. A. — PKOVmCIA.L TAXATION. 


(1) The Punjab Motor Vehicles Taxation Act.—ThePnamh Motor Vehicles 
axation Act came into force with effect from 1st April 1925. It was amended 

+ 1 , + “ order to relieve commercial vehicles of part of 

statereSTelo^f commercial vehicles are given in the 


Statement showing the anniud tax on motor vehicles as levied bij the Act of 1924 

and as amended hj the Act of 1925. 


Amendment 

Act of 1924. Act of 

1925. 


Rs. 

1. Cycles (including motor-scooters and 
cycles with attachment for propelling 
the same by mechanical power), not 
exceeding 8 cwt. in weight, unladen — 


(a) Bicycles not exceeding 200 lbs. in 
weight unladen 

15 

15 

(6) Bicyles exceeding 200 lbs. in weight 
unladen 

* • • mm 

30 

30 

(c) Bicyles if used for drawing a trailer 
or side-car, in addition 

10 

10 

(d) Tricycles 

40 

40 

Vehicles not exceeding a cwt- in weight 
unladen, adapted and used for invalids. 

5 

5 

Vehicles used solely in the course of trade 
and industry for the transport of goods 
(including tricycles weighing more than 

8 cwts. unladen) — 



(a) Electrically propelled, but not exceed- 
ing 25 cwts. in weight, unladen . . 

35 

35 

(6) Vehicles other than such electrically 
propelled vehicles as aforesaid, 
not exceeding 12 cwts. in weight,' 
unladen 

■ • • « 

50 

25 
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Act of 1924. 


(c) Vehicles exceeding 12 cv9*ts. but not 

exceeding one ton in weight, un- 
laden 

(d) Vehicles exceeding one ton^ but 
not exceeding 2 tons in weight, 
unladen 

(e) Vehicles exceeding 2 tons but not 

exceeding 3 tons in weight, un- 
laden 

(/) Vehicles exceeding 3 tons but not 
exceeding 4 tons in weight, un- 
laden 

(g) Vehicles exceeding 4 tons in 
weight, unladen 

(k) Vehicles if used for drawing a 
trailer, in addition for each 
trailer; x3rovided that two or 
more niotor-vehicle.s sliall not be 
chargeable under this clause with 
respect to t he same tiuiler 

4, Vehicles plying for hire and used for the 
transport of passengers — 

* Vehicles plying for 
hire and ordinarily 
used for the trans- 
port of passengers 
within the limits of 
a municipality or a 
cantonment — 

(a) Tram-cars 

(&) Other vehicles seating not more 
than four persons 

(o) Other vehicles seating more than 
four persons but not more than 
six persons . . . . 

(d) Other vehicles seating more than 
six persons for every additional 
person, that can thus be seated 
up to 32, in addition . . 

(e) Other vehicles seating more than 

32 persons . . 

*4-A. Vehicles plying for hire, and ordinarily 
used for the transport of passengers 
outside the limits of a municipality or 
a cantonment or horn a point situated 
within the limits of a municipality or 
cantonment to a point situated outside 
such limits or within the limits of an- 
other municipality or cantonment — 

(a) Tram-cars . . . , 



75 


150 

200 

300 

400 


50 


15 

50 

75 


6 

700 


15 


Amendment 
Act of 
1925. 

Es. 


374 


75 


200 

300 

400 


50 


15 

50 

75 

6 

700 


15 


* Changes introduced by the Amendment Act of 1925- 
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(b) Other vehicles seating not more 
than four persons 

(c) Other vehicles seating more than 

four persons, but not more than 
six persons . . 

(d) Other vehicles seating more than 
six persons but not more than 
twenty persons. 

(e) Other vehicles seating more than 

twenty persons, for every addi- 
tional person that can thus be 
seated up to 32 

(/) Other vehicles seating more than 
32 persons 

5. Motor- vehicles other than those liable to 
tax under the foregoing provisions of 
this schedule : — ■ 

(a) Seating not more than one person 

(b) Seating not more than three per- 

sons 

(c) Seating not more than four per- 

sons 

(d) Seating more than four persons, 

for every additional person that 
can be seated 


Act of 1024* 

Amendment 
Act of 
1925. 

Rs. 

Rs. 

50 

30 

75 

40 

Rs. 75 + Rs. 6 for 

50 

every person in 
excess of 6, 


Ditto 

Rs. 50 + Rs. 6 for 


every person in ex- 
cess of 20. 

700 

700 

40 

40 

60 

60 

«8 

80 

80 

20 

20 


(2) Registratio?i fees, — Under the Punjab Motor Vehicles Rules, 1915, the 
following registration fees are imposed : — 

Ps* 

For motor cycles . . . . . . . . . . . . 4 

For a motor vehicle other than a vehicle exceeding 2 tons in weight 

unladen . . . . . . . . . . . . 16 

For a general number for vehicles on trial . . . . . . . . 30 

For a vehicle exceeding 2 tons in weight . . . . . . . , 32 

(3) Driving licences. — Under Part III of the Punjab Motor Vehicles 
Rules, 1915. 


The fee for a driving licence is Rs. 2 per annum. 

(4) Tolls under Section 2 of Act VIII of 1851. 

The rates of toll are fixed by Gazette Notification and the right to collect 
the toll for a specified period is auctioned publicly, e,g ., — 

Rs, 

Salgrams bridge mile 16/17 Rawalpindi-Kohala Road, 

1st April 1925 to 31st March 1928 . . . . 90,525 per annum. 

Kohala bridge -Rawalpindi -Kashmir Road, 1st April 

1925 to 31st March 1928 .. .. 38,100 


MSRDO 
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B. — Taxation by local bodies. 

Taxation of motor transport by local bodies is— 

(1) by means of octroi or terminal tax on import in respect of new 

motor vebicles, petrol, oil, tyres and accessories. 

(2) by means of vehicle tax under Section 61 (1) (c) of the Punjab 

Municipal Act in 12 municipalities ; usual rate Rs. 3 per mensem 
on motor cars, Rs. 2 per mensem on motor cycles with side cars 
and Re. 1 per mensem on motor cycles without side cars. 

[Further particulars are given in Beazley’s Municipal Law and Practice 
■ (2nd Edition) Appendix L. V. 1.] 

(3) by means of a toll under Section 61 (1) {d) of the Punjab Municipal 

Act in the municipality of Murree, at rates on each occasion 
of entry from Re. 1 in the case of a motor car carrying 
not more than 4 persons up to Rs. 4 for a motor carrying 13 or 
more persons ; 8 annas for a motor cycle and 12 annas for a motor 
cycle with side car : amount received in 1926-27 Rs. 18,100. 

[Further particulars are given in Beazley’s Municipal Law and Practice 
(2nd Edition) Appendix L. VI.] 

(4) by means of licence fees for motor vehicles licensed to ply for hire. 

(In Lahore fees are Rs. 8 per mensem for motor cars and Rs. 16 
per mensem for motor buses.) 

Note. — Rs. 5,000 were received byway of rent for storage or parking facilities in 
1926-27. 

4. The proceeds of provincial motor taxation are not allocated to ex- 
penditure on roads or specifically to any other purpose. In present circum- 
stances the question of specific allocation is of academic interest in the Punjab. 

In 1926-27 the proceeds of motor taxation were less than 3 lakhs, while the . 
expenditure on roads was 94 lakhs. 

Similarly the proceeds of local taxation are not allocated to expenditure ' 
on roads but to the general revenues of the local body. 

5. {a) & (6). There is no practice in this province by which any source 
of revenue is allocated to a specific object of expenditure. The revenue 
receipts of Government, from whatever source they may be derived, are 
regarded as a. fund which, taken over a number of years, determines the 
revenue expenditure of Government in all its departments. The expenditure 
of any particular department is not regulated by the amount it has contributed 
to the fund. Any surplus which remains after provision has been made for 
the unavoidable commitments of Government, is distributed in the shape 
of new expenditure among the various departments according to the com- 
parative importance of their requirements, as determined by the Executive 
Government, and, in the case of voted expenditure, as approved by the Legis- 
lative Council, The Punjab Government is not in favour of any departure 
from the principle that the authority which has the power to tax should, 
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subject to the control of the Legislative body, have the power of disposal 
of the proceeds as it thinks proper. The only exception is where a specific 
pledge is given that the proceeds of a particular tax shall be devoted to a 
definite purpose ; and it considers that this expedient should he rarely 
adopted. 

Where the taxing authority is different from the authority whose ex- 
penditure determines the amount of the proceeds of the tax, a case may exist 
for the readjustment of the powers of taxation, but this is a diffierent question. 
It might be argued, for instance, that so far as motor taxation is concerned, 
centra] revenues benefit largely through the expenditure by the provinces 
on roads ; but a similar argument could be applied to other sources of central 
revenue, and the question as to whether the Government of India should 
surrender this or that power of taxation to the provinces can be determined 
only by a far reaching examination, which is outside the present terms of 
reference and which would embrace a survey of the resources and requirements 
of the central and each provincial Government. • 

It may be observed that since the expenditure on roads is voted, it is 
impossible under the present constitution to provide any ^ effective means 
by which the proceeds of motor taxation can be indefinitely^ earmarked 
for road development. The members of one Legislative Council could not 
bind their successors ; indeed, a resolution to this effect passed by the Legisla- 
tive Council would be liable to reversal by the same Council. 

It is only in a few large municipalities that there are any considerable 
lengths of road used by motor vehicles and the amounts spent on roads pro- 
bably in all cases already exceed the amounts received by way of taxation 
of motor vehicles : to allocate such receipts definitely to expenditure on roads 
would therefore not affect the existing position. 

6. {a) Central . — Customs duties — 

on motor cars and accessories and on petroL 

(b) Provincial — 

(1) Direct taxation payable by owners of vehicles and assessed either 

on horse power or seating capacity. 

(2) Registration, /ces— which should at least cover the direct and in- 

direct cost of registration — but should not be a considerable 

source of revenue. 

(3) Driving licence fees — as for (2). 

(c) The extent to which motor vehicles are already taxed locally is ex- 
plained in reply to question B (3). The matter has not yet been fully considered 
by Government, but as a general principle it is undesirable to allow further taxa- 
tion by local bodies, in view of the fact that such vehicles are subject to both 
central and provincial taxation. If provincial taxation were taken off, the 
most suitable form of local taxation would appear to be vehicle taxes at flat 
rates for different classes of private vehicles and licence fees at flat rates for 
different classes of vehicles kept or plying for hire, , 
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7. (a) The Punjab Government is not opposed in principle to the pro- 
posal of the Bombay Government that an additional duty should be imposed 
on petrol for the purpose of road development in the provinces. With regard 
to the extent of the increase, it has not statistics available from which it 
can form an opinion as to whether the doubling of the duty as proposed by 
the Bombay Government would or would not cause a large reduction in con- 
sumption ; but it apprehends that a considerable reduction would occur. 
It is also doubtful as to whether the public are at present sufficiently interested 
in road development to support an increase in the duty of petrol, which would 
have the effect among the poorer owners of motor cars of curtailing to some 
extent the use of their cars. The system of direct motor taxation at present 
in force in the Punjab provides for discrimination in favour of commercial 
vehicles. Such discrimination is not possible, or would at least be very 
difficult, in the case of a tax on the consumption of petrol, and if it were still 
considered desirable to discriminate in favour of commercial vehicles, it 
would be necessary to retain some form of direct taxation. The present 
view of the Punjab Government is that even if an additional duty were imposed 
on petrol, it would retain the direct taxation now in force. 

(b) While the Punjab Government is not opposed to the principle of an 
extra duty on petrol, its support of the projjosal would depend on the method 
of distribution of the proceeds of the tax. It is strongly opposed to the pro- 
posal of the Bombay Government that the "distribution should be on the basis 
of consumption. Such a system would benefit provinces with large cities, 
such as Bombay, Calcutta, Madras and Rangoon, and would inevitably raise 
a claim from the municipal bodies of those cities to a share of the proceeds. 
The distribution would have no correspondence with the development of inter- 
provincial communications and of main and arterial roads ; nor would it 
necessarily correspond with the efforts the various provinces were themselves 
making to develop roads out of their own resources. It would, therefore, fail 
to achieve the primary objects of the scheme of road development. 

8, (a) Import duty — 

Ad valoram. 

(b) Registration and licence fees — 

Plat rates for all vehicles. 

(c) Motor taxes — 


In the 
factor. 


(1) According to weight for heavy vehicles. 

(2) According to horse power or seating capacity for light vehicles. 
Punjab convenience of assessment has been the chief dotermininv 
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9. (a) Central taxatioji — 

It is not practicable or desirable to place maxima limits on the powers 
of the central authority in regard to taxation — if the suggestion 
is that these should be imposed by statute. 

(b) Provincial — 

As in (a). 

(c) Local — 

As in (a). 

Generally , however, it is both practicable and desirable that (1) central taxa- 
tion should not be so heavy as to check the development of motor transport ; 
(2) that provincial taxation should not be so heavy as to encroach on central 
revenues by checking imports, (3) that local taxation should not encroach 
on provincial. 

With regard to central and local, the taxation authorities may be trusted 
to hold the balance fairly even ; but as between provincial and local autho- 
rities the latter being more likely to consider local interests must be subject 
to the control of provincial Governments in so far as their taxation pro- 
posals must be subject to the sanction of local Governments. 

10. It has been suggested that all taxation should be central or provincial, 
but as motor vehicles undoubtedly damage roads for the upkeep of which local 
bodies are responsible, it is only fair that they should receive some share of the 
taxation. They could be compensated for loss — 

in respect of octroi and terminal tax, by a share of the initial registra- 
tion fee ; in respect of vehicle tax, by a share of the provincial 
tax ; in respect of licence fees, by a share of the fees for road 
certificates and licences issued under the provincial rules made 
under the Motor Vehicles Act. 

The necessary changes could be made by Government in exercise of its power 
of exempting any class of persons or property from any municipal tax so far 
as octroi, terminal tax and vehicle tax are concerned and of cancelling con- 
firmation of bye-laws so far as licence fees are concerned. 

11. This question has been partly dealt with in the answer to question 
No. 5. It may be added that a road fund such as is contemplated could not 
be placed outside the powers of control of the Legislative Council, which could, 
therefore, refuse (a) to vote a credit to the fund, or (6) to vote expenditure 
on roads out of the fund. If the amount of accumulations in the funds 
became considerable, it would be liable to be raided, while its existence might 
well tend to defeat its own object by encouraging the idea amongst members 
of the Council that the provision for roads should be limited by the amount 
in the fund. Since motor taxation is unlikely for many years to provide 
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a suin approximating to tte amount required for^expenditure on roads and 
since, therefore, a large part of the road expenditure will have to be met out 
of other sources of revenue, it is not in the opinion of this Government sound 
policy to attempt to limit the control of the Legislative Council over road 
expenditure by the creation of a road fund. The preferable course would 
appear to be to convince the Legislative Council of the necessity of roads 
and to trust them to make liberal provision in accordance with the financial 
resources of the province and the requirements of other departments. 

12. The ideal way of providing funds for road development would be for the 
Central Government to reduce the taxation on motor vehicles, accessories and 
petrol and so enable provincial Governments to levy higher taxation. There 
would then be no necessity to amend the Devolution Eules. The Punjab 
Government, however, recognises that there are practical difficulties in the way 
of reduction of central taxation and its substitution by provincial taxation. 
It, therefore, considers, as circumstances allow, that the Government of India . 
should surrender, to the provincial Governments for the purposes of develop- 
ment a share of its revenue derived from taxation on motor transport, 
whether such revenue is obtained from excise duty on petrol or from a custom 
duty on motor vehicles and their accessories. This would involve an amendment 
of the Devolution Eules, the particular form of which the Punjab Government 
is content to leave to the Government of India. 

13. The question assumes the allocation of central revenues for the pur- 
pose of provincial development of roads. A portion of the amount thus grant- 
ed should be spent on central research, the balance being available for expen- 
diture on provincial development. In the opinion of the Punjab Government 
regard should be paid to the following considerations in the distribution of 
*the balance; — 

(i) the system of distribution should give an incentive to provincial 
Governments to develop roads out of their own resources ; 

{ii) it should have regard to the expenditure on roads by provincial 
Governments relative to their resources ; and 

(m) the amount distributed should supplement and not replace the 
expenditure of provincial Governments out of their own resources ; 
and a reduction of provincial expenditure on roads, taken over 
a number of years, should involve withdrawal or reduction of 
the grant-in-aid from the Central Government. 

The above objects could be attained by a system of block grants to pro- 
vincial Governments, and the Punjab Government would prefer that system. 

If, however, the Government of India prefer a system of allocation for specific 
objects, then the Punjab Government considers that the assistance given 
from the revenues of the Government of India should be in direct proportion 
to the amount spent by a province on the maintenance of existing trunk 
roads plus the amount spent on the construction of new trunk roads, the classi- 
fication of trunk roads being made by the Government of India on the advice 
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of a committee ill wMcK each province would be represented. It may be 
observed that the last method of distribution proposed, taken with the con- 
ditions beforementioned, would liberate funds now spent by provincial Govern- 
ments on the maintenance of trunk roads for expenditure on roads of provincial 
importance only, and would therefore encourage a general programme of road 
development. It would not, however, necessarily assist the various provinces 
in proportion to the efforts which they themselves were making to provide 
adequate roads. One method by which the latter result could be achieved 
would be to divide the available balance in proportion to the total expendi- 
ture on roads met out of ordinary revenues multiplied by the percentage 
which such expenditure bore to the total ordinary revenue of the province ; 
for instance — 


1 

Province. 

2 

Total 
ordinary 
revenue — 
receipts in 
lakhs of Ps. 

3 

Total 

expenditure 
on roads out 
of ordinary 
revenue, 
lakhs of Rs. 

4 

Percentage 
of 3 on 2. 

5 

Multiple of 
columns 3 
and 4. 

A • • • • 

2,000 

100 

5 

500 

B .. 

800 

80 

10 * 

800 

c 

3,000 

90 

3 

270 

D 

3,000 

180 

1 

6 

1,080 


The distribution between these four provinces would be in the proportion 
of 600 : 800 : 270 : 1,080. 


It is not suggested that the above formula is necessarily the most suitable, 
but if a system of block grants be adopted, regard should be paid in some form 
or another to the percentages which expenditure on roads bears to the ordinary 
revenue resources of the various provinces. 

14. Vehicular traffic other than motor transport is already taxed in the 
form of tolls, and in the form of a wheel tax by certain mi^cipalities, but 
on the question of the allocation of the proceeds of such taxation to road deve- 
lopment attention is invited to the reply given to question B. 11. 

15. No. 


0. — ^Road Boabbs. 

1. The co-ordination of < 
rail, tram, ropeway, water an 
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munications Board established in accordance with Punjab Government 
Resolution’** No. 27509 of 10th December 1919. 

In the event of any proposal affecting Indian States coming under con- 
sideration steps are taken to co-opt a member to represent their interests, 
and similarly when any question affecting inter-communication with adja- 
cent provinces is to be discussed a representative of that province is invited 
to attend. 

The Board exercises the powers of the local Government in according 
administrativeapprovaltoallprojectsof District Boards to the cost of which 
it contributes, and also to all communications projects of District Boards 
estimated to cost Rs. 30,000 or over. The grants-in-aid to District Boards 
voted by the Legislative Council are distributed by the Board in accordance 
with a carefully devised procedure. 

The present membership of the Board is given below : — 

1. The Hon’ble Minister for Agriculture, President. 

2. The Financial Commissioner, (Development), Punjab. 

3. The Chief Engineer, Punjab, P. W. D., Buildings and Roads Branch. 

4. The Chief Engineer, Punjab, Irrigation Branch. 

6. The Chief Engineer, Punjab, P. W. D., Sutlej Valley Project, Irrigation 
Works. 

6. The Secretary to Government, Punjab, Finance Department, 

7. The Secretary to Government, Punjab, Transferred Departments. 

8. The Director of Agriculture, Punjab. 

9. The Director of Industries, Punjab. 

10. The Chief Conservator of Forests, Punjab. 

11. The Agent, North Western Railway, Lahore. 

12. The Senior Government Inspector of Railways, North Western Railway, 

Lahore. 


Non-officials. 

13. Mian Beli Ram, Pleader, Hoshiarpur. 

14. Sardar Tara Singh, B.A., LL.B., Moga, Ferozepore District. 

15. Sardar Randhir Singh, Sialkot Cantonment. 


* Not received. 
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16. Pir Sayad Muliammad Hussain, M.L.C., Shergarh, District Mont- 
gomery. 

17 Khan Sahib Khan Muhammad Saifullah Khan, M.L.C., Isa Khel, 
District Mianwali. 


18. Ch. Zafrullah Khan, Bar-at-Law, M.L.C., 1, Napier Koad, Kahore. 

19. Rai Bahadur Lala Sewak Ram, M.L.C., 8, Nisbet Road, Lahore. 

20. Engineer Secretary (Mr. S. Gr. Stubbs, O.B.E., I.S.E.). 

In replying to question B-1 1 the intimate concern of the Legislative Council 
with questions of road development and maintenance has been mentioned. 
By attending the meetings of tlie Communications Board opportunity is 
afforded to selected members of the Legislative Council to become famihar 
with these problems and they are thereby enab-led to bring to the debates 
a knowledge of the facts winch is invaluable. 

Without the advice of such a Board collecting not only official represen- 
tatives of the (lepartmeirts directly and indirectly concerned (such as Rail- 
ways forests, agriculture, etc.), but also influential men from the districts, 
the^ Ministry would have to rely on the single opinion of a Secretary. It would 
be unfair to e.vpect a single officer either to have knowledge of an all-embrac- 
ing order to come to tlie best decisions on every fpiestion, or to shoulder such 

a responsibility. 

Hence as an adjunct to the present system of Government by w hich funds 
are voted by the Legislative Council for the development and maintenance 
of roads it is considered that the Communications Board is of undoubted 

value. 

2. The Puiiiab Governnieiit i» in favour of a Central Road Board., having 
regard to the proposal in Bub-clause (a) of the question and the purposes men- 
tioned in sub”clauses (6), (o) and {d). 

3 The Central Road Board should be so constituted as to contain repre- 
sentatives of the Government of India in the Finance, Army, Commerce 
Public Woj'ks, and Railway Departments, and two representatives of ea h 
province. The provincial representatives would ordinarily be oue finance 
L.d one technical expert, but it should be left to provincial Govern- 
ments to nominate what representatives they wish. 

The functions of the Central Road Board should be advisory only, the 
Government of India and provincial Governments retaimng full 
to act or not to act on their advice, according as the advice related to central 

or provincial subjects. 

4. The Punjab Government cannot suggest a more suitable method of 
co-ordination than occasional meetings of the interests concern«y^ It is 
opposed to any form of direct control by the Central Government or a body 

appointed by it« 



139 


APPENDIX. 

TABLES I— in. 


{Vide quostiou No. A.-1 {i) of questionnaire)* 

TABLE I. 

Mileage of roads of different classes and types. 


o 

.1 

Mileage. 


Class. 1 

Metalled. 

Unmetalled. 

Total 

1. L6iigtli of roads niaintaiiiod from pto- 
vincial funds on 31st March 1924, that 
is before the introduction of the road 
reclassification scheme 

1,17() 

762 

1,938 

2. Additional lengtli of roads to be main- 
tained from proviucidl funds under the 
first instalment of the road reclassifica- 
tion scheme 

613 

1,017 

1,630 

3. Additional length of roads to be main- 
tained from pTovificidl funds under the 
second instalment of the road reclassi- 
fication scheme 

351 

803 

1,154 


2,140 

2,682 

4,722 

4. Additional lengths of roads_ which may be 
maintained from provincial funds when 
the Nili Bar Scheme is completed 

471 

I 

383 

854 

5. Total length which may be maintained 1 
from provincial funds when the first 
and second instalments of the road 
reclassification scheme and the Nili Bar 
Scheme are completed 

2,611 

2,965 

5,576 

6. Length of main (Class II) roads to be 
maintained from local funds (assisted 
by provincial grants-in-aid made 
through the Communications Board) when 
the second instalment of the 'road i^e- 
classification scheme is completed . . 

1 

998 

1 

6,777 

7,776 


3,609 

9,742 

13,351 

Length of other roads maintained from 
local funds, excluding village lanes . . 

131 

12,242 

12,373 

Total of all classes and types (excluding 
village lanes ^ 

3,740 

21.984 

26,724 
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The roads maintained from provincial funds include not only those classi- 
fied as arterial (or Class I), but also certain roads hnking arterial roads to 
railway stations, certain hill roads, and certain roads within municipal limits. 

Certain of the arterial roads pass through Indian States, for example 
the Grand Trunk Eoad, and the Ambala- Tibet Road, and these lengths are 
maintained at present from provincial funds. The expenditure on such 
lengths is not booked separately. 

Details of the roads maintained bom provincial funds are given in Table II. 

The roads maintained from the funds of District Boards, assisted by 
grants-in-aid from the provincial Government made through the Communica- 
tions Board, are those classified as main (or Class II) and other roads (or Class 
III). Details of the roads (by districts) maintained from the funds of District 
Boards are given in Table III. 

In addition to the roads of the three classes mentioned, there are village 
lanes, but no particulars are available as to their length or cost of mainte- 
nance. There are also roads alongside the canals maintained by the Public 
Works Department Irrigation Branch, some of these are metalled but the 
majority are unnietalled. Usually the road on one side is reserved for the use 
of inspecting officers and other persons wishing to use it have to obtain a special 
pass from the Irrigation Branch ; on the other side is frequently a road along 
which, traffic is allowed to proceed freely. 

No figures of mileage of thes e canal roads are included in Table I^ 


TABLE IL 

Details of the roads to be maintained from provincial funds. 


Name of road. 

Grand Trunk Road (Art. No. 1) 
Lahore-Mianwali (Art. No. 2) 

Lahore-Bhakkar (Art. No. 3) 

Lahore-Loralai (Art. No. 4) 
Lahore-Ludhiana (Art. No. 5 
Belhi-Montgomery (Art. No. 6) 

Delhi -Alwar (Art. No. 7) . . 


Campbellpur-Hatti (Art. No. 8) . . 

Taraaul-Khushalgarh (Art, No. 9) 
Fatehjang-Manwali (Art. No. 10) . , 


Mileage. Remarks. 

547 The mileage includes link roads. 

126 Arterials Nos. 16, 25 and 40 are 
blanks. 

229 Arterials Nos. 1-26 constitute the 
first instalment of the road 
reclassification scheme. 

326 

135 

276 Arterials Nos. 27-41 are in the 
second instalment. 

67 The total in this table does not 
correspond exactly with the 
total in Table I, and for present 
Table III inay be regarded as 
the latest available. 

8 

67 

42 
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Name of road. 

MUeage 

Rawalpindi -Kohala (Art. No. 11) . . 

65 

Jiielum-Talagang (Art. No. 12) 

77. 

Wazirabad- Jammu (Art. No. 13) . . 

34 

Amritsar-Baijnath (Art. No. 14) 

150 

Chakki-Dalhousie (Art. No. 15) 

40 

Ferozepore-Fazilka (Art. No. 17) . . 

53 

Jullundur-Dharamsala (Art. No. 18) 

111 

DelM-Muttra (Art. No. 19) .. 

48 

Ambala-Tibet (Art. No. 20) 

270 

Saharanpur-Pipli (Art. No. 21) 

32 

Robtak-Bbiwani (Art. No. 22) 

27 

Sobna-Rewari (Art. No. 23) 

25 

Muzaffargarb-Aiipur (Art. No. 24) . . 

52 

Dera Gbazi Kban-Mitbankot (Art. No. 26) . . 

81 

Pakpattan-Multan (Art. No. 27) . . 

120 

Lyallpur-Sargodba (Art. No. 28) 

61 

Sambrial-Pindi Bbatian (Art. No. 29) 

75 

Piudi Bbattian-Jhang (Art. No. 30) 

73 

Labore-Moga (Art. No. 31) 

74 

Bbimber-Sbabpur (Art. No. 32) 

120 

Jaranwala-Okara (Art. No. 33) 

38 

Sialkot- Amritsar (Art. No. 34) 

80 

Gojra-Sborkot (Art. No. 35) 

45 

Sonepat-Rewari (Art. No. 36) 

80 

Hissar-Karnal (Art. No. 37) 

104 

CampbeUpur-Pindi Gbeb (Art. No. 38) 

50 

Toba Tek Singb-Sbeikb Fazal (Art. No. 39) . . 

47 

Kabirwala-Jbang (Art. No. 41) 

66 

Other roads now in P. W. D. charge 

' 624 

Other roads in Nili Bar Scheme 

854 

1 

6,299 


Memories* 
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TABLE III. 

Roads to be maintained from the funds of the District Boards assisted by 
grants-in-aid, when the second instalment of the road reclassification 


scheme is completed. 



District. 


Hissar 

Rohtak 


Gurgaon 


Karnal 


5 Ambala 

6 Simla . . 

7 Kangra 

8 Hoshiarpur 

9 Jullmidur 

10 Ludhiana 

11 Ferozepore 

12 Lahore 

13 Amritsar 

14 Gurdaspur 

15 Siaikot 

16 Gujrauwala 

17 Sheikhupura 

18 Gujrat 

19 Shahpur 


Mileage of roads, metalled and unmetalied. 


Class II (District Board 
roads receiving grants 
from Communications 
Board) roads. 


Class III (District 
Board roads receiving 
no grants from Com- 
munications Board) 
roads. 


Metalled. Unmetalled. Metalled. Unmetalled. 


425 


149 


228 ^ 


264 


327 


243 


220 


254 


206 


322 


284 


279 


230 


405 


428 


387 


270 


360 


404 


190 


197 


313 


390 


145 


335 


428 


511 


241 

382 


575 
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• 


Mileage of roads, metalled and unmetalled. 

C.: 

No. 

•* 

District, 

Class II ( District Board 
roads receiving grants 
from Communications 
Board) roads. 

Class III (District 
Board roads receiving 
no grants from Com- 
munications Board) 
roads. 



Metalled. 

Unmetalled. 

Metalled. 

Unmetalled, 

20 

Jh.elum 

11 

1 

261 


i 710 

21 

Rawalpindi 

31 

270 

• i 

556 

22 

Attock 

10 

281 

6 

474 

23 

MianwaH 

• • 

82 

2 

433 

24 

Montgomery 

30 

326 

8 

1,027 

25 

Lyallpur 

87 

203 

2 

649 

26 

Jliang • . « • • • 

11 

236 

1 

369 

27 

Multan 

32 

390 

• • 

1,181 

28 

Muzaffargarh 

• • 

374 

1 

393 

29 

Dera Ghazi Kkan 

m # 

50 

• » 

176 


Total 

998 

6,777 

131 

12,242 
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TABLES IV, V(a) and V (b). 

{Vide question No, A.-l {ii) of tlie questionnaire). 

TABLE rV. 

The principal bridges maintained from provincial funds are given below. 


Name of road. 

Name of river. 

Length 

in 

feet. 

District. 

Grand Trunk Road . . 

Markanda 

Tangri 

Ghaggar 

1,060 

432 

420 

Kamal 

^Ambala, 


Sutlej . . 

2,200 



East Beyn 

280 

Jullundur. 


Beas . . 

1,800 

J 1 


Ravi 

1,311 

Lahore. 


Palkhii 

Chenab 

426 

2,415 

1 

^Gurjranwala. 


Bhimber 

902 

Gujrat. 


Jbelum 

4,500 

■N I 


Dina NuUa 

400 

»• Jbelum. 


Bakrala Nulla . . 

480 

J I 


Bbai Kban 

280 

^ j 

-Rawalpindi. j 


Sohan . . 

1,185 

J j 


Wab . . 

Dhamrab 

XXaro . . « . 

♦ 

Xndus . . 

360 

300 

400 

• • 

^ I 

^'Attock. j 

< 

Labore-Mianwali 

Jbelum 

• • 

Sbahpur . . j 

Lahore-Loralai 

Trimah 

3,400 

Muzaffargarb • • M 

Lahore-Ludbiana 

Sutlej . . 

• • 

Lahore • * M 

Delhi-Montgomeiy . . 

Sutlej . . 

• * 

Ferozepore. 

Rawalpindi-Kobala . . 

Jbelum 

320 

Hazara. 

^miitsar-Kulu 

Chakki 

Beas . . 

Beas . . 

• • 

• • 

356 

Kangra. 

^Mandi State .. 

Idjj*Upui-Saxgodh» > - 

Cbenab 

* • 

Lyallpnr .. C 

Affintsar-SiallEot 

Ravi . . 

• • 

Anoiitsar .. C 


Remarks. 


Near Shahabad. 


bridge. 

Do. under construc- 
tion at Kbushab. 
,oadway crosses over rail- 
way bridge. 

ew bridge under construc- 
tion. 


3 Mandi. 
3penaion 
Pandob. 


bridge at 


bridge under construction 
at CMniot. 


at Bera Baba Nanak. 
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TABLE V {a). 

List of bridges over 100' long on district roads maintained from other than District 

Board funds. 


Serial 

No. 

of 

bridge. 

Name of river, canal or 
nulla. 

Name of road. 

Remarks. 

1 

2 

River Chenab 

River Sutlej 

Jhang-Sargodha 

Jullundur-Ferozepore . . 

Combined railway and 
road bridge. 
Combined railway and 
road bridge. 

3 

Sirhind Canal. (Escape 

channel). 

Moga-Bhagpurana 

At Badhii (Canal 
bridge). 

1 

4 

Ditto 

Zira-Earidkot 

Canal bridge. 

5 

River Ghaggar 

Sirsa-otu-Rania 

Canal weir. 

6 

Lower Jhelum Canal 

Kuthiala Sheiklian Pindi 
Bahauddin, Mong. 

Canal bridge. 

7 

Ditto 

Rukan-Malakwal 

Do. 

8 

Ditto 

Phulerwan-Miana Gondal 

Do. 

9 ^ 

Ditto 

Bhalwal-Chakramdas . . 

Do. 

10 

Lower Jhelum Canal (North- 
ern Branch). 

Sargodha-Mari-Johrian. . 

Do. 

11 

Ditto 

Sargodha- Sahiwal 

Do. 

. 12 

Upper Jhelum Canal 

Kharian-Dinga-Phalia . . 

Do. 

13 

Ditto 

Gujrat-Dinga 

Do. 

14 

Ditto 

Gujrat-Sahadiwal-Kunjah 

Do. 

15 

Upper Jhelum Canal (Gujrat 
Branch). 

Phalia-Sohawa 

Do. 

16 

Ditto 

Phalia-Miani . . 

Do. 

17 

Ditto 

Miani-Qadirabad 

Do. 

18 

Sirhind Canal 

Chandigarh-Kharar- 

Rupar. 

At Rupar (Canal 
bridge). 

19 

Ditto 

Samrala-Machhiwara . . 

At Garhi (Canal 

bridge). 


M5EDa 
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Serial 

No. 

of 

bridge. 

Name of river, canal or 
nulla. 

Name of road. 

Remarks. 

20 

Sirhind Canal 

Ludhiana-Samrala 

At Nilon (Canal 
bridge). 

21 

Ditto 

Ludhiana-Malerkotla . . 

At Kaindhul (Canal 
bridge). 

22 

Ditto 

Ludhiana-Rajkot 

At Dhaypai (Canal 
bridge). 

23 

Ditto 

Dakha-Rajkot 

At Akalgarh (Canal 
bridge). 

24 

Ditto 

Jagraon-Bassin 

At Akhara (Canal 
bridge). 

25 

Ditto 

Moga-Ramgarh 

At Badhii (Canal 
bridge). 

26 

Sirhind Canal (Abohor 

Branch). 

Bhagpurana-Ramgarh 

At Phulewala (Canal 
bridge). 

27 

Sirhind Canal (Escape 

channel). 

Moga-Bhagpurana-Bachu 

At Gil (Canal bridge), 

28 

Sirhind Canal (Bhatinda 
Branch). 

Ludhiana-Malerkotla . . 

Canal bridge. 

29 

i 

Agra Canal 

Ballabgarh Chainsa 

Do. 

30 

Western Jamna Canal 

Karnal-Indri . . 

Do. 

31 

Western Jamna Canal (Hansi 
Branch). 

Hansi-Barwala 

Do. 

32 

Ditto 

Karnal-Pehowa 

NearKachwa, 

33 

Western Jamna Canal (Sirsa 
Branch). 

Do • » « • • 

Near Sagra. 

34 

Ditto 

Karnal-Kaithal. 


35 

Ditto 

Karnal-Asand. 


36 

Western Jamna Canal (Boh- 
tak Distribiitory). 

Rohtak-Gohana . 

m 


87 

Western Jamna Canal (Delhi 
Branch). 

Sonepat-Gohana. 
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Serial 

No. 

of 

bridge. 

Name of river, canal or 
nulla. 

Name of road. 

Remarks. 

38 

Western Jamna Canal (Delhi 
Branch). 

Sonepat-Sampla . 


39 

Ditto 

Panipat-Safidan . 


40 

Western Jamna Canal (Sirsa 
Branch). 

Bhattu-Fatehabad. 


41 

Ditto 

Fatehabad-Hissar. 


42 

Ditto 

Tohana-Barwala. 


43 

Ditto 

Kaithal-Jind. 


44 

Upper Chenab Canal 

Gujranwala-Pasrur. 


45 

Ditto 

Pasrur-Gujranwala. 


46 

Lower Chenab Canal 

Gu jranwala-lvailaske « 
Akalgarh. 


47 

Ditto 

Wazirabad-Ramgarh - 
Vanike. 


48 

Lower Chenab Canal (Upper 
Gugera Branch). 

Nankana Sahib -Maria- 
wala. 


49 

Ditto 

vSheikhupura-Manawala. 


50 

Upper Bari Doab Canal 

i Pathankot-Shakargarh. 


51 

Ditto 

Gurdaspur-N aiishcra 
ferry. 


52 

Upper Bari Doab Canal 
(Kasur Branch). 

Batala-Mukorian . 


53 

Ditto 

Batala Qadian. 


64 

Upper Bari Doab Canal (Kasui 
and Sabraon Branch). 

r Batala-Siiigobindpur. 


55 

Upper Bari Doab Canal 

Batala- Aliwal-Fatehgarh. 


56 

Ditto 

Batala-Dera Nanak. 


57 

Upper Bari Doab and (Main 
Canal and Kasur and 
Sabraon Branches). 

Amritsar-Sirigobindpur. 
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Serial 

No. 

of 

bridge. 

Name of river,, canal or 
nulla. 

Name of road. 

* 

Remarks. 

58 

Upper Bari Doab (Lahore 
Branch). 

Amritsar-Lo j)oke . 

« 

59 

Upper Bari Doab (Kasiir 
Branch). 

Aniritear-Gowindwal . 


60 

Upper Bari Doab (Main 
Canal). 

Amritsar-Bliikliiwind. 


61 

Upper Bari Doab (Main 
Canal). 

Kasur-Raiwind. 

• 

62 

Lower Chenab Canal (Jhang 
Branch). 

Lyallpur-Aminpur. 

1 

1 

1 

63 

Lower Chenab Canal (Rakh 
and Giigera Branches). 

J arawnwala-Cliiniot. 



TABLE V (6). 

Idst of bridges over 100' knig on district roads maintained front District Board 

funds. 


Serial 

No. 

of 

bridge. 

Name of river oi nulla. 

Name of road. 

Remarks. 

1 

Shahjahangir Nulla 

Gujrat-Jalalpur. 


2 

Dwarah Nulla 

Gu j rat - J alalpur . 

j 

% 

Bein Nulla 

J ullundur-Nikodar. 







'x 


■ 
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TABLES VI AND VII. 

(Vide question No. A.-l {Hi) of questionnaire). 

TABLE VL. 

The principal places on roads maintained from provincial funds where 

bridges are required are given in this Table. 


Arterial 

No. 

Name of road. 

% 

Name of river. 

Approxi- 

mate 

length. 

District. 

Remarks. 

2 

Lahore-Mianwali . . 

Cbenab 

• » 

Sbabpur 

Boat bridge under erec- 
tion. 

3 

Lahore-Bhaldvar . . 

Trioab (Jbelum 
& Cbenab). 

m « 

Jbang. 


4 

Lahore-Loralai 

Trinab . . 

Indus 

• • 

.. 1 
!>■ 

Muzaffargarb . . 

Dera Gbazi 

Khan. 

Road noAv crosses on 
railway bridge. 



Rakbni 

-• J 



6 

Delhi-Montgomery 

Gbaggar 

* • 

Hissar. 


9 

Tarnaul-Khushal- 

garh. 

Indus . . 

• • 

Attock. 


10 

Fatehjang-Mianwali 

Svan • . 

m • 

• • 


12 

Jhelum-Talagang . . 

Bunnab 

• • 

Jbelum. 


13 

Wazirabad- Jammu 

Bbalaul 

• • 

Jammu 

In K.asbmir State. 

18 

Jullundur-Bliaram- 

Nasrala Cbo 

• • 




sala. 

Hosbiarpur Cbo 

•• . 

Hosbiarpur. 




Soban . . 

• • 





Beas • « • • 

• • 

Kangra. 


20 

Ambala-Tibet 

Gbaggar 

• • 

Ambala. 


23 

Sobua-Bewari 

Sabibi . . 

• • 

Gurgaon. 


31 

Labjore-Moga 

Sutlej . . 

» • 

Lahore. 


32 

Gujrat-Sbabpur 

Bbimber 

• # 

Gujrat. 


33 

Jaranwala-Okara . . 

Ravi . • • . 

• • 

Montgomery. 


34 

Sialkot- Amritsar, . . 

Basantar Degb . . 

• 0 

SiaUvot. 


‘ 36 

Sonipat-Bobtak- 

Rewari. 

Jumna. . 

m • 

Robtak 

Bridge inquired oppo- 
site Bagbpat road 

is correctly classed 
as an extension of the 
artery than as a 

branch from the Grand 
Trunk road. 

38 

a m pbellpur-Pind i 
Gbeb. 

Haro . . 

• • 

Attock 

Estimate under, sanc- 
tion. 

39 

Toba Tek Singb- 
Sbeikb Fazab 

Ravi • • • . 

« • 

Montgomery. 


41 

Kabirwala- Jbang . . 

Ravi . . 

• « 

Multan. 

. 
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TABLE Yl—contd. 

Other bridges might be suggested over the Indus near Mianwali or opposite 
Dera Ismail Khan, across the Chenab about halfway between Wazirabad and 
Talibwala, over the Kavi north-west of Montgomery, across the Sutlej near 
Sidhwan (to connect Jullundur 'with Jagraon) and again somewhere near 
Rupar, over the Beas between Gurdaspur and Mukerian, and across the Jumna 
opposite Karnal or Panipat to link up these places with Saharanpur or Kairana 
and Muzaffarnagar. 


TABLE VII. 

The principal places on roads maintained from the funds of District 
Boards where bridges are required are given in this Table. 

List of bridges reqtiiredfor main roads. 


No. 

Name of river. 

Name of road. 

Kemarks; 

1 

Sutlej . . 

Garshanliar-Una . 


2 

Sutlej . . 

Balachaur-Anandpur. 


3 

• • • • 

Ha j ipur-Talwara- J awalamukhi . 


4 

Beas . . 

Mukerian-Gurdaspur. 


5 

Beas . . 

Dasuya-Batala. 


6 

Chenab 

Vanike-Qadirabad-Khutiala Sheikhan. 


7 

Chenab 

Shorkot- Garhmhara j ah. 


8 

Jhelum 

Malakwal-Pind Dadan Khan 

The railway bridge 
require i to be 
made fit for vehi- 
cular traffic. 

9 

Bfavi • • a ■ 

Gurdaspur-Sialkot. 


10 

Bavi . . 

Amritsar- Gujranwala. 
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TABLE IX. 

Particulars of mileage and expenditure from District Board funds are 

given in this Table. 


Year. 

Mileage of roads in charge 
of District Boards. 

Expenditure (in thousands of 
rupees). 

Metalled. 

Unmetailed. 

Orisdnal 

O' 

works. 

Kepairs. 

Total, 

1913-14 

1,517 

20,132 

302 

1,176 

1,478 

1923-24 

1,480 

20,970 

384 

1,632 

2,016 

1924-25 

1,454 

20,813 

281 

1,590 

1,871 

1925-26 

1,269 

20,413 

338 

1,662 

2,000 


The totals in Tables VIII and IX are collected in Table X. 

The expenditure shown in Table IX does not include the sums expended 
from the grants-in-aid, and is therefore the expenditure from District Board 
funds onlv. 
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TABLE X. 



Mileage of 

Expenditure (in thousands of 


Year, 

roads. 


rupees). 


Remarks. 

Metalled. 

Un- 

Original 

Repairs. 

Total. 




• 

metalled. 

works. 



1913-14 .. 

2,615 

20,838 

1,245 

2,353 

3,598 

Table X collects the 
total of tables 





1 

i 


Vm and IX. 

The mileage of 






j 

roads does not 

include roads along 

1923-24 .. 

2,656 

21,732 

1,116 

4,301 

5,417 

canal banks, nor 
village roads. 

1924-25 .. 

2,932 

21,776 

782 

4,518 

5,300 

- 

1925-26 .. 

2,946 

i 

■ 1 

21,736 

j 

i 

1 

3,375 

i 

5,670 

9,045 



M5RDC 






TABLE XI. 

Form referred to at question No. A.-l (mi) of questioimaire. 



A. (^) Excludes figures of expenditure on boat bridges and ferries and arboriculture. 

(n) Excludes figures of expenditure under “ 60-Civil Works Capital Expenditure ’’ which amount to Bs. 28,05,292 
on Nili Bar AVorbs, Ferozepore bridge and Mandi Gatta Hill Road. 

B. Figures under surfaced and unsurfaced are not available separately. 
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Replies to the questionnaire submitted by the 

Government of Burma. 


A. — Road Development. 

1. A Map'”' of Burma to the scale of 16 miles to the inch is attached 
showing roads classified as Main and District and under 5 types, 
viz. : — 

1. Metalled, 

2. Surfaced, 

3. Unsurfaced, 

4. Mule roads and Bridle paths, and 

5. Tracks. 

This is the departmental classification, which has been adopted in Burma. 

A ‘ ‘ Metalled road ’ ’ is one having a travelling surface of stone metal, 
and is bridged throughout. 

A Surfaced road ” has a travelling surface of laterite, kankar, or 
gravel, and is bridged. 

An Unsurfaced road ’Ms a made road, not surfaced with any of the 
above materials, and not necessarily completely bridged. 

A ‘ ^ Mule road ’ ’ or ' ^ Bridle path ” is a graded road suitable for 
pack animals. 

A Track ” is any cleared route not embanked or bridged. 


RoadvS falling under two of these categories are classified under the 
head to which the greater length of the road belongs. 


A note on the Communications of Burma (excluding the Shan States) 
which was prepared for the Royal Commission on Agriculture is attached 
(Appendix I) and will explain a number of the points raised in the 
questionnaire. 


(^) There are approximately 7,130 miles of main road, and 2,180 miles 
of district road in Burma and 2/805 miles classified as main ” are 
in the Federated Shan States. Of the total of 12,115 miles, approximately 
2,200 miles are metalled and 9,915 unmetalled. 


(ii) and (Hi). A statement is attached (Appendix, II) vshowing the 
bridges in each district of the province which have one or more spans of 
80 feet or over, and also the bridges of this size which are required. The 
Delta districts have been omitted since they depend principally on water 
communications. 

(iv) The Public Works Depcirtment is responsible for "‘main’' 
roads, and District Councils, or, where the Burma Rural Self-Government 


*Not printed.. 
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Act does not apply the Deputy Commissioners^, are responsible for 
district ’’ roads. 


(tj) The construction and maintenance of main ” roads have 
hitherto been financed by the local Government from revenue and from 
rice control profits which are now exhausted. Future construction will 
be financed from loans. The construction and maintenance of “ district 
roads are financed by district revenue supplemented by grants from the 
local Government. 


(vi) Tlie expenditure on metalled and umnetalled roads for the 4 
years mentioned is given in the statement at Appendix III. 


(vii) Please see Appendix lY. 

2. (a) The area of the Province is 2,43,206 square miles. 

(h) The total population according tO' last census is 13,212,192. 

(c) The rural population is 11,228,703. 


(i) The mileage of metalled roads expressed in terms of 100 
square miles of area and 100,000 of population, is there- 
fore, as follows : — 


2,200 

(a) ==.83. 

2,627 

2,200 

(i) =16.6. 

132 


2,200 

(c) = 19.6. 

112 

(ii) And the mileage of unmetalled roads expressed in the same 
terms is : — 

9,915 

(а) =3.7. 

2,627 

9,915 

(б) = 75.1. 

132 


9,915 

(c) ^ — =88.5. 

112 

3. (a) The average total expenditure on roads from provincial 
revenue for the three years 1924-37 .was Es. 1,01,08,127. These figures 
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do not include any allowance for establishment and should be increased by 
24| per cent, to cover establishment, tools and plant. The total provincial 
revenue was Rs. 11,05,58,763 : — 

(i) The percentage of the first of these sums to the second is 

9.14. 

(ii) The percentage of expenditure on local fund to local 

revenue is 35.19. 

(&) (i) The incidences per head of total expenditure are : — 

(1) Provincial per head of total population Rs. 0.76. 

(2) Provincial per head of rural population Rs. 0.90. 

(8) Local funds per head of rural population 2 annas 5 pies. 

4. No- traffic statistics are maintained. Occasiondily, in order to 
support demands for funds to carry out road improvements, a census of 
traffic is taken for a short period on the particular road concerned. 

5. (a) The road system of the province at x^resent lacks continuity. 
Prom Rangoon the trunk road in the Irrawaddy Yalley extends only as 
far as Allanmyo, a distance of 222 miles, and in the Sittang Valley extends 
as far as Paungdawthe, a distance of 84 miles. Isolated sections of trunk 
road exist as follows : — 

From Myingyan on the Irrawaddy eastwards into the Southern' 
Shan States. 

From Mandalay to Maymyo and into the Northern Shan States. 

From Thabeitkyin on the Irrawaddy to the Ruby Mines. 

From Kyaikto to Martaban. 

From MouLmein to Amherst. 

From Kaleinnyaung in the Tavoy district to Mergui. 

From Pakokku towards Kan, and 

From Myinmu in the Sagaing district to Ye-U in the Shweho 
district. 

The note on communication (Appendix I) explains what is being 
done towards co-ordinating the road system. 

(&) There is a track along the coast of the Bay of Bengal, running 
north from Akyab to<-wards Chittagong and thence into Bengal, which is 
used principally by coolies who migrate yearly into Burma seeking work. 
x\t Gundan Khal a foot-bridge exists over a stream which forms the 
boundary of Burma. Proposals for the construction of a cart road along 
this route were rejected by the roads committee of the Burma Communica- 
tions Board as there were many more urgent demands for roads in other 
parts of the province. Arrangements were also made with the Bengal 
Government in 1924 for the erection of a more substantial foot-bridge at 
Gundan Khal, but the work has not yet been taken in hand. 

At Mawlaik in the Upper Chindwin district a track exists through the 
Kabaw Valley to Tamu on the way to Imphal in Assam. The construction 
of a road along this route was considered in 1922 but owing to lack of 
support from the Government of India, the matter was dropped. 
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1 4 - nV on-nTipfitioii between Myitkyina and the portion 
There is a of Teinsyneh. There is also a trade 

of the province ot caravans between Bhamo and Teingyneh. 

.ude whhh . .uuch ,,„,,i,aer is a mnle track, 

miles ot tins a Namkhan, a large town in the 

Itliamo IS also ■, this road are passable to motor cars, 

Xorthern bhan _..tates ; lo* n \rack which is being replaced by a 

'SKriT“totei to' •!>= "M' '“Sth irom Bh«mo to 

Namklian. nr, mi the Irrawaddy extends through 

The f Shan States to Kentung, which is connected also 

“ "SSndo “ tough Kawha«ih aod 

ilTawaddy to Siam. a.iowAri from tbe 

fi TliP main defects in the existing road system, sieved tiom . 

6. Ihe are the comparatively insignificant length 

stand-point ot J !f nrirlo'es over large streams and broad 

of surfaced roads, majority of the existing 

sandy stream-beds, and Xarl LS the end of their lives and 

bridges are Length! of roads suited for motor 

are iiuite unifitted to car \ ^ ^ suited and there is no 

transport are interspersec ^ ^ ^ ^ " lirovinee. It is not practicable for 

trunk road foom Rangoon to Mandalay by motor or even 

to ShwAor There is no road from Rangoon to Moulmem 
from Sa^aiUo t , , Yallev and the Arakan division. The pro- 

^ramiiiTrf work which has been drawn up by the roads co^ittee of the 
Pnirnm Communications Board will improve matters in the case of the 
Sng roTdsbut it will not, to any large extent, create roads where none 

exist at present. v. j.i,„ iopf +>,«+ 

7. (a) The dmnang for tonspoid are^s^^^^^^^^ H'^^rfLed 

roS au'^SirTower Burnm, and on misurfaced roads leading 

?lafthe n^ds'SToLrTran?po?i"S St brLffidently S^lded for until 
SSe is a net-work of metalled roads thronghont the country. 

(h) and (c) The development of roads in Burma must be carriea 
,ul t„L lo“ s S»d S total Jouut ,Moh can bo raM on - « 

hv file extent to which provincial revenues can meet the loan cna g . 
DevSSS^S must therefore stop long before it has reached completion 
unless some additional source of revenue is provided. 

8 The province of Burma is at present so undeveloped that for many 

rears to come the construction of new roads will, in tbat^^^ 

k’se. bring additional traffic to the railways by reason of the fact tli^t nev 
areas wilf be brought under cultivation. In many parts of the provinc , 
production is at present limited to the actual requirements of the local 
population and nothing is grown for export. All 
and railway development are brought before the 

Board. The Agent of the Burma Railways Company, Limited, is a member 
of that Board and this appears to he sufficient for the purpose of eo-ordma - 
ing road and railway development. 

9. (a) The Government Test House, Alipore, is not used to any_great 
extent for testing materials required for Burma, -unless the materials are 
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imported from India. Tlie cost of steamer freigM from India to Burma 
is so high compared to the cost of freight direct from Europe that in most 
eases it pays Burma to import direct. But apart from this fact local 
facilities exist at the Government Technical Institute, Insein, and additional 
facilities presumably will exist at the Engineering College of the Eangoon 
University for road materials to be tested. It w^ould, however, be of 
assistance to Burma if the results of the use of such materials as asphalt, 
pitch and tar, after trial on the roads in India, are communicated. 

(5) (i) and (ii). Tests in Burma have been confined to road metal 
attrition tests and experiments with various kinds of pitch and tar for 
surfacing. 

(c) It used to be customary for professional papers on engineering 
works, experiments and research which had been carried out, to be printed 
by the province concerned and circulated to other provinces. This 
practice has to a large extent fallen into abeyance since the institution 
of Engineering Congresses to which such information is now usually 
submitted, but there is no doubt a considerable amount of information 
of this nature buried in the files of each province which, though unsuitable 
for presentation to a Congress meeting, will be of use to other Government 
engineers if circulated in accordance with the previous custom. 

(d) The Lecturer on Geology of the Rangoon University is at 
present investigating the rocks of Burma from the point of view of their 
value as building stone and road metal. The results of this investigation 
undoubtedly will be of little use to other provinces in India, but the same 
will apply to other similar investigations or research canned out in any 
other province. However, it certainly seems advisable to provide for 
co-ordinating and distributing the results of such experiments and research, 
and a limited allotment might be made to each province for this purpose 
from the central fund. 


B. — Motor Transport and Motor Taxation. 


1. The following statement gives the information required for each of 
the years 1914, 1924, 1925, 1926 and 1927. 

Report of the Increase in Burma in Motor Transport . 


Particulars. 

1914. 

1924. 

i 

1925. 

1926. 

1927. 

Private cars 

•• m 

• • 

239 

976 

1,527 

2,193 

1,472 

Taxicabs . . 

« « 

• • 

• 9 

i 

199 

209 

228 

201 

Motor cycles 

» « 

« • 

195 

142 

1 


223 

173 

Heary lorries 

• • 

« « 

3 

22 

40 

20 

- 29 

Omnibuses 


« • 

• • 

# • 

• • 

• • 

432 

Light lorries 

« • 

• • 

» • 

9 9 

\ 

• • 

• a 

633 


Total 

• • 

1 

1 

437 

T' 

1,339 

1,995 

2,664 

2,940 
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It is impossibls to stnto the ntinibor of bus ssrvicss. But ssrvicss 
are freauentlv carried on by taxis, and there are bus services wherever 
thLe is a road fit for motor vehicles to run on. Before 1927 omnibuses 
and liffht lorries were registered as private ^cars, so that the separate 
fiffures are not available for these years. 

2 The number of ears registered will continue to increase with an 
increase in the mileage of roads on which it is possible to run motor cars. 

3 Provincial taxation on motor transport consists of registration and 
registration reneival fees, and licence fees for hired motor vehicles. Regis- 
tration fees are assessed according to the class of vehicle. The rates are as 

follows . — 

(1) Bates under Burma Motor Vehicles Buies, 1915 . — 

Es. 4 for a motor cycle. 

Rs. 16 for a motor car or light lorry. 

Es. 32 for a heavy motor vehicle. 

(2) Benewal fees . — 

Es. 2 for each annual registration except for heavy motor vehicle 
for which the fee is Es. 16. 

(3) Bates under Mired Motor Vehicle Rules, 1927.— 

Rs. 5 per passenger per annum, or if the hired motor vehicle is 
used for carrying goods, Rs. 5 per 40 viss per annum sub- 
ject to a maximum of Rs. 60. 

Licence fees for hired motor vehicles are based on the number of 
passengers carried. Some municipalities differentiate between wheel tax 
on motor vehicles and wheel tax on other vehicles. District Boards do 
not tax motor transport. 

4 The special taxation on motor transport is not definitely allocated 
to expenditure on roads. It is credited to general revenues, either pro- 
vincial Or municipal, as the case may be. 

5 So long as the exiienditure on roads vastly exceeds the receipts 
from taxation on motor transport, there does not fern to be any advantage 
in earmarking the proceeds of the latter for ro'ads. The question of e ^- 
marking will not arise unless and until it is proposed 

road fund to be managed by a 1 rovincial Road Board. The loca G 
ernment is prepared to give the assurance that for an indefimte ’rumbe 
of years to come the total expenditure on roads in Burma will exc^d by 
a large amount the proceeds of taxation on motor transport, yliethm 
imposed by the Central Government or the provincial Government oi b> 

local bodies. 

6 ia) So far as Burma is concerned, there is no reason whoever why 
there should be any central taxation on motor transport. The motor 
wScles on which customs import duty is levied in Burma are all used in 
Burmf and, if it is proposed by the Central Government to earmark 
receipts from such duties for expenditure on roads, they should, in lie 
ease of Burma, be credited direct to provincial. It would, however be 
preferable to abolish import duties on motor vehicles altogether and to e^ 
Sion on motor transport, in a form which would take into account the 
Ixtent of use made of the roads. If import duty on motor vehicles is 



161 


retained, so far as the other proyinces of India are concerned, it must 
remain a central tax. 


(&) So far as Burma is concerned, the most suitable form of provin- 
cial taxation on motor transport would be a tax on the quantity of petrol 
consumed. The necessary ini’manation on the subject can be obtained 
from the various oil companies \vhicli market petrol. A certain quantity 
of petrol is used for lamps and for motor-boat engines. In the case of the 
latter, the use of petrol is generally confined to starting the engines, which 
subsequently run on kerosene, or, as in the ease of semi-diesel engines, on 
crude oil. Registration fees for motor vehicles and licence fees for hired 
motor vehicles should ordinarily he fixed at rates not more than sufficient 
to cover the cost of administration ; they should not he regarded as a 
source of revenue. 


(c) There should he no local taxes on motor transport. Local 
bodies should receive assignments from provincial revenues towards the 
upkeep of their roads. 

7. A reference is invited to the Burma Government ts General Depart- 
ment letter No. 182-N.|26, dated 1st July 1927, to the Secretary to the 
Government of India, Department of Commerce (Appendix V), in which 
the Burma Government- supported the proposal of the Bombay Government 
for the imposition of an additional excise duty on petrol. 

8. The most appropriate method of levying import duty on motor 
vehicles is by a tax ad vcdorem. Begistration fees should vary Avith the 
class of vehicle (motor cycles, motor cars ; motor lorries) and licence fees 
on hired motor ears and buses should be assessed on seating capacity. 

9. The main taxation on motor transport should be provincial, and 
the fixation of the rate of taxation should be at the discretion of the local 
Government. The question of fixing a maximum rate of taxation for 
different authorities will then not arise. 


10. If effect be given to the lo<cal Government’s views on the subject 
of- taxation as set out in the answer to question 9, this question does not 
arise. 


11. The local Government considers that revenue from taxation on 
motor transport should be credited to a separate fund in each province for 
expenditure on roads and that all allotments made from general revenues 
for the same purpose should also be credited to the same fund. 

12. No amendment of the Devolution Rules is necessary. The object 
can he secured by an order of the Governor General in Qouncil under 
Rule 14 (1) (/i) of the Devolution Rules. 



of the revenue from central taxation should he given in the form of a 
lump sum grant for expenditure by the local Government. 


(b) So far as Burma is concerned, the proceeds of an.y central tax 
on petrol should be allocated according to the consumption in the province?. 


14. Local bodies alone should have the poAA^er to tax A^ehicles other 
than motor vehicles, 

15. There is no road cess in Burma. 

M5RDO 
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C. — Roaj> Boards. 

1. Burma lias a Communications Board with a roads committee and 
a waterways committee. It was originally constituted in November 1923, 
and its present constitution, membership and functions are described in 
Burma Public Works Department, Resolution No. 1177|41-C. C., dated the 
21st March 1927 (Appendix VI). The Board has been of great value in 
securing from the Legislative Council the supply of the funds necessary 
to carry through the programmes. of work which have been discussed and 
settled by the Board. 

2. So far as Burma is concerned a Central Road Board is not required. 

3. In view of the reply to question 2, this question does not arise. 

4. It is suggested that co-ordination could be obtained by a yearly 
conference of representatives of each province. Please see also the 
remarks in the replies to Question A.-9 (o) and (d). 
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APPENDIX I. 

Extract from a Collection of Papers witten by Bui^ma Government 
Officials for the Royal Commission on Agriculture. 


Note on the communications of Burma prepared by Mr. C. Imies, Chief Engineer 
.to the Government of Burm^a, Public Works Department {Roads). 

The systems of communication in Burma have developed alono* lines 
governed largely by the outstanding physical features of the province. Its 
principal rivers flow from north to south in valleys separated from each other 
by mountainous country which presents formidable obstacles to the construction 
of a general net-work of roads or railways. 

The Arakan division, a narrow strip of territory on the eastern coast of 
the Bay of Bengal, is separated from the valley of the Irrawaddy by the Arakan 
Yomas and the mountainous country on the south of Bengal and Assam : the 
Pegu Yomas, running northwards for about 200 miles from deltaic country 
around Rangoon, separate the Irrawaddy from the Sittang River : on the east 
of the upper reaches of the Irrawaddy are the Kachin hill tracks and the hills 
of the f ederated Shan States : the {Salween river flows for about 100 miles 
through Burma before entering the Gulf of Alartaban near Moulmein : and the 
mountains of the Shan {States are continued south through the Tenasserim 
division to Victoria Point. 

The tendency has been therefore for the trading population to settle on 
those areas which have natural means of inter-communication by water ; and 
only 10 out of the 38 present district headquarters cannot be reached at all 
times of the year by ocean steamer or river launch. 

Before thd British occupation, Burma was i)ractically roadless. Such 
jungle t]*acks as existed a])pear to have l)een made with the primary object of 
facilitating raids on neighbouring rulers. 

The occupation of Arakan and Tenasserim, with their extensive seaboard 
and numerous navigable creeks and rivers, did hot necessitate the construction 
of roads : and it was not until over a quarter of a century later that the 
construction of a track from Prome, across the Arakan Yomas, to Taungup was 
taken in hand. This track is now followed by the telegraph line, but is used 
otherwise only by cattle drovers. 

Thayetmyo, on the Irrawaddy, and Toungoo, on the Sittang, were then 
the principal frontier posts of British Burma ; and a ^ ^ frontier road ” running 
west from Thayetmyo was eonstriudicd, which still exists for 45 miles as far as 
Alindon. Another road was opcmed out from Aiyede, on the Irrawaddy opposite 
Thayetmyo, eastward, across the I^egu Yomas, to Toungoo ; and 26 miles of it, 
as far as Sliwebiuidaw, still exist. 

In 1861 another road was constructed from Myede, through Prome, to 
Paungde ; and about 10 years later it was continued on to Rangoon. But in 
the years 1874-77 the construction of a metre gauge railway along 100 miles of 
this road, to connect Prome with Rangoon, necessitated making a new road for 
this length. 

About this time Pegu was connected to Rangoon by road ; and works proceed 
on its continuation to Toungoo. A road was also started from Moulmein south- 
wards, the intention being to connect I'oungoo wdlli Ye in the Amherst District, 
but the work was stopped long before its completion. 

The opening of the railway to Toungoo in 1885 appears to ,have altered 
the policy regarding road construction ; the railway was intended to take the 
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place of a tnuik road, and atleutfon was directed towards constructing feeder 
roads to it, for purposes of trade as well as administration. 

The roads wliieii had been constructed up to this time required bridges, 
siufacing, and numerous other improvements, but these wmrks wmre carried on 
only spasmodically as the available funds were required to provide roads in the 
newdy acquired tenritory of Upper Burma. Military requirements there necessi- 
tated the coiistruetion of 600 miles of main road to serve new cantonments 
and f rontier posts : Fort S ted man in the Southern Shan States wms connected 
witli Myingyan on tiie Irrawuddy ; Mnndaiay wms connected with Lashio in 
the Foidliern Shan States ; Sliwebo was connected with Ivyaukmyaung on the 
Irrawaddy : and a road was made from Thabeitkyin on the Irrawnaddy to the 
sanitoriuin at Bernardmyo near the Ruby Mines. . 

In 1890 trouble in the Chin Lushai country necessitated the construction 
of a road, 144 miles long on the west of the Irrawaddy, from Pakokku to Ivan ; 
while several hundred miles of mule tracks- were made to serve the military 
police outposts on the north-east frontier. 

In the meantime railway construction had been pushed forward, and the 
• line vras opened to Mandalay in 1889. The Mu valley extension was begun in 
1890, and opened in 1899. 

Between 1873 and 1900 three canals were cut connecting creeks at the ’ 
mouths of the Irrawaddy, Rangoon, "Pegu, and Sittang rivers, in order^^to 
provide an inland waterway for country boats; The Twante canal, 23^ miles 
long, has been widened since and is still used ; the Pegu-Sittang Canal, 38 miles 
long, is no-w used principally by timber rafts : and the Sittang-Kyaikto Canal, 
15 miles long, fell into disuse when the railway Avas constructed to Martaban, 
and has been abandoned on account of encroachments by the Gulf of Martaban. 

At the beginning of the present century the communications of Burma 
therefore consisted of about 1,100 miles of metre gauge raihAmy line and 
8,000 miles of roads of all classes, in addition to the inland AvaterAvays. 

RailAA’ay construction has progressed since, and the mileage is noAv approach- 
ing 2,000 ; "the mileage of roads is noAV about’ 10,000 : but Avhile the length of 
infand AvaterAvays has not increased appreciably dredgers are employed on 
improving channels and keeping them in a navigable condition. 

The length of roads at one time Avas as much as 12,000 miles, but this figure 
included numerous tracks Avhicli had fallen into disuse and Avere not Avorth AARile 
maintaining ; and as the country developed it Avas realised that the replacement 
of timber bridges — ^Avhose life is not more than 25 years-~by structures _ of 
permanent materials, and general improvements to the formation and travelling 
surface of all roads Avere necessities. Some doubt also began to be east on the 
theory that the railway could take the place of the Main Trunk Road — a theory 
AARich has been proved since to be fallacious — and steps Avere taken in 1912 to 
initiate a scheme for the construction of an organised system of roads for the 
proAunee. 

This scheme, Avhieh aauis estimated to cost Rs. 460 lakhs, AAms examined 
in 1916 by an advisory committee appointed by the local Government ; but the 
information available AAms considered to be insufficient, and tAvo officers AA^ere 
placed on special duty to examine the requirements of each district. The 
resulls of their enquiries AA^ere published as Road Proposals^’, and were. 
examined in 1920 by a Fommunieations sub-committee AAffiieli made recommenda- 
tions involving the expenditure of Rs. 8 crores. These recommendations were 
accepted by the local Government. 

The average yearly expenditure on roads for the decade ending in 1910 
Avas Rs. 18 lakhs on original Avorks, and Rs. 21.2 lakhs on repairs : and for 
the decade ending in 1920 it was Rs. 18.8 lakhs on original works and 
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Ks. 33 lakhs on repairs. Finaueial stringency reduced the expenditure on 
oi’iginai works in the four years 1909-1913 to below E-s. 12 lakhs yearly, but 
repairs have not fallen below Rs, 20 lakhs except, in the year 1900-01. These 
figures include expenditure on “ district ’’ as well as on provincial roads. 

In 1919 Rs. 75 lakhs were earmarked for expenditure during the next 
3 years on road improvements : and in 1922 Rs. 244 lakhs were earmarked 
from the profits derived from the scheme of rice control, to be spent on conferring 
permanent benefits on the agriculturists of the province. 

In 1923 the Standing Advisory Connnittee on communications was replaced 
by a Communications Board vriiieh was given powers of administration; and 
the roads committee of this Board has assisted Government in shaping its jDolicf 
for the development of road communications., Since 1924 it has held 26 
meetings, considered 241 projects, and apjmoved of work estimated to cost 
Rs. 467 lakhs. The most important item it has sanctioned is a programme of 
trunk road construction which is to be completed in 1931. This includes 
through roads from Rangoon to Mandalay, one via the Sittang Valley, and one 
via the Irrawaddy Valley : a road from via Moulmein to Tavoy ; and the 
first section of the trunk road from Bagaing to Mvitkvina on the ‘west bank of 
the Irrawaddy river. A combined road and railway bridge is likely to be 
constructed across the Irrawaddy at Sagaing in few years’ time ; and it will 
form the connecting link between roads on the east and west of the Irrawmddy. 

As a result of this new policy,^ expenditure for the 7 years ending 1926-27 
has averaged Rs. 43 laklis on original works and Rs. 4^5 lakhs on repairs. 
The expenditure for 1926-27 on provincial main roads only was Rs. 57.2 lakhs 
on original works and Rs. 38.9 on repairs. 

Approximately 6,000 miles are “main roads” maintained by the local 
Government : and 4,000 miles are maintained by local authorities as district 
roads”. Until recently the length of district roads varied between 2,000 and 
3,000 miles, and there was no clear distinction between these two classes of road ; 
but it^has been laid down since the introduction of the Reforms that main 
roads” shall be those tlie importance of which is not confined to a single 
district : and that the principal road connecting a township or sub-divisional 
headquarters with its parent district headquarters shall be classed as ^'main”. 

“ District roads ” are those the importance of which is confined to the 
particular district in which they lie. 

Waterways are classified similarly. 

Prior to 1923 the Public Works Department carried out most '' district 
road ” works and repairs ; but this responsibility now rests with District 
Councils in those areas to. which the Burma Rural Self-Government Act applies, 
and with Deputy Commissioners in areas excluded from this Act. Those local 
authorities, however, who have not the necessary staff and plant, may have 
their roads maintained by the Public Works Department. 

The estimated cost of maintaining these district roads ” at their present 
standard, including an allowance of 24 per cent, for establishment and tools 
and plant, is Rs, 27|- lakhs yearly, and the local Government contributes 
Rs. 17 lakhs for this purpose. ® 

The average annual Capital Expenditure on district roads ” for the 
last four years has been Rs. 6.7 lakhs, and in order to prevent works being 
carried out, which the Councils Iiave not the funds to maintain, such expenditure 
is limited to Rs. 64 lakhs yearly for the province, the local Government contri- 
buting the funds for approved works, which are carried out by the Public 
Works Department. 
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1 nriov T^iiiid Hcads ElOads ai'6 classififid undei 
Besides being iidicate the standards up to which they are 

'‘Departmental Heads wmcn 

nKiintained, rh* • _ 

(V) • Metalled roads having a travelling surface of stone metal, an 

bridged throughout. 

(I,, ‘Surfaced roads’, having a travelling surface of laterite, kaukar or 
gravel, and bridged. 

,,) ‘ITnsurfaecd roads’ having a made formation, but not surfaced and 
not necessarily completely bridged. 

id) ‘Mule roads and Bridle paths’ which are graded roads suitable for 
pack animals. 

(e) ‘ Tracks ’, which are any cleared routes with no formation or 
bridges. 

Ronds fallino' under two of these eategories are classified under the head 
to which the greater length, belongs; but due to the trausition stete winch 
I'oads of the province have reached, it is not possible to give accurate figuico 
siiowin.g the lengths which fall under each of these classes. 

\bout two hundred miles of frontier mule roads are in process of con- 
version to roads of classes (a) and (6) ; while sereral hundreds of miles of roads 
of classes (h) and (c) are gradually eoiimig to the standard of class (a). At 
preseiit there are approximately 2,500 miles of metalled roads and 7,o00 miles 
of unmelalled road ; of the latter approximately 2,300 miles are mule road. 

As fnr a.s agriculture is concerned, mule roads are of little importance. 
They arc confined to the hill tracts, and are used by either pack bullocks or 
mules earrving merchandise across the frontier and to the mil tribes ; but 
many of them are used principally for rationing frontier posts. 

The mileage of the remaining roads, which benefits mining and forest 
iniliislries is small compared with the mileage which benefits agriculture. The 
i'orest Department and lessees construct the roads required exclusively for 
transport of forest produce : but the mining districts of Tavoy and Mergui 
have a fair mileage of road constructed during the war to^ encourage wolfram 
mining. These roads now meet the requirements of tin mining which has taken 
its place. 

The general standard of many of the roads leaves much to be desired, 
but they serve their purpose as long as the only means of transport is the 
Burmese bullock cart, which is capable of overcoming almost insuperable 
obstacles. 


At various times the construction of mono-rails, bullock tramways, and 
similar form of transport has been suggested, but such light railways as 
have been eonstnicted have proved failures. The cultivator's principal means 
of transport is the cart to which he yokes his bullocks after their work in the 
fields is finished ; and he naturally uses this slow, but cheap means of transport 
whenever possible. 


In recent years however the bullock cart has been supplanted to a certain 
extent by the motor car, especially for passenger transport : and as soon as 
a road reaches a standard which makes the use of motor ears on it at all 
possible, bus services, financed privateij’, are immediately started, connecting tlie 
feui'i'Diinciing villages with the nearest town, steamer ghat, or railway station. 
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The extent to which this change is taking place is indicated in the increasing 
number of motor vehicles which is being imported into Burma ; — 

Number of motor 
vehicles imported. 
305 
100 


Year. 

1917 

1918 

1919 

1920 

1921 

1922 

1923 

1924 

1925 

1926 


• f 




• • 


408 

1,525 

1,157 

824 

1,043 

1,339 

1,995 

2,664 


earnin<-s of thr^nOxf^v ^ rf considerably the passenger 

! It IS not likely to affect that takings on goods 

v.hieh are earned much cheaper by rail than by any other form of transport 

or riverinrsHH^!!‘^!i requirements is carted to the nearest railway 

n^Tet ^fatoinrhlfri he stored there until either the 

maiKet is lavoinable oi lailway wagons or boats are available 

and tongestlon°o/trafflc”r^t4ed*^ ®t^tion yards would be improved, 

acquired, lands were acquired for a railway land is 
The opening of a railway station mnsf m ^ 'f station yard boundary, 
appreciate T and twrpi™i «arrounding land to 

tion which follows- whL mills and residpn) conges- 

the station boundary is illustrated at Thino-xraif *™ildnigs are built close up to 

and at many other towns on the main rtilwa^/'lineT Rangoon, 

The depth of water ancf position^ o? sam/Lnf steamer ghats is different. 

places depend, vary continuously on the laUe^ rivers calling 
steamers to call at any intermediate nlaee customary for 

calling places are under high flood le^vel and cargo. Most of these 

them would be prohibitive. At the prineinal^eal ®/'«structing roads to 

or landing stages have been erected^with approach^rm.T’f P™vided, 

alignment of established cartAracks^Smt Thin tfL' v the general 

as a railway they are, ivhenover possible within o the same direction 

miles on one side, cross it at the principal town« ‘‘‘1 to 10 

on the other side. They thus fori lateTal fiT ’ -iistance 

o£ ;“tx 12 1 «, 
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or grnvel 4s available local!}", these materials are used for surfacing. As the 
traffic increases road metal can be laid on this laterite as a foundation. 

Bullock carts rapidly wear the surface of a road and form longitudinal 
ruts which interfere with the use of the road by other forms of traffic. The 
Burmese bullock usually is unshod and therefore prefers a soft travelling 
surface ; the maintenanee of the metalled surface is assisted also by the pro- 
wision of an eartlieri herm road running along the side of the metalled road. 
Sliade trees are planted where required on each side of the road at 60 feet 
intervals. 


The pcrinanent In’idges are 
10-ton tractor with three 6- ton 


designed to carry a single train consisting of a 
trailers, or a steam-road-roller weighing 12-ton. 


Tliey liave a 16 feet broad roadway, but a number of the older bridges have only 
11 and 12 feet roadways which do not allow vehicles to pass on them. 


The cost of constructing these roads varies from Es. 50,000 per mile for a 
tarred surface in inundated country where a high embankment is necessary, 
to Rs. 30,000 per mile in the hills wliere stone or laterite is obtained locally. 
Their maintenanee costs vary similarly with the locality from Rs. 5,000 to 
Rs. 1,500 per mile yearly. 

Where motor traffic is heavy the macadam surface is grouted with pitch 
which effects a considerable saving in maintenanee ; hut this surface is more 
cxi)ensive to maintain under heavy cart traffic, and in such eases the berm road 
is metalled for use by slow cart traffic. 


A large portion of the cost of construeting main roads goes on bridging : 
and a considerable number of major bridges has still to be constructed. In the 
meantime ferries over perennial rivei*s, and causeways in the dry zone, take their 
place. Following on this most necessary provision, main roads require surfacing 
with stone metai. This is a lengthy process which depends on the means which 
exist for transporting the material. To facilitate this the principal quarries 
have been chosen as close as possible to the railway : and the material is carried 
on it for distances up to 200' miles ; it is then transported on bullock carts to 
the road side. 


The more important district roads are made to a similar standard, hut the 
majority of them are not more than 18 feet broad and are unsurfaced, or 
surfaced with, sand or gravel, 10 feet broad. The bridges as a rule are of ivood, 
and capable of carry 4-ton loads if kept in good order. These roads cost 
from Rs. 8,000 to Rs. 12,000 per mile to construct, and Rs. 150 to Rs. 750 per 
mile vearlv to maintain. 


Until the District Conneils have had more experience of road work and 
employ qualified staff, much improvement in district roads cannot be expected. 
There^ is also the tendency to spend the available funds on constructing new" 
roads instead of on maintaining the existing roads, which as a rule are isolated 
from each other and scattered over a large area. The improvements they 
require are similar to those for main roads, but in view" of the cost of main- 
taining metalled roads in districts where stone is not obtained w"ithin a short 
distance, it is not advisable to metal them until the amount of traffic makes this 
absolutely necessary. Local sand, kankar, laterite or gravel suffice as surfacing : 
and road hones or split-log drags can be used advantage to level the 

surface and maintain the road at its proper camber. 


The more important tow"ns have municipal or towm committees which are 
assisted by Government in the maintenanee of main roads wffiieh pass through 
their territories. But village roads 'usually are only dry weather cart-tracks 
through the paddy fields : and in the plains during the rains inter-village eom,- 
municafion is limited to foot-paths along the kaMns of the paddy fields. 
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Before a road of any kind can ]>e constructed it is neeessar}^ to reserve 
for it a suifieieiit breadth of land ; but this fact is not generally recognised 
by tlie villager, who builds his fence close up to the cart-track ; or by the 
cultivator who appears to be reluctant to give up any land at all for this 
purpose. A strip about 50 feet, broad therefore appears to be the first require- 
ment towards improving these roads ; the formation of the travelling surface 
above flood level, or with the necessary side drains, can follow ; and later on 
they can be surfaced with any local sand or gravel which is available. Streams 
ainl drainage crossings ean_ be forded in the first instance : later on wooden 
bridges, erected and maintained by local carpenters, can be constructed. 


The immediate action being taken to meet the requirements of various 
districts for improved communications is brieflv as follows : — 

A maiii road is under construction from Rangoon, running north-east, to 
the Pegu district border to seive the area in the Insein district on the ris’ht 
bank of the Pegu river. 


In the Hanthawaddy district existing roads are being improved, and a new 
road is likely to be constructed between KsLjan and Okkan. This district, like 
the Pyapon, Myaungmya, Bassein, and Ma-ubin districts is well seiwed by water 
communications, but the construction of the remainder of the main road to 
connect Bassein with Henzada is under consideration. Improvements to roads 
in this area can make little progress until an adequate supply of good surfacing 
materials has been obtained locall3^ 

In the Tharrawaddy and Prome districts, metalling the Main Trunk Road 
and erection of permanent bridges are the principal requirements, and they are 
An progress. 


The Main Trunk Road is under construction for 45 miles through the Pegu 
district, across paddy fields subject to floods : and 65 miles of district road 
require widening from bridle paths to cart roads. The railway has been 
extended recently from Pegu to Okka in the Hanthawaddy district, through 
a paddy-producing area between the Pegu and Sittang rivers w^hieli is at 
present practically roadless ; and a short branch railway is under construetion 
between ISTyaunglebin and Madauk, on the Sittang opposite sWegyin. 

The possibility of it becoming necessary to eonstriiet a new bridge over 
the Sittang river at a site some ten miles upstream from the present rail wav 
bridge delays Avork on the main road Avhieh will join the Pegu and Thaioii 
districts. But metalling and bridge Avork are in progress on the portion of this 
road from Kyaikto to Martaban. 

In the Amherst district further metalling and bridge reneAvals are 
contemplated on the Moulmein- Amherst road ; and they are in progress on the 
MyaAvaddy road. , Construction of the trunk road is in progress from terminus 
of the raihvay at Ye to the TaAm^^ district border : and as soon as this is com- 
pleted, the section from Thanbiizayat to Ye will be constructed. The villages 
along this recently constructed railAA’aA" from Moulmein to Ye have been eon- 
neetcd to their raihvay stations hj feeder roads. 


In Tavoy district the replacement of AA^ooden bridges by permanent 
structures, and the construction of the remaining portion of the trunk road 
to meet the Amherst district section are in progress. There is also a proposal 
to extend the raihvay through this district south to Mergui, but the alignment 
has not been settled* finally. The trunk road betAveen Tavo^^ and Mergui 
traverses an area siiital^le for rul)ber plantations, but a num])er of major bridges 
remains to be built on it ; and the probability is that it Avill require realigning 
in places to enable combined road and raihvay bridges to be erected. 

M5RDC 
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South of Meri>’ui A\*ater transport has to be depended on but improvements 
are contemplated to the road from Victoria Point to Maliwnii, in the interest 
of loea! rubber 'plantations. 

Arakan 's greatest need is a road across the Yoinas to connect it with the 
Irra'vvaddy Valley : and it is intended next dry weather to demarcate its aligii- 
meiit joinnig the "existing road systems of Sand(WV'ay and Prome districts. 

The Sandoway-Gwa road iiinning south along the sea coast is being 
surfaced and bridged : and on Ramree Island the road which connects 
Kyaukpyu with the remainder of the island is being opened out and improved. 

The inland waters of the Kyaukpyu and Akyab districts are the principal 
means of communication ; and the most urgent requirement of the Akyab 
district is reconstruction of the road along the alignment of the defunct 
Maurigdaw-Biithidaung light railway. This project is being prepared. 

The road from Tliayetmyo westwards to Mindon is being improved : and 
the trunk road from Rangoon is being extended from Allanmyo through the 
Magwe district to Meiktila. 

The Yenaiigyaiing and Chauk oilhelds .are being connected by road, with a 
branch to Kyaukpadaung in the Myingyan district, at the terminus of the 
railway which is under construction from Taungdwingyi. 

At an early date the construction of a branch railway from Taungdwingyi 

west to the Irrawaddy is coiiteiuidcUed, and this line will be connected to 
IMagwe by road. 

* miles of ^ the Main Trunk Road are being* bridged and metalled 

111 the Toungoo district : and when this work is near completion, it is intended 
to construct a main road along the foot hills on the east of the Sittang river 
tiom Toungoo to Shwegyin, to serve an area with considerable agricultural 
potentialities. Eventually this road will be continued on to join the main road 
in Thaton district. 

, Py^aaa district work is proceeding on the construction of 70 miles 

of Main Trunk Road. 

r p® and Kyaiikse districts are comparatively well 

sullied with surfaced roads, which are now being bridged and metalled 

Sric? and“^! connected with the Main Trunk Road extension in the Magwe 
mtnet , and the trunk road is under construction between Mandalav and 
Kyaukse. In anfacipation of the early construction of the Irrawaddv brido*e 

bridges over the Mon and Man rivers • 

opposite PatYa^^fJ "sS/Tis* tetrdTf 

road and raUwa? bridges aS theS risers. 

road^tLfadS"^ ®^”table material for 

no new constructiontTn^^ thefe orTn ^eYpp^r^Slndwlf disSS'^’ 

are being improved^lnd^toimected^^to ^the^Kva p f Irrawaddv 

from S.^i„ i. Swebf**" ' “■* 

metalled and protdded n-i'^pe3.,^nent^bridg«!^ district are being gradually 



Katha district is particularly deficient in roads ; and it depends principally 
on the railwaj^ line which traverses it for 80 miles ; but roads are now under 
construction from Katha to Kaba, Indaw, Banmauk and Mansi : and Wuntho is 
being connected with the Pinlebu Valley. 


The Inda'w Valley and the country south of Mogaung in the Myitkyina 
District are served to a certain extent by unsurfaeed cart roads, but the 
majority of Myitkyina roads are mule tracks. The Bhaino district depends 
principally on transfrontier trade wdth China, to wdiich its roads lead, but the 
lower portion of the Taiping Valley and the Mole Chaung Valley aria agricultural. 
A bridge across the Taiping to connect these areas, and an extension of the 
main road northwards to connect with the Myitkyina road system apjiear to be 
works which should receive consideration. 
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APPENDIX II. 

Tide question A. I. {ti) and (in) of the questionnaire. 
Bridges with one ok more spans of SO feet or over. 



1 

Length 


Length 

1 lisi'i'ict. 

Exist iiijl brid^'es. 

in 

Bridges required. 

in 



feet. 


feet. 

i 

2 

3 

4 

D 

1 use ill 

1. Pazundaiino: Creek .. 

570 

- 



2. Pazundaun" Creek 

375 




(Hlegu). 

3. Sadalin 

140 




4. Okkaii 

100 



Pt-i ■ .. 

1 Pegu river 

300 

1. Kawlia (sanctioned).. 

180 




2. Yenwe (sanctioned) . . 

380 




3. Aingdon (under con- 

120 




struction). 

4. Xatlaung (under con- 

140 


• 


struction). 

5, Sittaung (combined 

700 




road and pipe line 
bridge proposed). 


Toihiuoo 

1. Sittang 

650 

1. Klin (under construe- 

120 


2. Kabaung . . 

500 

tion). 



•*>. leni 

80 

2. Pyu (under construe- 

300 




tion). 





3. Swa (under construe- 

260 




tion). 


Yo.metliiii . . 

i Taimgiiyo . , 

220 

1. Yonbin (under con- 

200 




struction). 

2. Sintlie (^) (under con- 

200 




struction). 

3. Sinthe {ii) (under con- 

200 




struction). 



1- Thoixze 


4. Sinthe (in) )approved) 

200 

Th;ii*!*awadcly 

260 



2. Bilin 

120 




3. Mokka 

90 




4. Minhla 

100 




5. Gamoii 

90 




6. Minbu 

80 




I. Kantlia 

220 



Pi'ome 

1. Wegyi 

112 

1. Buyo (sanctioned) . . 

206 

Tliayet'iiij^o. . 

• • • • 

« • 

1. Bwetgyi (under con- 

300 




struction). 

2. Kyeni (sanctioned) . . 

200 




3. Nyaungbintha (sane- 

180 _ 

• 



tioned). 

4. Mindon 

300 
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Length 


Length 

District. 

Existing bridges. 

in 

Bridges required. 

in 


feet. 

feet. 

1 

2 

3 

4 

5 

Magwe 

1. Sim 

120 

1. Yanbe (sanctioned) 

180 



2. Sadon (sanctioned) . . 

280 


• 


3. Palin (sanctioned) . . 

280 




4. Yin (approved) 

600 




5. Yin (on Thiyagauk 

400 




road). 

6. Pin (near Yenang- 

800 




yaung). 


Minbu 

1. Sabwet 

220 

1. Mon f combined road 

900 




2. Man J and railway 

3. Salin 1 bridges ap- 

800 




1,300 




1^ proved. 


Pakokkn 

1. Sliwegyaung (timber) 

800 

1. Yaw 

400 



2. Saw 

200 

Myingyan . , 

1. Pyaungbya 

240 

1. Taungtha 

300 

2. Kokke 

100 

2. Kyaukka . . 

200 




3. Laya 

150 




4. Wetlaung 

200 

Meiktila 

1. Mvitta ") .. 

2. Tllelun 3 . . 

160 

100 

1. Thinbon 

2. Wundwin (approved) 

300 

200 




3. Chaunggauk 

400 




4. Pyingyaung (under 

200 




construction). 

5. Payangazu (under 

100 




construction). 

6. Sainon (approved) 

600 




near Kiune. 


Kvaakse 

1. Dwebla 

280 



2. Myinzu . . . . 

200 




3. Zawgyi 

100 




4. Panlaung . . 

260 



Sagaing 

a 4 • M 

• • 

1 . Mu 

800 

Mandalay . . 

1. Myitnge 

680 

1. Irrawaddy (combined 

3,600 



road and railway 
bridge sanctioned). 



Shwebo 

• • « • 

• a 

1. Mu 

700 

Bbamo 

1. Namsiri 

200 

1. Theinlin (under con- 

200 




struction). 

2. Namtabet . . 

150 




3. Taiping 

300 




4. Salween 

400 

Myitkyina . . 

a • • « 

• • 

1. Namyin (under con- 

280 




struction). 





2. Indaw 

300 

Tbaton 

1. Thebyn 

200 

1. Beiin (under con- 

500 




struction). 

2. Kadet (under con- 

180 



• 

struction). 
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District. 

1 

1 

Existing bridges. 

2 

Length 

in 

feet. 

3 

Bridges required. 

4 

Length 

in 

feet. 

5 

Salween 

» • • • 

• • 

1. Yunzalin 

• • • • 

600 

Amlierst 

« • • • 

• * 

1. Ye (combined road 

420 




and railway bridge 





approved). 


Tavov 

• 

1. Pauktaing 

252 

1. Talaingya 

(under 

220 


2. Yetvaing . . 

280 

construction). 



3. Heinda 

80 

2. Tavoy River 

500 


4. Maunginasbaimg 

100 

3. Mindet f combined 

490 


5. Shwegvu . . 

180 

4. Pe 1 

road and 

200 


6. Pawut 

130 


railway 





1 

bridges 





L 

proposed. 





5. Zinba 

* ♦ • • 

200 

iMersTiii 

• • • « 

* * 

1. Palauk 

combined 

240 




2. Py ich a 

road and 

200 




3. Pa law 

railway 

450 




4, Miiaung 

1 bridges 

20.0 




5. Pino J proposed. 

560 




6. Kyaukpya 


750 

Akva b 
^ * 

• • • « 

-• • 

1. Mingan 

• * • * • 

300 




2. Ngawabya 

• • 

400 




3. Rathedaung 

300 




4. Tat 

• • • • 

300 




5. Kanyin 

• • • • 

350 




6. Tangyo 

• • • • 

400 




7. Paungdok 

• • * • 

200 

Sancioway . . 

• « « « 

• • 

1. Kindaungvi 

250 




2. Taungup 

• • ■ • 

250 




3. Yegauk 

• • * • 

200 




4. Tirade 

* • * • 

200 




5. Sandoway 

• • * « 

500 




6. Kyaukkyi (under con- 

200 




struction). 






7. “Kyeintali 

• • * « 

600 




8. Satthwa 

* • • m 

600 




9. Saiu 

• « * • 

400 

Bassein 

• • • • 

• * 

1. Daga (Athok-Bassein 

800 




road). 






2. Daga (iNgathaing- 

800 




gyaung-Henzada road). 


Henzada 







« « • • 

• « 

1. Payin 

• • • * 

200 




2. Mamya 

■ • . . 

• 200 

Hanlliawaddv 

4.'' 



3. Ngawiin 

» • • * 

800 

• • • • 

• • 

1. Jlayan (approved) . . 

140 

Upper Chind- 
win. 

• « • • 

• • 

1. Boinu 

• . . 

120 




2. Choi 

• . . 

80 






Note, — These figures exclude Estabiisliiuent and Tools and Plant charges 
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APPENDIX lll~~contd. 

The mileages of metalled and uiinietalled roads 
he following statement : 

Year. Metalled 

Miles. 


maintained are given” in. 


Mileage. 

Unmetalled 

Miles. 


1925-26 


2,250 


The figures for the earlier years cannot be compared Avi 
OAviiig to changes in classification and for other reasons. 


9,116 

the 1925-26 figures 



APPENDIX IV. 

{Form referred to ai A. I. {mi) of the questionnaire,) 
Burma Province including the Federated Shan States. 

Detail of expenditure on road maintenance\construction in 1926-27. 


177 



(a) All Local Fund expenditure is assumed to be on maintenance- 
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appendix V. 

Vide question No. B.-7 of the questionnaire. 

^ , r^Tic ftntTFRNMKKT or Buema, JUDICIAL Depaetment, No. 182-N.|26, 

^'’^™ATED THE IST JuLT 1927, TO THE GOVERNMENT OP INDIA, DEPARTMENT 01 

COiTMEEOE. 

With reference to the letter from the Secretary to the 
■D 1 Pinflnr’p DeDartmeiit, to your address, ISTo. 4740-A., dated the 16th 
?r°T 19->7 a copy of which was forwarded by the Bombay Government to this 
Government, on the subject of the proposed imposition of a tax or 

a meaiis of taxation of motor vehicles, I am directed to say tnat 
Excellency the Governor in Council agrees with the Government of Bombay 
that a tax on petrol is the most suitable method of taxing motor vehicles. The 
local Government is anxious to impose -sueh a tax in Burma, and wishes there- 
fore to support the proposals of the Government of Bombay in principle. 

2. The Government of Bombay has pointed out that it will not be possible 
to introduce sueh a tax in some provinces in India without imposmg it in the 
others In the case of Burma, however, the difftculties in respect of smuggling 
would not arise, and the imposition of sueh a tax in this province _ alone would 
be a simple matter. All motor spirit used in Burma moreover is TChned in 
Burma and pavs duty at the refinery, and there should be no dithculty in 
collecting the additional tax or duty to be credited to the provincial revenues. 

3. I ain accordingly to request that, should the Governinent of India decide 
that the proposal is impracticable for adoption in India as a whole, the 
suitability of imposing such a tax in Burma alone may be considered. 
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APPENDIX VI. 


JResolution No. 

of 


Vide question No. C.-l of the questionnaire. 


41-0. C.-l, dated the 21st March 1927, hy the Government 

Burma, Public Works Department {Communications). 


The following orders regarding the _ eonstitntion and functo , 

Government Communications Board are issued_ in _ supersession of 
issued in Public Works Department Communications, Resoluticm No. 
a2-C C (Genl.), dated the 6th November 1923, as amended by No. -9o 
41 -c!c.- 1, Volume II, dated the 2Sth January 1926 

1 Constitution of the Communications Board. — The Communications ^^rd 
will consTst 5 23 members, of whom 16 will be elected by the non-official 
members of the Legislative Council according to the principle of proportionate 
representation by means of the single transferable vote ; five members will be 
nominated by His Excellency the Governor and the remaining two members wi 
be the Hon’ble Finance Member and the Hon’ble Forest Minister. Persons othe 
than members of the Legislative Council will be eligible for nomination an 
election equally with members of the Council. The Hon’ble Finance Member 
will be the Chairman of the Board and will have a second or easting vote in 
the event of an equality of votes on any matter before the_ Board. Members 
elected by the Legislative Council will hold office until such time as the Council 
is dissolved. Each vacancy in their number will be filled by election on the 
first occasion on which the Council meets after the vacancy oecurs.^ Members 
nominated bv His Excellency the Governor hold office until such time as the 
Legislative Council is dissolved. Each vacancy in their number will be filled 
.as soon as possible by a fresh nominee. The Secretary of the Board will be 
the Chief Engineer, Public Works Department, Buildings and Roads ^ Bianch, 
who will not be a member of the Board. For the purpose of dealing with 
Questions placed before it the Board will be divided into two Committees which 
will deal respectively with Roads and Waterways. Each Committee will consist 
of 12 members including the Chairman ; of these eight will be selected by His 
Excellency the Governor from among the elected members of the Board. The 
Hon’ble Forest Minister will be Chairman of the Roads Committee and the 
Hon’ble Finance Member will be Chairman of the Waterways Committee. The 
Chief Engineer, Public Works Department, Buildings and Roads Branch, will act 
as Secretary to the Roads Committee, and the Chief Engineer, Public Works 
Department, Irrigation Branch, will act as Secretary to the Waterways Com- 
mittee. The Chairman of each Committee will have a second or casting vote in 
the event of an equality of votes on any matter before the Committee. The 
Roads Committee will meet monthly, if there is sufficient business to be disposed 
of, at 4-30 P.M. on the Thursday following the first Monday in each month. 
The Waterways Committee will be summoned as often as there is business to 
be placed before it. Meetings of the Board as a whole will be convened to 
consider such matters as in the opinion of the local Government are of 
■sufficient importance to place before it. The presence of at least six members 
shall be necessary to constitute a quorum. 

2. Functions of the Communications Board, — The functions of the Com- 
munications Board will be to assist Government in shaping its policy for the 
development of communications, to scrutinise or initiate projects in pursuance of 
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that Dolicv and to accord financial sanction under the power conferred^ on it ■ 
hv the Finance Department under Devolution Rule 45 to all Major projee s 
armroved bv it. This power is subject to the proviso that the decision of the 
ZZ it cLurred io to ‘t? I'm.™. . M.mb.r, The ..corded by .he 

Pnarrl will be for a specified amount in the case of each project. Ine list oi 
new works which it is proposed to include in the Provincial Estimates of the 
following year will be referred to the Board for approval. 
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Replies to the questionnai]re submitted by the Goveifii' 

ment of Bihas" and Grissa. 


A. — Road Deyelopmext 


1. (e) 


Provincial. 

District Boards. 1 j 

|i Totf?,] i Total 

Gran a 
Tot^jl. 

Surfaced. 

Uusurfaced. 

‘ s Surfaced. ^ Uusurfacec?. 

Surfaced. Uusurfaced. ! 

{ ' 

i ^ i 

1,339 

1 

237 


i i 

i 1 

2,416 1 25,o£)S 1 3,755 j 25,575 

! i '• 

: i: ! 

*• 

! (< 

: 1 

i 1 

! t i 

1 

I i i 

■29,330 


The^tabl© iiicli'id6s 6/ and 4o miles of surfaced and unsurfaced 
provincial roads in the Feudatory States maintained hy the Public Works 
Department. 

1. {ii) and {Hi) Please see Appendices I and II. 

1. [iv) The Clovernmeut of Bihar and Orissa in the Public Works 
Department is responsible for the “ Provincial ” roads and the District 
Boards of each district for the “ District Board "" roads which include 
the local board _ and union board roads. The District Boards are 
under the administrative control of the Local Self-Government Depart- 
ment of Government. 

1. (y) 1 Tovincial Toads, The provincial roads are constructed and 
maintained bj' the I iihlic orks Department of the local Government 
from provincial revenues. 

Contributions are received by Government from certain Feudatory 
States for the maintenance of portions of provincial .roads which pass 
through their territories. In certain eases, how^’ever, the States con- 
cerned do not pay any contribution. The details are given under : — 

(e) Athgarh State pays a contribution of Rs. 1,000 a year for the 
maintenance of 10 miles of the Ciittaek-Angul road 
w'hich passes through that State. The rate of pavnient 
is Rs. 100 a mile. 

(n) Dhenkanal State pays Rs. 9,125 as the annual contribution 
for the maintenance of about 37 miles of the same road 
passing through its territory. The rate of payment is 
Rs. 250 a mile. 

G 
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a 


(iv) 


A i 3 ortion of the Cuttack- Samhalpur road, aS miles in 
length, passes through Athmallik State for the mainten- 
ance of which the State pays a contribution of Ks. i,8o0- 
aimually, i.e., at the rate of Rs. 50 a mile. 

Certain portions of the Ranchi-Chaibassa, Harbhanga- 
Phulbani and Cnttack-Sonepur roads, the total length of 
which is 40 miles, also pass through Feudatory States,, 
but for the maintenance of these the States concerned do 
not pay any coutribulion. 


All funds for the provincial roads are an-anged and financed by the 
Government and 23 rovided in the budget foi the year. 

District Board roads — entire expenditure incurred on the 
construction and maintenance of all types of roads, whether _ lying 
within the jurisdiction of a local board or a union committee, is met 
out of the district fund constituted in accordance with section oa ot 
the Local Self-Government Act, 1885. No separate accounts are 
kept by .District Boards of expenditure incurred out_ of the receipts 
derived from each one of the sources enumerated in section 5a and 
therefore it is not possible to ascertain to what extent road ’ expenditure 
is debited to the income derived from each of these sources. For prac- 
tical purposes it may be taken that roads are financed from road cess. 

The local Government makes an annual recurring grant known 
as the augmentation grant amounting to Rs. 2,80,000 to o lakhs, to 
District Boards for roads and bridges. Special grants to a few boards 
are also given from year to year for improvement of communications. 
The amount of these grants varies from year to year. 


1. {vi) 







STear, 

Surfaced. 

Unsurfaced. 

Total. 

Expenditure. 

1913-14 

2,599i 

23,644i 

26,244 

Es. 

40,74,284 

1923-24 

3,528 

24,449 

27,977 

66,30,055 

1S24-25 

3,614 

24,612 

28,226 

55,05,929 

1926-27 

3,697 

24,814 

28,511 

56,09,270 


•1 * 


Please see Appendix III. 

Surfaced. 

(«) 4‘4 miles. 

{b) 10-8 miles. 

(c) ll'S miles. 


Unsurfaced. 

30‘7 miles. 
75'0 miles. 
78'3 miles. 


Remarks. 
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population of the Feudatorj States and 67 and 45 miles 

^soi'f^^oed provincial roads passing 

ino- consideration in calenlat- 

mg the ngures arrived at. 


{Note. — Area of British territory 
Area of Feudatory States 

Total population in British territoiv 

«’ * • 

1 otal 1 ural population in British territorv 
Total popnlation in Pendatory States . 

Total rural popnlation in Feudatory States . 


. 83,131 sq. miles. 

. 28,648 sq. miles. 
. 34,002,189. 

• 32.627,424, 

. 3,959,669. 

. 3,924.364 


The area and popnlation figures taken from Census of India, 1921.) 


3. (a) (t) The total expenditure on roads from provincial revenue 
bears a ratio of 2-4 per cent, to the total provincial revenue. 

• H os P®u<iiture on roads from local funds bears a 

ratio of 2-8 per cent, to tne total local funds revenue. 

(i) The incidence per head of fofal population of all road 
expenditure from provincial revenues is 7-6 pies. 

(5) (m) The incidence per head of rural population of all road 
expenditure from provincial revenues is 7-9 pies. 

(^) (m) The incidence per head oi rural population of all road 
expenditure from local funds is 2 annas onlv. 


+1, out the fibres for {b) (7)_and (5) (m) the population of 

the Feudatory States within the province has not been taken into 
account as the local G overnment does not incur any expenditure from 
piovincial levenues on roads in these States beyond what is spent in the 
maintenance of 67 and 45 miles, respectively, of surfaced and unsur- 
iaced provmeial roads passing through them and in making gi-ants-in- 
aid to the Chiefs for construction of such roads and bridges within 
their States as are considered to be of provincial importance. 

figure for {b) (m) the population of the Feuda- 
tory States has been excluded as there are no roads belonging to any 
public authorities within these States. • 

(Note. — ^For s^rea and population see answer to question A-2.) 


N 0 road traffic statistics are maintained in the province. They 
are only taken in very exceptional cases such as where there is a ques- 

tion of traflBc over a weak bridge or over a road the narrowness of which 
IS under investigation. 

• general provincial roads, no system of such statistics is de- 

sirable. .For purposes of testing roads and road surfaces fiffure^ for 
traffic in some of the busy baxm- portions give all that is reguked 

5. (a) The chief road agencies in this province are (1) the Public 
Works Department who maintain provincial roads and the (^) District 
Boards who maintain other roads. 


G 2 




So far as co-ordiiiatioii witliiii tlie province goes, tlie area under in- 
is eoiivenieiitiy divided into three main divisions^ A; B and 


vestigatioii 


Ac The area lying to the north of the Granges. The roads here are 
entirely maintained by the District Boards of Saran^, Champaran^ Mu- 
zaffarpnr, Darbliaiiga, Moiighyr; Bhagalpnr and Piirnea. The roads of 
more than local importance are — 

(1) I'he road leading from Bettiah through Alotihari, Muzaffar- 

piir and Samastipur to the Ganges river opposite 
Monghyr. 

(2) The road leading from Hajipur to Chapra and from Flajipur- 

through Muzaffarpnr to Darbhanga. 

(3) The road leading from Karagola g-liat through Piirnea to 

Kissengiinj and so on to Siligiiri in the Jalpaigiiii district 
in the province of Bengal. 


'\Titli the e^cceptk 11 of the last named road, all these roads are con- 
trolled bv more than one District Board and the condition of the road 

0.’ 

varies considerablv. It is advisable that these roads which are of more 

n,,- 

lortance slionld be placed under one controlling authority. 


■f n c, 




Owing to physicid reasons, namely, the vagaries of rivers debonch- 
iiig from Nepal, i(, is not considered feasible to have an all-weather road 
ill that part of the country lying to the east of Darhhanga and west 
of Purnea. 

B. The area now under consideration is that comprising Patna, 
Gaya, ^ilongliyr. Bhagalpnr, Soiithal Pargaiias, Hazaribagh, Alanbhum,. 
Eanchi, Chaibassa, Palamau and Shahabad districts, that is to say, 
tracts south of the Ganges extending to latitude 221^. Apart from the 
Grand Trunk Road nniniog from north-west to south-east from Moha- 
Ilia through Dehri and Bagodar to Chirkunda vrhich can be correctly 
classed as an all-India road, the main centres of road traffic are Gaya, 
Hazaribagh and Ranchi. Daltonganj is likely to come into importance 
in the near future. 

Patna is cnt off from the north by the Ganges river. The recently 
eoiistriicted combined road and railway bridge across the Son at 
Koilwar will connect up Patna with Arrah and afford an exit to the west, 
and to the Grand Trunk Road through Sasseram as soon as the present 
hichJta track between Patna ami the Son river is put into order. At 
present 6 miles of this road are 12' under water at times of abnormal 
flood — in most years it is 5' to 6' under water. The direct route from 
Patna to Gaya via Jebanabad is impassable on account of floods in the 
Poonpoon. 

Road communication between Patna and Monghyr is considerably 
restricted on account of the Mokamah 1 al between Mokamah and 
Laheriasarai which is frequently nnder water. There is all the year 
round communication between Patna and Gaya via Patna, Bihar and 
Nawadah, but a portion of this road is hiiclilia and is extremely difficult 



01 m^or traffic during tlie rains. Inter-district communication be- 
^■\een Patna and Mongliyr can best be carried out by a spur from the 
atna-Cjaya road joining up Nawadah to Sikaiidara^ Jamui^ Vlonghyr, 


iii Lilc xuLuie tis ii me jJistricij x>oara rotaci 

between Nawadah and Rajauli is extended to Kodarma to join the District 
Poard road of Hazaribagh district, the journey from Patna (the winter 
seat of Government) to Ranchi (the summer headquarters of Govern- 
meiiti would be considerably shortened. 

SeYoml important roads radiate from Hazaribagh. The Public 
\Vorks Department road between Hazaribagh and Giridih is brido-ed and 
metalled throughout but it stops at Giridih. An extension is required 
between Giridih and Chakai wdth branches from Chakai to Jamiii and 
another to Jasidin to connect up Ranchi, Hazaribagh and Manbhum 
with Mongliyr, Bhagalpur and Naya Dumka. 

Daltongan j situateii on the western boundary is connected by a 
partially metalled and partially gravelled but fully bridged road with 
Ranchi. It has cominunicatioii with Gaya by means of the District 
Board road which is not in good order. The inter-clistriet road commu- 
nication between Daltonganj and Gaya uill be of considerable use. 

C. 1 he area under eonsnleration is from Ranchi in Chota Nagpur to 
the Orissa coast and as 'well as the area stretching from Ranchi, south 
to the Central Proviiices boundary, 

^Ranchi is an important centre in respect c)f road eoinmunicatioii with 
OiiSSa ^ai?d Sambalpiir. Owing’ to several larg’c rivers debouching into 
Orissa it is necessary to have two main roads leading from Ranchi to 
the south and south-w^'est. The more eastern road passes through 
Chaibassa and Jaintgarh up to Jajpur Road station where “it joins the 
Orissa trunk Road. The Orissa Trunk Road, north of Jajpur, is 
motorable throughout the year up to Balasore and when the bridge under 
construction at Balasore is completed, say by September 1928, it will be 
possible to have all-th e-year-round communication up to the Subarna- 
rekha river and Jellasore, the eastern boundary of thn* province. Road 
communication west of Jajpur in the direction of Cuttack is practically 
impossible owing to the existence of the Brahmaiii river which is not 
only not fordable itself, but floods many miles of the approach road 
laterill-F. 

V 

^ I he vv^esterii route from Raiiebi to Orissa is through LoLardas’a, 
Giimla, Kolebira, Sundargarh, Jharsuguda, Sambalpur, Angul and 
Cuttack. At present this route is not feasible except between December 
and June. It is a very important line as it also affords direct commu- 
nication from Sambalpur to Raipur in the Central Provinces and 
through Angul, liarbhanga, Phulbani, communication with Herhampnr 
and Ganjam in the Madras Presidency. As will be seen from the map,* 
parts^of these roads are District Board roads, parts are mrdntained by 
the leudatovy States and parts by the ,Pul)lic Works Department. It 
is advisable that this road which is more thaii of local interest should be 
entirely under the control of one authoritv, prefeiably the Public Works 
Department. 


^ Xo- prir.toil 



3. {b) The all-India roads connecting with other provinces are as 
'follows : — 

(1) The Grand Trunk Road from Mohania to Chirkunda tnrn- 

iiio' north-west to south-east. This road^ the length 
of which within Bihar and Orissa is 240 miles^ connects 
up Benares on the west and Calcutta on the east. The 
Son river at Dehri is unbridged wmich causes considerable 
interference wnth through motor traffic. There is a cause- 
way at Dobhi which occasionally hv)lds up traffic during 
the rains. There are three weak bridges along this 
road' wffiich may take 1;^ ton motor lorries bnt nothing 
more. 

As stated in paragraph 5 C above^ the road from Sambalpur 
through Bargarh connects up with Raipur in the Central 
Provinces and thence to Bombay. The road north-west 
of Sambalpnr leading to Ranchi is neither bridged nor 
metalled up to Gumla and owing to the small amount 
that the local Government has been able to allot for 
the improvement of road communications^ the improve- 
ment of this road is being taken up piecemeal as funds 
permit. 

Phulbani in Angul district connects up through Riisselkonda 
with Berhampur (Ganjam) in the Madras Presidency. 
The road between Phulbani and Angul is only gravelled 
with several small bridges remaining to be put in, as -well 
as a boat ferry across the Mahanadi at Tikarpara. 

(2) The eastern end of the Orissa Trank Road connects with 

Midnapur in the province of Bengal, but the road com- 
munications from Midnapur to Calcutta, owing to the 
presence of several large unbridged rivers, is hardly within 
the range of practical politics. 

(3) As has been stated in paragraph 5 {a) above, it is doubtful 

whether the road from Karagola road through Purnea to 
Siliguri will be of much use as a through road. If this 
road were to be developed so as to benefit Bengal it would 
be necessary to improve the unbridged and gravelled road 
between Dumka and Ondal on the Grand Trunk Road, 
Bengal portion. This postulates the bridging of A joy 
and More rivers. 

6, Apart from the want of co-ordination by District Boards in 
developing inter-district communication, as has been pointed out in 
answer to question 5, District Boards find that owing to the growing 
demand for funds for education and sanitation they have to seriously 
curtail the amount available for the maintenance of their existing roads. 
This postulates and it is also a fact that they have no funds to spend on 
the development of their road system. Accepted programmes of reclassi- 
fication will add much towards eradicating the defects of existing systems 
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but reclassification without sufficient funds to enable the existing roads 
to be put into order and for development would be useless. 

7. (a) It is practically impossible to determine the rate of develop- 
ment required to ivoep pace with the growing needs of motor 
transport, but experience has shown that no sooner are new roads and 
bridges thrown open proprietors of companies immediately apply for 
licences for the carriage of passengers and goods. 

(^) As the financial resources of the province 'and District Boards are 
very limited^ development can only be financed by extra taxation. 

(c) It is considered that funds for the construction of bridges may 
be provided by means of loans because the maintenance cost of such 
bridges is low. The construction and development of roads presents a 
totally different aspect as the maintenance charges compared with the 
cost of construction are relatively large. 

8. The development proposed will benefit railways as the roads where 
they cross railways will serve as feeder roads to such I’ailways. The best 
means of co-ordinating roads and railways in the interest of transport is 
to have representatives of the railways running through the province on 
the proposed Provincial Road Board. 

9. (a') The facilities afforded by the Alipore Test House are no L 
utilised to any great extent by this province. It is proposed to establish 
machinery and plant for testing road metal at the Bihar College of 
Engineering at Patna. 

(d) {i) The province is too poor to experiment with the modern 
methods of road construction with the exception of tar painting and in 
some cases tar grouted roads. 

(ii) NiL 

{e) There ai’e no such arrangements. 

{d) It is considered that in the event of assignment being made from 
central revenues^ provision should be made for supplementing, subsidis- 
ing, co-ordinating and distributing the results of experiment and research. 


B. — Motor Transport and Motor Taxation. 

]. Figures for 1913-14 and subsequent years up to 1923-24 are not 
now available. (The following figures also, it is regretted, cannot be 
considered in any way reliable ; the c|uestion of securing more accurate 
statistics is already engaging the attention of the local Government. 
These figures purport to give the totals of cars registered at various times 
in Bihar and Orissa, some of which must have gone out of commission. 
On the other hand many ears running in Bihar and Orissa are actually 
registered on the books of other provinces.) The number of motor 
vehicles increased in Bihar and Orissa from 2,008 in 1923-24 to 5,318 in 
1926-27. 
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motor Yehieles Tvliicli Y'ere registered in Biliar and 


Orissa during tlie years 19*2-3-24 to 1926-27 under each of the following 
classes is as follows : — 


Designation of cars. 

1928-24. 

1924-15. 

1925-26. 

1926-27. 

(a) Private cars .... 

• 

401 

401 

591 

605 

(h) Motor buses* .... 

• 

112 

S9 

123 

246 

(c) Taxis' ..... 

• 

4-7 

166 

244 

259 

(d) Commercial goods vehicles 

• 

17 

28 

25 


(fi) Motor cycles . 

f 

76 

90 

1 

73 j 

66 


statement sliowing the principal bus services, both urban and rnral, plying in Bihar 
%id Orissa is attached (Appendix lY). 


2. Prom the recent developments in passenger lorry services, wherever 
the roads permit, there would apparently he rapid development if more 
good roads were provided to link up important and populous centres. 
About goods traffic it is more difficult to prophesy, and it is doubtful 
whether the pack bullock and bullock cart would be superseded for many 
years to come. At present larger merchants congregate with their 
godowns mainly at railway towns, and agTieiiltural produce comes in by 
village trades and hnclilia roads, radiating from these centres on 
bullock transport. With an improvement in the main roads the 
merchants might develop a wider vision and go with transport to collect 
at a long radius from the railway ; but such collection is not generallv 
tneir present practice, and the men who bring their goods to the railway 
centres work on too small a scale to purchase or hire motor transport for 
themselves. However, developments up-country would be likely to be 
reflected in this province as most merchants on a large scale are con- 
nected with branches in the United Provinces and elsewhere. 


At present development is hampered, first, by the absence of motor- 
able roads of any kind ; secondly, by the fact that Jciicliha roads are 
only motorable for five or six months of the year ; and thirdly, by the 
breaches in metalled road communication through unbridgecl rivers. 

3. Motor transport is taxed in the following manner in Bihar and 
Oris.' 


(/) By rules made by the local Giovernment under section 11 of 
the Indian Motor Vehicles Act, 1914 — 

« 

a) An initial registration fee is charged on everv motor vehicle at 


the following rates :■ 


Ks. 


For nn autowheel , . . . . 

• 

ft 

0 

Q Mi 

For n motor cycle or scooter .... 

• 

• 

ft 0 

For a motor car not exceeding 2 tons in weight 

« 

ft 

. 15 

For a n otor car excec ding 2 tons in weight 

» 

\ 

. 32 
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(i) A fee of Rs. 2 a year is levied on driving licences for drivers 
of motor vehicles. 

(c) Fees are charged annually at the following rates on permits 
issued on motor vehicles which are let or ply for hire : — 


For a motor veliicle with — 
an niiladen weight of less than 1 ton . 
an unladen weight of 1 and less than 2 tons • 
an nnladen weight of 2 and less than 8 tons . 
an unladen weight of 3 and less than 4 tons , 
an unladen weight of 4 tons and over » 


Es. 

50 

. iOO 
, 20D 

. 300 

. 400 


These fees are credited to the local Government^ but the permit fees 
(c) have been assigned by the local Government to iiiiinicipalities in 
respect of taxis, and to District Boards in respect of motor lorries^ 
which ply upon their roads. The permit fees are the only source of 
taxation of motor transport which yields an appreciable revenue in Bihar 
and Orissa^ the revenues from this source being approximately Rs. 20^000 
a year. 


(hj {a) By section 81 (i) (/) and 137 (.2) of the Bihar and Orissa 
Municipal Act, 1922, the Commissioners of a municipality may, with 
the sanction of the local Government, impose a tax on vehicles mentioned 
m the First Schedule to the Act^ at rates not in excess of those stated 
in that Schedule. The kind of vehicles and rates of tax given in the 
Schedule are as follows : — 


Es. 

Per quarter. 


For motor car of uot less than 25 H.?* .... 10 

For motor car of less than 25 but not less than 12 . 6 

For motor car of less than 12 H. P. . . . . .. 4 

For motor lorry . . ^ . • . . . 15 

For motor tricycle 8 

For motor bicycle • .... .. .. 2 

For side car . 1 


(5) By section 326 of the same Act the Commissioners of a mimiei- 
pality may make bye-laws to regulate vehicles plying for hire for the 
conveyance of passengers within the municipality. Such bye-laws have^ 
under section 354, to be confirmed by the local Government, and the 
local Government can by tbe same section rescind bye-laws which it 
has confirmed. Tbe fees are to be fixed with reference to local con- 
ditions ; but yebicles for which fees are paid nnder these bye-laws 
are to be exempt from fees under section 187 of the Act. 


No taxation is levied by the District Boards on motor transport. 
The local Government is contemplating legislation in order to empower 
District Boards to grant monopolies for the use of motor vehicles plying 
for hire on particular roads to particular persons or companies, but 
regards this proposal as outside the scope of tbe present reference. 



4. The. proceeds of these taxes are not speciallj earmarked for ex- 
penditure on roads. 

5. (a) The Goveriiiiieiit of Bihar and Orissa is not in a position to say 
whether the GoTernment of India is prepared to earmark the proceeds 
of the customs duties on motor vehicles and petrol for expenditure on 
roads, but they see no reason why this should be done. If the pi'oposed 
excise duty is imposed on petrol for the benefit of the roads in the 
provinces and is collected by the Central Government, then it is reason- 
able that the proceeds of this tax should be earmarked for expenditure 
on roads. On principle, the earmarking of particular taxes for 
particnlar services is a questionable x^^^lmy, but in the present circum- 
stances of India the local Government is prepared to agree that this 
particular tax should be devoted solely to expenditure on roads. 

(i5) and (c) The Government of Bihar and Orissa considers that, if 
an excise duty is levied on petrol expressly for expenditure on roads, 
then it is undesirable that the proceeds of provincial and road taxes on 
motor transport should also be so earmarked. Any sum of money which 
it is necessary to earmark for expenditure on roads should be obtained 
through the single method of the excise duty on petrol. 

6. The Government of Bihar and Orissa considers that /or tkis j^uf'pose 
i.e.j for the purpose of producing revenue for expenditure on roads, the 
most suitable form of tax would be an excise duty on petrol, and that 
this should be collected at the same rate throughout India and, therefore, 
preferably by some central agency. The alternative is to impose a 
fairly heavy annual registration fee on motor vehicles. If these fees 
were heavy there would undoubtedly be attempts to evade them. Extra 
precautions should be necessary to prevent the use of forged certificates 
and numbers, and mnch correspondence would be involved with 
neighbouring provinces. The local Government prefers taxation through 
an excise duty on petrol. Such a tax could easily be collected through 
the oil companies, it would be elastic, and its incidence per gallon would 
be so small that consumers would hardly notice it. 

The local Government sees no objection bo the existing forms of 
taxation, provincial and local, explained in answer to question 3. They 
wmald leave these in force and, if necessary, increase the rates of 
fee. 

7. The Government of Bihar and Orissa approves of the proposal of 
the Government of Bombay for an additional duty on petrol, to be distri- 
buted between the provinces. They do not approve of distribution 
according to consumption only, because such an arrangement would 
handicap the backward provinces, permanently and progressively. They 
favour distribution according to a formula based on three factors, viz.j 
population, cultivated area and either the mileage of roads or the number 
of cars. 

8. Expert opinion will no doubt be taken on this question, but from 
a broad general standpoint weight would, appear in all the circum- 
stances to be the fairest form for all kinds of anmial taxation ; it is also 
a simple form, and simplicity will facilitate administration by local 
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authorities. For import diity^ on the other hand; being a demand pay- 
able once for all; the local Government is inclined to favour an ad 
valorem basis; as more expensive vehicles may be expected generally to 
have a longer life, apart from any possible standpoint of luxury 

9. It is possible for the Government of Bihar and Orissa to control 
the maximum taxation imposed on motor vehicles under the Bihar and 
Orissa Municipal Act; so far as it is not already controlled by Sche- 
dule I; for the reason explained in paragraph ' («‘) [h] of the reply to 
question 3. If power of taxation were given to District Boards; the 
local Government would presumably retain the same power in its case. 

The local Government may be trusted to see that local bodies do not 
encroach unduly upon their own, or the Central Governments proper 
sphere of taxation. An all-India scale of taxation by local bodies would 
be unsuitable. 

The local Governments own po'wers under section 11 of the Indian 
Motor Vehicles Act are not restricted by any maximum. The local 
Government is not likely to impose fees at a rate greatly in excess of 
those obtaining elsew’here in India ; but it is prepared to agree that 
maxima should be imposed for the whole of India. 


10. Under rule 5 of the rules framed under section 11 of the 
Motor Vehicles xict, it is not necessary to register again in Bihar and 
Orissa a motor vehicle in respect of which a subsisting certificate of 
registration has been granted in any other province in British India 
under rules framed under section 11 of the Indian Motor Vehicles Act; 


provided that it conforms to those rules. Again in accordance with 
tbe provisions of rule 20; it is not necessary to renew in Bihar and 
Orissa a subsisting licence to drive a motor vehicle which has been 
granted in any province in British India under rules framed under 
section 11 of the Act; provided that it conforms to the Bihar and Orissa 
rules. 


The existing rules of the province; therefore; do contemplate reci- 
procal exemption of provincial taxation on motor vehicles which have 
been taxed already in any other province; and do not appear to require 
amendment. 

11. The local Government does not recommend that the proceeds of 
motor taxation; except the petrol excise duty; should be earmarked for 
expenditure on roads. No question of a separate fund or account, 
therefore; arises; except in the case of the .petrol excise duty. The 
local Government considers not only that legislation is required to 
prevent the proceeds of the petrol excise duty being diverted to other 
objects by the Legislative Council — ^if the expenditure thus is made 
by or under a laW;'’*’ it becomes; under the present constitution, non- 
voted but also that; if possible; steps should he taken to prevent the 
Council; when the proceeds of the petrol excise duty are available^ from 
diverting from roads the funds which they are at present devoting to 
that service. Provided that legislation is introduced that will ensure 
that the proceeds of the tax are available for roads only> the local 
G-overnment sees no necessity for a separate fund. 



but if' S' in' Sn;’'?* "■“• >>' 

oe«Si SaSo'. '£' nr'i"”"' "““™ ““t P>'"»«k of .no 

niaraiSiSLrii' sx' ■' n' "?,•,■■" 

a “-.Xats ssr'ftSLttSi 

Eciad BoS “ ^ prognmme for oritioism lo the Central 

pendd 'oirro!, din maWnSrtt'ceT''''” “S'*"' '’“• «- 

dietriet roads. ^ nnpoit.nce, r,a„ on inter-prooinoial and inter. 

eon iiStir SdlStL^ beSn'ad^^^^^^ 

\n7"^ p.-o7Ss t-nt 

also for popnlaU and oilitiXl 

of the relative needs of a province. likewise aie indications 

f.ete:-7“' « to'n..I. based on the following 

(«) population; 

(d) cultivated area ; and 

(e) either the total mileage of roads or the number of cars. 

rr+lrJ'^' Government, does not consider it practicable to tav 

other yehzculav traffic Apart from carts, which mostiv belon- to LS 

cu tmists a tax on other vehicles is not worth consideration \here'are 
both practical and legal difficulties in taxing carts. 

Cess^ Ac? Gi-iysa generally « local cess^^ is levied under the 

"public works 

ces». Jjocal cess IS assessed on the annual value of lands ^nrl a,-. fP.. 
annual net profits from mines, quan-ies, tramwavs, railways and other 
mprovements ; the rate at which the cess is levied i^ one aTna on eS 

se^tfoii 6 Sthe“ Art) Sit Tdf ofn 

holders of estates is described in sections ^t^and 4.2^of the Cesf Art" 


C. — Road Boards. 

fori’one^^' u" is° province. It is contemplated to 

advise the local aSmlfon aP 

transport. The consStTon Tnd^foSS: T" 

provinces are being examined. It is thought that for BiW L “orissa' 

Pnh?7w7L "n consisting of Finance Secretary, Sc?eto? 

Public orks Department, a representative of the automo^ e fndu S? 
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one representative of District Boards and a representative from the 
railways will meet the needs of this province. 

"2. It is considered that a Central Road Board should be formed, 

3. As regards its functions^, they would include — 

(1) co-ordinating provincial programmes of road development ; 

(2) co-ordinating development of roads and railways ; 

(3) co-ordination and distribution of technical experience and 

information and research in road eonstraction ; and 

(4) examination of schemes for all-India as well as provincial 

road development with a view to distributing the revenue 
from central taxation which is to be allocated to road 
development. 

4. mi. 


APPENDIX 1. 



{Fide question No. A-] (it) of the questionnaire.) 
The principal bridges existing are shown below : — 


Gaya District. 

Provincial, 

(1) Mohana bridge on 269th mile of Grand Trunk Road. 

(2) Gulsakl'i bridge on 2Slst mile of Grand Trunk Road. 

(3) Lilajan causeway on 2S4th mile of Grand Trunk Road. 

(4) Morhar bridges on 291st mile and 292ad mile of the Grand 
Trunk Road. 

(5) Poonpoon bridge on SSOfch mile of the Grand Trunk Road. 

(6) Bridge over the Patna Canal. 


District Board, 

(1) Bridge on road from J ehanabad to Bandhuganj Bazar, 

(2) Bridge on road from Jehanabad to Kui^tha. 

(3) Three bridges on Patna-Gaya road via Jehanabad. 

(4) Two bridges on Gaya-Daudnagar road. 

(5) One bridge on Rafiganj-Gob road. 

(6) Three bridges on road from Nawadah to border of Gaya distriet 

(east). 

(7) One bridge on road from Daudnagar to Aurangabad. 
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Shahabad Disteict. 


HI I i€ i , 


Frotincial, 

— ge over An-ah canalCou tlie Grand Trunk Koad (338tfe 


; Kudra bridge at the 364th mile of the Grand Trunk Road. 

TruS mile of the Grand 


% 

I 


District Boarch 

l^iii60 hiidg^ds on Arrah-SassBrSiiQ. roaci, 

(:p Two bridges on Nasriganj-Dumraon road. 
{3} One bridge on Koilwai-Chausa road. 



District So.nthal Pab,g.anas. 

Provincial, 


District Board, 


No important brids^es. 


Patna District. 
Provincial, 

1) Bridge over Dinapur nullah. 


District Eoard. 

ll) One bridge over Poonpoon river on Patna-Barh road. 

(»,. One bridge over Poonpoon river on Ma<5oni-J.,- P v 

( 3 ) One brid..e over PoonL. -lasouihi-Paliganj road. 

'4) One bridle oTer MoZr ri 7“ »“ r<»J, 

n I •, ^'‘orhai nver on Masourhi-Naubatnur road 

.0, One bnd^e o™, D,.„n ni™- on B.khfc.pnn-Khav.C ' 






District Board. 

S' on H.» H.ee on 

”0 of 1 6 feet oTO- Noona rivet- 
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Cuttack District. 

^ Butfict Board. 

{1) Taldanda canal bridge on 9th mile of Jagatsinghpur-Sillow road. 

Balasore District. 

Disc riot Board, 

No important bridges. 

Bridget on provincial roads in Orissa, 

(1) Causeway paved 1,291 feefc long on 39tli mile of Orissa Trunk 
lioad. 

(2) Athurnalla masonry bridge of 19 spans on 51st mile of Cuttack- 
Puri road. 

(3) One masonry bridge of 7 spans on 38tb mile of Cuttaek-Puri 
road. 

(4) Bhargoyi girder bridge of 7 spans of 50 feet each on 45th mile 
■of Cuttaek-Puri road (under construction). 

(5) Barang masonry bridge on 6th mile of Cuttack-Ganjam road. 

(6) Masonry bridge on 44th mile of Cuttack-Ganjam road. 

(7) Salia suspension bridge on 71st mile of Cuttack-Ganjam road. 

(8) Burabalang bridge (under construction), 

Sambalpuii Disteici'. 

Provincial. 

(1) Girder bridge of 30 spans of 30 feet each at ISSth mile of 
ixaipur-Sambalpur road. 

CJiota Nagpur Division, 

■ ( 1 ) Girder bridge of 9 spans of 155 feet at I49th mile on Grand 

Trunk Boad. . 

(2) Girder bridge of 7 arches of 75 feet at I49th mile on Grand 
Trunk Road. 

(3) Girder bridge of 5 spans of 100 feet at 250th mile on Grand 
Trunk Road. 

(4) Girder bridge of 5 spans of 100 feet at 9th mile on Giridih- 
Dumri road. 

(5) Girder bridge of 12 spans of 60 feet at 31st mile on Eanchi- 
ilazanbagn road: 

(6) Girder bridge of 3 spans of 100 feet at 36th mile on Ranchi- 
Purulia road. 

(7) Girder bridge of 6 spans of 100 feet at 49th mile on Purulia- 
Chaibassa road. 



(S) Girder bridg^e of 8 spans of 150 feet at lOtli mile of Rajgani- 
Telmiitclio road. 

(9) Girder bridge of 5 spans of 60 feet at ^Ist mile on Rancbi- 
Daltoiigiinj road. 

^ ( 10 ) Girder bridge of 2 spans of 200 feet at 36th mile on Chaibassa- 
Jaintgarh road. 

(11) Girder bridge of 6 spans of 60 feet at 36tli mile on Dalton- 
giinj-Garu road (under construction). 

(12) Girder bridge of 9 spans of 60 feet at 11th mile on Daltom 
giiiij-Garii road (under construction). 


Muzapfaupue Distiuct. 

District Board. 

(1) Pontoon bridge 29 X 30 feet over .Bur Craiidak at 2 ml mile of 
Sitamarhi road No. 1. 

(2) Pontoon bridge 23 x 25 feet over Bur Gandak at iOth mile 

'TPX 7 1 T "Ik "T Vi*.-* >« 

or JJarbnanga road No. 2. 

(S) Girder bridge 2 x 100 feet over Lakhandiye at 2;5rd mile of 
Darbliaiiga road No. 2. 

G) S. l\ bridge 9 x 30 feet over New Dhar Bagmati at 22nd mile 
on ilarbhanga road No. 2. 

(5) S. P. bridge 9x30 feet over Singhi Nasi at 23rd mile on 
Sursand road No. 23. 

„ Puranidbar Bagmati at 8th mile 

of Sisonlaroad No. 26. 

(7) Girder bridge 3x100 feet over Puranidbar Bagmati at 11th 
mile on Sinhara road No. 25. 

(8) S. P. bridge 7 X 30 feet over Puranidbar Bagmati at 20th mile 
on Barbhanga road No. 2. 

. JPJ bridge 22 x 30 feet over New Dbar Bagmati on 1 
of Sitamarbi road No. 1. 


(Vide map.*) 


Champaran Disthict. 
District Board, 

SARA:^^ District. 
District Board. 


M • P bridge 8 X 30 feet at 3rd mile on 
road JNo. 05- A (over Gandaki river). 

•1 masonry abutments and timber ro 

mile of Gbapra-Gootbni road No. 8. 


Chainpur-Chandpur 


adway on 25tb 


*Not printed. 
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1 3) S. P. bridge of lOxoO feefc on liver Daha at 19tli mile of 

CIiapra-Gootliiii road No. S, 

(4) Masonry bridge over Daha river on 3rd mile (waterway 527 s.ft.) 
of Kandua-Koehaikot road No. 101, 

[bj Jack arch bridge 520 feefc span over the Jlierahi river on 4th mile 
of Kiisoimdhi-Jagdishpiir road No. 9S-A. 


Dakbhaxga Disthict. 
District Board. 


ide map"^.) 


Bhagalpur District. 

District Boards 

One bridge of brick piers^ wooden beam and C. I. deck (water 
way 220) at 8th mile of road No. 1. 

(2) Steel pile bridge (waterway 560) at 33rd mile of road No. 1. 

(3) Steel pile bridge (waterway r290) at 4th mile of road No. 2, 

(4) Steel pile bridge (waterway 1^410) at 4th mile of road No. 7. 
v->) Steel pile bridge (w^aterway 200) at 2nd mile of road No. 13. 

(6) Steel pile bridge (w^afcerway 240) at 24th mile of road No. 2L 


( Vide map^.) 


Moncihyr District. 
District Board. 


PuRNEA District. 
District Board, 


No important bridges. 


APPENDIX II. 


( Fide question No. A.-l {iii) of tbe questionnaire.) 
1. (««} The principal bridges required are shown below:-- 


Gaya District. 

Provincial, 

bridge to replace the existing causeAvay over the Lilaj 


at Dobhi. 


an 


^ Not printed. 
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District Board. 

(1) Tvro bridges on the road from Eajauli to Patebpur. 
(d) One bridge on the road from Fatehpur to Gaya. 

One bridge on the road from Gaya to Daudnagar. 


Shahabad Distuict. 

Provincial, 

(1) The bridge over the Durgauti river on mile 376 of the Grand 
Trunk Road is not suitable for heavy traffic. Requires reconstruction. 

(2) A bridge over the Son river at Dehri on the Grand Trunk 
Road. 


District Board, 

(1) Two bridges over the Durgauti river near Ramgarh for a direct 
route from Bhabua to Buxar. 

{£) One bridge over the Karamnasa river near Chausa to join np 
with the United Provinces. 


mi. 


District, Sonthal Parganas. 
Provincial. 


District Board, 

( 1 ) One bridge over the river Ajoy on 40th mile of Dumka-Jamtara, 
road via Fatehpur. 

(2) One bridge over the river Ajoy on the 29th mile of Dumka- 
Madlmpiir road. 



Patna District. 
Provincial. 


District Board* 

(1) One bridge over Poonpoon river on Patna-Nadaul road. 

(2) One bridge over Poonpoon river on Eanitalao-Kin;)er road. 
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Districts in Orissa Division. 
Frovincial, 


Tmik TOaT ^I'abmani river on the 32nd ,mile of Orissa 

OriS Traps' «*“■ »* ‘te 

Oris*sL*T°SS®°°’"‘’“®“‘““ *«‘l> mile of the 

*(o) One bridge over the Subarnarekha river, 37th mile of the 

Orissa Trunk road north of Balasore. 

Purfroad^^'* bridge over the Bhargovi river at|Sardeipur on Cuttack- 
Cuttack-Purfroad*^”^^^ Khusabhadra river on 1st mile of the 


’^(8) One bridge over Monaguni river on the 41st mile of Cuttack- 
b-anjam road. 

*(9) One bridge over Khokhai river on 3rd mile of Cuttack- 
bran] am road. 

n at Cuttack on 3rd mile of 

buttaek-Fun road. 


Puri District Board, 

(1) One bridge over Daya river on 14th mile of Patnaikia-Khurda 
road. 

(a) One bridge over Baya river on the 1st mile of Sardeipm--Chandka 
road. 

(3) One bridge over Bhargovi river on 3nd mile of Pipli-4strano- 
road. ® 

Cuttack District Board, 

(1) One bridge over Gobri on Kendrapara-Jajpur road. 

(2) Bridges over Mahanadiy Brahmaniy Kliarsna and Gunja river 

on Cuttack-Chandbally road. (The cost of these bridges will be very 
greaty the river being broad.) ^ 


Balasore District Board, 

(1) One masonry causeway, 200 ft. longy on the 2nd mile of Basta 
feeder road. 


*N.B ^ — 111 {these bridges, with the exception of Kos, (6) and (7), are very long and will 
be expensive. 


One masoiirv causeway^ 600 ft. long, at 11th mile 1st furlone 

of the Balasore-Basiideypur road. 




i o 


n-te masonry causeway, 300 ft. long, to the west of the Dumra 


Khai bridge. 


•fS 

i 


0 r 

■fj i 


f4) One causeway, 400 ft. long, at the I9th mile of Bhadrak- 
iiid bally road. 

(5) Eeeoiistruction of a masonry causeway, 400 ft. long, on the 

1 mile Isl quarter of the Bhadrak-Chandbaliy road. 

*/ 


SAiMBALruK District. 

Provincial. 

(1) One bridge over Bonum riyer on the Jharsuguda-Sambalpiir new 

road. 


Chota Nagpur Diyisiox. 
Provincial. 


(1; One 


bridge oyer 

o 


to connect Puriilia with the Grand Trunk Road. 


Damodar river on the Barakar-Puriilia road 


(2)^ One bridge on Dhanbad-Hazaribagh road at Manbhum and 
Hazaribagh border to connect up collieries on either side of Jamuaia 
river. 


Pistfiet Boards. 

(1) One bridge over Subarnarebha river on Purulia- Jamshedpur road 
to connect Jamshedpur with colliery district. 

(2) One bridge o'\ei Barakar river on jManbhum and Sonthal Pargaiias 
boidei Oil the_ Gobindpiii~Giridih road to link up Dhaiibad and Gindih 
by a direct route. 

(3) One bridge on Gobindpiu’-Giridih road to link up Dlianbad with 
Giridih. 

(4.) One bridge over Jamunia river on the 2nd mile of Dumri- 
Nawadib road to connect Bermo Collieries with Giridih. 

(5) One bridge on Latebar-Sarjoo Ghat road to link up Latehar with 
the new station across the Aui-anga river. 


Muzaffaepuk District. 

District Board, 

(_l) One bridge at Hajipur over the river Gandak to connect Saran 
district with the Mnzaffarpur district and to afford facility to the vast 
traffic during the Sonepur fair. 

(2) One bridge at Bajighat on 5th mile of Bajighat road No. 21, 
the feeder road to Dholi railway station. 
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Sap. an Listpict. 
District BoarfL 


(1) One bridge at 
road No. 71. 


Cnaiiipiir on the J Sth mile of Siwan-SiswaiO. 


Dapbhanga Distiuct, 

District Boanl. 

{Pldenrdixn 

Bhagalpup District. 

District Board. 

(I) One bridge (waterway 466) on the 10th mile of road No. 1 
(causeway exists) . 

(‘2) One bridge over Ghogha nulla (water wav 500) on 11th mile 
of road No. 3. 

4m (S) One bridge over Tirmohan nulla on 16th mile of road No. 3 
(waterway 470). 

(4) One bridge over Koa nulla (waterway 900) on the 19th mile 
of road No. 3. 

(5) One bridge over Mahmuda river on 6th mile of road No. 4 
(wateiway 600), 

(6) ^ One bridge over Andhri river (waterway 800) on 10th mile of 
road No. 4. 

(7) One bridge over Urni river on 26th mile of road No, 4 (water- 
way 1,250). 

(8) One bridge over Urni river (waterway 1/200) on 1st mile of 
road No. 9, 

(9) One bridge over Barua river on the 2Srd mile of road No. 9 
(waterway 1^300). 

(10) One bridge over Kurar river (waterway 1,050) on 10th mile 
of road No. 10. 

(II) One bridge over Chandan river (waterway 800) on the 21st 
mile of road No. 10. 

^ (12) One bridge over Chandan river (waterway 2,000) on the 15th 
mile of road No, 12. 

^ (13) One bridge over Bilasi Nadi (waterway 400) on the 21st 
mile of road No, 12, 

(14) One bridge over Barua river (waterway 500) on the 33rd mile 
of road No, 12. 

(15) One bridge at Gap near Canaul (wateiway 500) on 1st mile 
of road No, 14. 


* Not printed. 



202 


(16) One bridge over Darbasban river (waterway 800) on 1st miJe 
of road No. B-7. 

(17) One bridge over Chandan river (waterwav 1,0001 on 10th 

mile of.road No, B-7. j > / 


( Vide map.*) 


Monghvr District. 
District Board. 


PuR5rE.4 District. 

District Board. 

(1) One bridge over Mahananda river on the 51st mile of the 
b-anges-Dar 3 eeling road. 

ji) One bridge at Kushaha Ghat on the 19th mile of road No. 1, 
section 1, . ^ 

(3) One bridge over the Kosi river at 18th mile of road No, 11. 

(4; One bridge over Panar river on the 1st mile of road No. 36. 

(5) One bridge over Bokra river on the 9th mile of road No. 36. 


{Vide map.^) 


Champara^ District. 
District Board. 



* Kot printed. 









APPENDIX IV, 


{fide question E-1 oft 


3 questionnaire U 


Principal bus services; both urban and rnral; in IJihar and Orissa. 


Shauaeau. 

] . ]\'I oh an ia- C h ai n pii r r o a <J . 

2. Pini-Bihia road. 

0 . Biixar-Nasrigiinj road. 

4. Arrah railway station-Sinha road. 


MuZAPPAltrUR. 

5. Miizaffarpur-Sitaiiiarbi road. 

6. Mnzaffarpnr-Ivanti road. 

7. Muzaffarpirr-Iveutsa road. 

8. Muzaffarpur-Rewaghat road. 

9. Muzaffarpiir-Paru road. 


10 . ]Vliiza!ftarpur-Sahebg*an ] road, 

11. Sheohar-Sitamarhi road. 

12. Hajipur-Lalganj road. 


llHAOALrUR. 

13. Bhagalpur-Banfca road. 

14. Bhagalpur-Panjwara road. 

15. Bhagalpur-Baiisi road. 

DI'MKa. 

16. Diimka-Panipurhat-Jasidih road. 

17. Dumka-Suri road. 

IS. Dumka-Godda road. 

19. Diimka-Bhagalpnr road. 

20. Diimka-Ainrapara road. 

21. Deoghar-Sarath Mohanpur road. 

22. Pakiir-PIiranpiir road. 

23. Barhait-Barhawa road. 



O 'V 


Mo^^ghyr. 

24. Klieiika Motor Co, 

25. Hitchcock Motor Service. 

26. Dixon Motor Service. 

27. Khiilsa Motor Co. 


All plying in rural areas. 


Saxchi. 

28. Ranchi-Chakradliarpiir road. 

29. Ranchi- Hazaribagli road. 

50. Ranchi-Kanke road. 

51. Lohardao['a-Kolebira road. 

52. Lohardaga-Giimla road. 

53. Lohardaga-DaltonganJ road. 

34. Ranchi-Kurii road. 

35. Ranehi-Mirhu road. 

36. Ranchi- Bn iidu road. 

37. Simdega-Birmntrapur road. 


P ALA n Ain 

38. Garhwa-Untari road. 

SiNGHBHUM. 

39. Chaibassa-Chakradharpur road. 

Maxbhcm. 

40. Piiriilia-Hura-Manbazar road. 

4?1 . Purnlia-B egunkiidar- Jhalda road . 

42. Purulia-Chas-Dhanbad road. 

43. Puriilia-Mamurkidar-Chas road. 

44. Pimilia-Kashipur-Adra-Raghiinathpur road. 

45. Pumlia-Raghunathpiir-Santuri road. 

46. Jhalda-Bagmiindi-Balarampur-Pnrulia road. 

47. Pimilia-Diibra-Chellyama road. 

V 

4 8 . Piinilia-Kenda- M anbazar road . 

49. Piinilia-Barabazar-Balarampur road. 

50. Purulia-Balarampur-Chandil road. 

5 1 . Purulia-D libra- Ra ghiinathpur-Dishergiirghat road. 
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Dhatoab. 

♦)2. DiiEnbtKl-tTliajria-iPatliardijb road, 

53. Dhanbad-KeDduadih-Kat.ras-Eajganj road. 

54. Baliapiir-Jharia-Kenduadih-Katras road. 

55. Dhanbad-Gobindapur-Nirsa-Chirkunda road. 
5»J. Dhanbad-Ganidpur-Tundi road. 

57. Piinilia-Dlianbad road. 

Hazaribagh. 

•5S. Hazaribagb-Hazai-ibagh Road station. 

59. Hazavibagh-Kodarma railway station. 

60. Hazaribagh-Chatra road. 

61. Hazaribagb-Golaroad. 

62. Hazaribagh-Cbntupalu road. 

'■>3. Hazaribagh-Giridib road. 

61. Cinitnpalu-Bara Chetti road. 

6o. Gindih-Kodarma railway station road. 

6b. Giridih-Kharagdiba road. 

67. Bermo-Giridih road. 

6S. Isri-Baraebati road. 


PUEJ. 
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Replies to the questionnaire submitted by the Govern- 
ment of the Central Provinces. 


A. — Road Development. 
1. The map* is placed beloTV ; — 


w 



Surfaced. 

Unsurfaced 


Miles. 

Miles* 

(a:) Provincial Hoads under Public Works 
Department .... 

3,320 

1,630 

ijb) Provincial roads maintained by Dis- 
trict Councils .... 

1,050 

870 

(c) District Couucil roa ia 

300 

1,270 

Total 

4,670 

3,770 

=-8.440 


Note. — Only the mileage of professionally aligned roads is given. Besides these 
there are many thousands of miles of village roads in charge of District Oiimicils concern- 
ing which detailed information is not available as no definite funds are allotted by District 
Councils for their upkeep. These roids, however, are in theory maintaiued in a more or 
less passable condition by the village servants in the ordinary course of their duties. 

[ii) See Statement 1 at Appendix, 

{Hi) See Statement 2 at Appendix. 

{iv) There are only two road authorities in this province (as far 
as this questionnaire is concerned); viz., the Public Works 
Department and the District Councils. Both these 
authorities may be said to be responsible for all classes of 
• roads in that many roads which are of purely district 
importance are under the Public Works Department and a 
few arterial roads of provincial importance are under the 
District Councils. (The classification of roadS; vide note {d) 
of the questionnaire; appears however to depend on the 
authority in charge of the road. The word class in this 
question is not clear.) 

(t?) Public Works Department roads are maintained and construct- 
ed from the general revenues of the province. 

District Council roads are similarly maintained and construct- 
ed from the general District Council revenues. In neither 
case is any particular form of revenue earmarked for road 
construction nor are any roads maintained or constructed 
from loans or otherwise than from revenue. The first 
charge on the revenue available for expenditure on com- 
munications is for maintenance; the balance is available for 
works in progress and new works. 

{vi) See Statement 8 at Appendix, 


* Not printed. 


\ 
Iff’ 


a 


'I't 

0 i 


(vti) See Statement 4 at Appendix. 

• Statement 5 at Appendix. 

(ff) (0 4-68 (A) 3-8 
■i) («) 3-4 (u) 27 

') W 37 (it) 3-0 

3.^ 7 fetauemeut 6 at Appendi.x. 

(0 7-42 per cent. 

(n) .5'SO per cent. 

(0 5-27 annas. 

{ii) 5‘S2 annas. 

{m) O‘o3 anna. 

- 1 . 

necessary in the f general considered 

TrafBe statistics are qom<iV' ‘^^■®'''®^°pnient of this j^rovinee. 
of a new bridge project. considering the desirability 

as far as^prm-Ineiaf province is achieved automatically 

^Vorks Department1,t f.f ^ablic 

aathoritv. The DistHet because the roads are under one 

ant but even ^here th“ -e Jbe most part unimport- 

^’ith the geneml rLd fe ^ ooi^eerned there is co-ordination 

e^h district periodically by'aTcTr SnfeSerof 7^ 

officials actino- in an ad vfartVTr.,, •+ of officials and non- 

represented at thpc! ‘ District Councils are strono-ly 

H.L ,».„Se,?d a??LoS f vT“- lit** '•■»><! schemes "aS 

yhich Disfiiet C Diiriciis ar^ ft f. non-offieials (at 
into dirdsional road scheviie^'" ■. if ® 'O’lgfy represented) and grouped 
division beiiio- placed in nnp ’o..'^ the districts in one Commissioner's 

division, etc., etc. are’ fiver/ 7 ®aeh Commissionei-"s 

is achieved bv a vearlv e/nf f o-mdination throughout the province 

framing of the prelim'inarv w at the time of the 

m P^e'^^naiy Puhhe Works Department budget. 

Ure o\"’thS provl?^ntr£7 

■een the local ctemment L 1 p" by correspondence 

State concerned ^ the province or 

main arterial roads The .h. ^ erossmge on nearly all the 

Hnds considerfhly t JST ofs mlthf SS y “T " ‘"®“ 

snrfL?ntS„‘“ pt h»ft Tf 

nevertheless the immediate need 'If tL prSd’iw 
reference to the needs of motor transport Ts ft’ ^**1 

-coi maiispoit, IS tor more roads of the. 



existing type or specification rather than for a re-classificatioh or 
improvement of type of existing road. Road metal of a good kind is 
available in abundance at short leads practically everywhere and the 
cost of renewal of water-bound macadam is relatively low^ so that until 
the need for heavy lorry trafiic as distinguished from light lorries and 
taxis^ etc., becomes apparent or until the present light lorry and taxi 
traffic increases very considerably the cpestion of improved surfacing is 
not ill general so pressing as it may be in other provinces. In large 
toivns and in certain localities, modern surfacing is however required to 
some extent. It should be noted also that the cost of tar, bitumen or 
concrete surfacing is comparatively greater here than it is vrhere metal 
is less readily ^available so that we can resurface a water-bound macadam 
road several times for the same money as would provide one coat of 
modern tar or bitumen or other surfacinn*. 

There is no accepted programme of reclassification in this province 
and lack of funds prevents road development on any appreciable scale. 
The total expenditure on new road works of all kinds averages over 
12 lakhs a year ; but this is insufficient to develop roads to an extent • 
compatible with modern requirements and hence some additional source 
from which funds can be obtained must be found. 


7 . (a) As stated already the immediate need in this province is for 
more bridges ^and more roads of the existing* type. Only in a few 
-industrial areas w'here motor transport is heavy will modern road 
surfacing be required.^ The local (lovernment considers that in this 
province where the railways are working considerably below tbeir full 
capacity there is no necessity to encourage heavy lorry traffic in rural 
areas wdth its concomitant expense to the community. 


The local Government considers therefore that the nature and rate 
of development of the road system desirable in this province is in 
general just that -which will keep pace with light lorry and taxi traffic 
requirements except in certain industrial centres and in the case of some 
railway feeder roads where the improvement of the road surface might 
be specially dealt with. 

{S) and (e) Government considers that new development of roads 
and communications should, as far as possible, be financed from loans 
provided extra taxation is imposed for the service of such loans. It 
would perhaps be practicable to meet in the initial stages out of 
general revenues the maintenance charges not only on the existing roads 
but also on the new roads to be constructed out of loan funds because- 
the construction of roads by means of loans would in time relieve 
general revenues of the necessity of constructing new roads but when 
the reclining charges increase more than proportionately fco the normal 
growth of revenue it might be necessary to defray a portion of the- 
maintenance charges out of funds raised by extra taxation. 


_ The local Government favours the levy of tolls on important 
bridges on provincial roads, the proceeds being used to further the 
development of roads. 

^ 8. Vide the reply to question 7 (a). The roads in this province -will 
only carry light motor traffic and hence cannot he regarded as serious 
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competitors with the railways. On the other hand the increase in 
road mileage is almost sure to lead to increased traffic on railways 


has been constituted to advise GotciuS or, hi tions 

development and all new rail and load moiects 5^1 T 
that Bnavtl Tr ; iU f 1 , piojects will be considered by 

h. t _.Doaid. If m the future greater co-ordination should anuear deelt 
able It might be possible to arrange that m-onncalc f7 • ^PPf^\ 

to affect adverseyi' rad^ty^S^r^^ 

considered essential in the interests of the pWnce to dn 

and railways can even beo-in to development before roads 

^ can even negm to compete to any appreciable extent. 

m The only direct use made by this province of the Pnira . 

Test House, Alipore, is for lestiog rold m.S fror Queries 

to time in recent voflTQ T+ ^ j.- • tiom time 

require improved facilities for testino-^-oaTmfteriaf Province will 
local material other than road metal is n^t ^ u S’’ 

m.nutaotoers,?u“tSg it sta.Wfaed by lb. 

iDstace ot the sUJudm o° Ceotrai ““ “ 

experience on general road and brid 'e conljv of 

in the Public Works DepartmeTit*’<Snee-fi ^ rocorded 

from time to time. Thus, the Central ProvfficerLId’^^S 

have been recently revised and set fm-th fh.. T -Koads Speciheations 
Public W.A, Dirt„e.t t£ »* 

»* » '-1* 1... ..t 

courtesy papers on teebnical mattCTs"are eseept that by 

the PuJii? ^Torb 

(d) Yes. The local Government eon^idAvo fKr.-#- • • -i 

g^c tor an ,b. purpose, rueutioued. S 

B. Motor Transport and Motor Taxation. 



1915 

1923-24 

1924-26 

1925-26 

1926-27 

(a) Private cars , , i 

(5) Motor buses 

(c) Taxis . . ; 

(4 Commercial goods vehicles 
{«) Motor cycles . 

129 

2 

12 

99 

208 

41 

141 

4 

81 

348 

81 

401 

3 

69 

318 

161 

250 

10 

75 

275 

I 136 

73 
13 
75 



m 

Prom 1st April 19^ to end of September 1927, 311 more vehicles 

S It that all the vehicles registered since 

oltif ^ registered before that time 

aie also on the road it may be taken that there are 3,500 motor vehicles 

1 kinds using th© roads in this province at the present time. 

The principal bus services are given in Statement No. 7 at Appendix. 

2. The province is very far from saturation point. The number of 

'3. The information is given in the Statement No. 8 at Appendix 
The fees are levied by the registering authority at the time of ??o-istra- 

Cler ''®“® ^ ^^htles 

4. The proceeds of all taxation from whatever source are credited to 
tbe general revenue and there is no special taxation allocated to expen- 
diture on roads. Out of the proceeds of provincial taxation is met the 
expenditure in connection with the registration of all motor vehicles 

periodical iDspcctions of vehicles piying for hire. 

5. _ This Government agrees generally with the principle that the 

ftl A transport, after defraying the cost of collection of 

tion^vS -irv “fPf and of the administra- 

tion of the Motor ^ ehicles Act should be devoted to the improvement 

o± roads. _ It is also prepared to agree that, subject to the deductions 

mentioned above, the proceeds of the central, provincial and local 

taxation should he devoted to the all-India, provincial and local, roads 

respectively. The chief difficulty lies in the separation of functions and 

the distribution of the proceeds of taxation between the Central and 

provincial Governments and local authorities, inasmuch as such 

taxation by one authority encroaches on the fiscal sphere of another. 

Scheduled Taxes Rules framed under Section 
80-A 3 {a) of the Government of India Act it is within the competence 
of the local authorities as well as of the provincial Governments to 
impose tax on motor vehicles. These vehicles are also subieet to 
customs duty wbieb is a source of central revenue. It is, therefore 
necessary to evolve definite principles as regards the methods of taxation 
ot the various articles by various authorities before it is decided howthe 
pioceeds should he^ spent. The possession of a motor ear is Generally 
regm-ded asan indication of taxable capacity of the owner ^d if the 
L-ential (jrovernment utilises this source for raisins revenue for general 
purposes it is difficult to resist the claims of the local bodief to tax 
owners of motor vehicles for general purposes. Until, therefore, the 
Central Grovernment decides to earmark the whole of the customs 
revenue fiom^ motor taxation or the excise duty on petrol for road 
development, it would be difficult to compel local bodies to spend all the 
money raised by motor taxation on the development of roads within 
their ]unsdiction. Under rule 49 of the Devolution Rules, however, it 
should be practicable to fix maximum limits of taxation on motor 
transport by local bodies and provincial Governments. 
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6. (ii) Central, — Tiie most suitable forms of central taxation are 
i3iidoiibtetIlT the customs duty on motor cars and excise duty on petrol 
as are levied at present but it is not unreasonable for local Govern- 
iiieiits to e peet that the proceeds of this taxation should be spent on 
the development of roads of all-India importance and also on further- 
ance of experiment and research with a view to road development in 
general in India as a whole. If^ therefore^ a Central Road Board 
is constituted with a view^ to the impiovement of all-India loads or 
for the purpose of co-ord mating and distributing the results of research, 
this Government considers that the expenses on these objects should be 
met out of the proceeds of customs and excise duties at present in 
force. Any new duties imposed on petrol should be regarded as a source 
of provincial revenues pure and simple. For the convenience of 
administration it may be collected by the Central Government but the 
whole of the proceeds should be distributed to the provincial Govern- 
ments which in their turn should make grants to local bodies for the 
development of the roads, the traffic on which pays this extra duty. 

{b} Frotincial — 

(/) As noted above ^ny new tax on petrol should be regarded 
as a provincial source of revenue though collected by the 
Central Government. 

{ii) Tolls on important bridges might be levied for financing 
the construction of such bridges. 

{iii) Licence fees may continue to be levied as at present for 
meeting the cost of collection of the tax of registration, 
inspection and administration of the Motor Vehicles Act. 

(n*) If after the levy of the above. fees and excise duty there is 
still further room for taxation the local Government 
should be left free and unfettered discretion to impose 
additional taxation on motor vehicles. Experience alone 
can show how' far this is practicable. 

(c) local , — In the opinion of this Government local authorities 
should not be given powder to levy duties on petrol but it would be 
inexpedient to interfere wuth their existing power of taxation of motor 
Yehicles subject ^ to the fixation of a suitable maximum sufficiently 
luw" so as not to interfeie with the pow^'ers of taxation by provincial and 
Central Government. 


7. lliis Government accepts the proposal of the Government of 
Bombay that a petrol tax should be levied and distributed for the 
present among the provinces on the basis of consumption. Experience 
will show' wdi ether consumption is a fair basis for a province situated 
eentrailv through which a good deal of through traffic must ultimately 

pass andthis ^Government must reserve the right to raise this isstie 
it the need arises. b 

s. (a) Import duty ad valorem api^ears to be the fairest means 

of taxation. ; 

( 

[b) liegidrahoii ancl other fees . — If regarded as provincial tax 
nenver and weight eombined would perhaps give ^ i fair basis of 
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taxation but for local purposes the \?eiiicuiar unit seems to be tbe 
simplest method. 


9. As indicated above it is not only desirable but absoktelj essential 
that maximum limits should be fixed for the iioposition of taxation 
by each authority. The ^ omissiou to fix such maximum in the 
Scheduled Taxes Eules has given rise to anomalies and administrative 
inconvenience which is at present under the cojisideration of the 
Government of India and this Government hopes that steps will be 
taken early to amend the Scheduled Taxes Rules with a view to ensure 
their smooth working. 


10. Reciprocal exemption should be quite feasible for provincial 
taxation but for local purposes such exemption does not appear to be 
necessary. The rules in force in this province already provide for 
such reciprocal ^exemption so far as other provinces an d'^ Indian States 
which grant similar exemptions are concerned. 

11. This Government thinks that the revenue from taxation on 
motor transport should he ei;edited to a separate fund definitely ear- 
marked for expenditure on roads. 

12. This Government considers that it is unnecessary to amend 
item No. 6 (3) of Part II — Provincial subjects — of Seliednle I of 
Devolution Rules, but it thinks that the object aimed at would be 
achieved by the framing of rules under Devolution Rule li (e) under 
which the revenue from eentral taxation such as extra excise duty on 
petrol might be allocated to the provinces for expenditure on roads. 

18. (^) Revenue from any new central taxation should be given to 
‘provincial Governments in the form of block grants, 

(d) As indicated above the distribution should for the present be on 
the basis of consumption of petrol. As the power to tax motor vehicles 
will not be interfered with in the case of municipalities there appears to 
be no need to gi-ant them any share of the proceeds of the extra taxation 
on petrol which is a source of central and provincial revenues. The local 
Government might devise a workable formula for making grants out of 
the petrol taxation to District Councils for the development of roads 
within their jurisdiction. 

14. The local bodies have power to tax vehicular traffic other than 
motor transport and there appears to be no objection to their exercising 
these powers for the development of roads within their jurisdiction but 
this Government would not advocate local Governments exercising 
similar powers in the meantime. 

15. At present there is no specific road cess in the province. A road 
cess of 3 per cent, of the land revenue used to be levied prior to 1st May 
1922 when the new Local Self-Government Act came into force, and 
under which a cess at a consolidated rate of 6^ per cent, is levied for 
general purposes by District Councils. 


C. — Road BoicRDs. 


1. ((3^) Yes. 

(5) In December 1927 


H 
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f^) A copy of the Government Eesolution and Notifio tion on the 
subject is annexed — Statement 11 at Appendix. 

(d) It has not begun to function yet. 

2. (a), (d), (c)) (d) Yes. All the point s raised have been discussed 
in the replies to parts A and B of the questionnaire. 

d. This Government considers that there should be a Central Road 
Board. Some of the functions of the Board have already been referred 
toil! replies to previous questions. As regards its constitution this 
Governnient is of the opinion that it should contain a strong technical 
element and that the members should have sufficiently long tenure of 
oflBee to ensure continuity of policy. 

Briefly the main function of the Central Road Board will be to 
co-ordinate the road programmes of the various provinces and Indian 
States. At the same time a Central Road Board with other than 
advisory powers in regard to the expenditure of provincial funds cannot 
be contemplated and hence, in order that it should be able to function 
effectively at all, the Board must have other funds at its disposal which 
it can allocate for specific objects. As indicated in the replies to 
parr B of the questionnaire and particularly in the reply to question 
B 6(a), this Government would be prepared to ag'ree that any portion of 
existing customs and excise duty on petrol Avhieh the Central Govern- 
ment might place at the disposal of the Central Road Board, either in 
annual grants or in the form of a Central Road Fund, should * be at the 
disposal of the Central Road Board to be spent on specific road worlcs. 
This Government is not now prepared to agree that any portion of the 
proposed petrol tax should be placed at the disposal of the Central 
Road Board. 

The advisory functions of the Central Board then mis^ht be defined 
somewhat as loiiows : — 

{a) To fix on the all-India roads and to draw up a buildino* 
programme for them. ^ 

(^) To advise if asked to do so on inter-provincial road problems 
and problems which will arise when roads pass throuo^h 
Indian States. The advice of this board will be useful 

case of overlapping of local taxation, reciprocal exemp- 
tions,etc. 

(c) To aet with the Railway Board and local Government in 

respect to inter-provincial developments, composite road 
and lailway bridges and types of level crossings and 
over-bridges and similar matters. 

(d) lo consider existing laws in consultation with local G overn- 

ment with a view to making recommendations as co 
amendments. 

4. An alternative to a Central Road Board would be periodical 
conferences of representatives of all provinces. Grovernment is inclined 
to favour the constitution of a permanent Central Board because : 

(1) The ^stence of such a board will ensure continuity of 
policy. 
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(2) There will be so many problems requiring examination in 
the earlier years that excessive decays will occur if no 
permanent body exists to deal with them and act at 
least as a medium for dissemination and interchange of 
ideas if not for definition of policies. 

D. — Ge2^ebal. 

], 111 the reply to questions A. 6 and 7, this Government has 
expressed itself strongly in favour of financing new development through 
loans. In coming to this decision Government has been influenced by 
the consideration that the present prom-ess in road construction and 
development financed from current revenues does not satisfy modern 
recj[uirements. It has also heen observed that in no other part of the 
British Empire^, or perhaps in the worlds except in India are roads 
constructed entirely from current revenues. The only hope for reasonable 
development appears to lie in assistance being obtained from loan funds 
so that posterity will pay to some extent for improvements which wuli 
benefit posterity. 

2. This Government is not in favour, at present, of building long 
lengths of road capable of carrying heavy lorry traffic. The demand 
in this, province is for more bridges on existing roads and for more 
roads of the existing type and until this demand is to a great extent 
satisfied Government does not consider money should be spent on other 
forms of road development. Government is further supported in this 
conclusion by the fact that, except in a few towns and large industrial 
centres, there is no demand for heavy lorry traffic. A furtfier considera- 
tion is that a mile of modern, that is, bitumen or concrete, road costs 
nearly as much to construct as a mile of railw^ay and its maintenance 
and renewal costs more. The actual running cost of heavy motor 
transport is well known to be more than the running cost of railway 
rolling stock. Railway freight however coversithe total cost of transport 
including the cost of the track while road freight covers cost of transport 
only and the community pays the cost of the road. Hence it can be 
said generally that heavy motor transport cosis the community more 
than rail transport and that, except in certain conditions, it is not 
justifiable in the conditions pertaining in this province. 

3. In the reply to question A. 8, this Government has stated its 
opinion that there is considerable room for both road and railway 
development before road and railway interests can even begin to 
compete to any appreciable extent. 

The province has an area approximately equal to that of Great 
Britain and of New Zealand. The population is i of that of Great 
Britain but 10 times that of New Zealand. The total mileage of sur- 
faced and unsiirfaced roads compares as follows : — 

Surfaced.’ Un surfaced. 

Central Provinces ... 4,670 3,770 

New Zealand ... 28,553 36,447 

Great Britain ... 155,000 (excluding Scotland.) 

It will be seen that there is thus room for very considerable expan- 


sion. 


I 
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Statement 1. 

etdilt, of of the pnipipal existing bridges on provincial roads 
m the Len tial Provinces and Berar— (question No. A.-l YmD 



O 

6 


7 


8 

9 

30 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 
21 


^''agpiir-^iBraoti Road 
Ditto 
Ditto 

Great Eastern Road 
Ditto 

Ditto 


Ditto 

• . . 

Ditto 
Ditto 

• • • 

Isag’piii’-Saoner-Multai-Betiil Road . 
Ditto 

• I 

Ditto 

Is^agpiir-Chhindwara Road 


ITagpiir-Jubbulpore Road 
Amraoti-Ellichpiir-Dnrbaiipiir Road 
Ellielipur-Betul Road . . 

Ditto . > 


i^gb level bridge over Kanhan near 
Ramptee. 

Bridge over Jamb river. 

Submerged bridge over Tewsa. river. 

I.)itto Wardlia river. 

High level bridge over Nag Nulla. 

Submerged bridge over Kanban river 
at Maboda. 

Bridge over the river at the boitndan^ 

between Nagpur and Bhandara 
districts. 

Jam Nulla submerged bridge. 
Submerged bridge pver SbeonatL 
Karan submerged bridge, 

Submerged bridge over Kolar river. 


Ditto 

Ditto 


Ditto 


Ward ha river. 
Macbna river. 
Jam river. 
Kanban river. 


Kulbhera river submerged bridge. 

High level bridge oyer Wainganga. 

Ditto Phedi river. 

Submerged bridge over Macbna river. 

Ditto "yapti river. 

4 submerged bridges over P urna 
between 34 to 37 luilese 


Iron girder bridge over the Purna, 
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Details of a few of the principal existing bridges on provinoial roads 
ill the Central Provinces and Berar-^cc>izi^. 


Name of road. Class of bridge. 

Elliclipur-Betul Eoad . . , Submerged bridge over the Puma. 

Ditto . . . Ditto on the Arna river. 

Wardha-Pownar-Sailur Eoad , Bridge over Bor river. 

Wardha-Arvi Eoad . . , Submerged bridge over Dbam river. 

Ditto . . , Ditto Anji river. 

Akola-Akot Eoad . . . Ditto Puma river at Wagholi. 

Ditto . . . Iron girder bridge over Moorn i. 

Mehkar-Halegaon-Basim-JVfangrul- Bridge over Penganga river. 
pir-Karanja-Kholda Eoad, 

Ditto . . . Ditto A dan river. 

Chikli-Jalna Road . , , Submerged bridge over Chotapurna 

river. 

Yeotmal-Dhamaiigaon Eoad . . High level bridge over Bimbla river, 

34 Betul-Itarsi-Hoshangabad Eoad . Majardoh river submerged bridge. 

36 Ditto . . * Machna river submerged bridge at 

Shahpur. 

86 Chhindwara-Matkuli-Hoshangabad Submerged bridge over Pench river. 
Road. 

37 -Matkiili-Pachmarhi Eoad . . Ditto Denwa river. 

38 Multai-Chhindwara-Seoni Road 

39 Ditto . . . Submerged bridge over Xanhan river. 

40 Ditto . . . Ditto Pench river. 

41 Narsinghpur-Laknadon . . Machna river auhinerged bridge. 

48, r Ditto . ■ . . Kanera rivei^ subi^ierged bridge. 

48 Juhhulpore-Damoh-Baxwaho Eoad Submerged bridge over Magardah 
in a Katangi. nulla. 

44 Ditto . . , Submerged bridge over Hiran river. 

46 Jubbulpore Damob via Temdu- Ditto on Goraya river, 

khera. 

46 Ditto , * . Bairama river submerged bridge. 


Serial 

No. 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 




Detail 


h «>] 


a few of tlie principal existing bridges on provincial roads 
ill the Central Provinces and Berar — conoid. 


Serial 

No. 

! 

1 Name of road. 

Class of bridge. 

4 ^ 

1 Mandla-Seoni Road . . . 

Thama river submerged bridge. 

48 

Ditto 

Submerged bridge over Wainganga at 
Seoni. 

49 

Ciihindwara-Narsinghpur Road 

Pencil river submerged bridge. 

60 

Ditto .... 

Tbel river submerged bridge. 

61 

Ditto . . . , 

Tharkna nulla submerged bridge. 

62 

Ditto • . . . 

Barurewa river submerged bridge. 

63 

1 

1 

1 

Saugor-Damoli Road ... 

Submerged bridge over* Bias river. 

64 

Ditto 

Gadheri river submerged bridge. 

■ 

56 

Ditto 

Nopra river submerged bridge. 

56 

Saugor to Jhansi Road 

Submerged bridge over Dhasan river. 

57 

©C f> 

Sangor to Ealiatgarli . 

Dhasan river high level bridge. 

58 

Ditto 

Bina river high level bridge. 

69 

Saogor-Eareli Road 

Bewas river submerged bridge. 

60 

Nagpur-Naghhir Mill Road . 

Submerged biidge over Maru river. 


21 ^ 

Statement 2. 

Lisfe of bridges considered to be most iivgent.--{qimUod, No. A.- 1 (m),) 


Serial 

No. 

Naire of road. 

Class of bridge and name of crossing. 

1 

Nagpur Jubbulpore Road 

Bridge over Nerbudda near Jubbul- 
pore. 

0 i 

4ntl 

\ 

Jiibbdpore-Katni Road 

Submerged bridge over Hiran ri\ er. 

3 

Burhanpur-Eliicbpur Road , 

1 

Bndge over Tapti river. 

4 

Amraoti-Burbanpur Road 

Bridge over Dewal river. 

m 

0 

Ditto 

Ditto Khokri NuUa. 

6 

Sbimga-Beiiietara Road 

Construction of a submerged bridge or 
improvement to tbe existing cause- 
wav over the Sbeooatb river. 

V 

7 

Great Eastern Road 

Bridge over tbe Mabanadi river at 
Arang. 

8 

Ditto , , , 

Construction of a bridge over Jonk 
river. 

9 

Ditto 

1 Bridge over Kulban river. 

10 

Ditto • . 

Ditto Sankti Nulla. 

11 

Drug Balod Road . . • 

Construction of submerged bridge over 
Pbulgaon Nulla. 

12 

Drug Gander Delhi Balod Road 

Construction of submerged bridge over 
Tandulla Nulla, 

13 

Kamptee-Dfibegaon Road 

Bridge over Eolar river. 

« 

14 

Narsiiigbpur-Kareli Road , i 

Bridge over Barurewa river. 

15 

IB 

Nagpur-Cbbindwara Road . • 

Bridge over Kanban at Ramakona, 

16 

Old Nagpur Dak Line . . . 

Bridge across tbe Wardba river. 


F 




{question No, 
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Statements — (question No. A-2). 

Statement showing proportion of surfaced and unsurfaced roads to area and poiinlation in the Central Provi 
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Distance. vebicks Remarks, 
employed. 


Bilaspnr town 


ly not received) 


District Courts 


Eamtek 


Railway station 


Ramtek 


Bliaiidara • 
Seoni 

Khapa . 
Umrer 
Panni - ^ . 
Seoni 
Seoni 


Wardba 


Brabmapnri 

• 

Sindewabi. 

Wardba , 

« 

Am , 

Bo. 

• 

Seln , 

Do. 

• 

Deoii . 

Bo. 

* 

Hingangbat 

Bo. 

• 

Waigaon . 

Selu 

• 

Paimar . railway 
station. 

Beoli 

• 

Babegaon rail- 
^y station. 

Hingangtat 


Snmandrapiir 
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Urban and rural bus services in C. ’?.—conM. 


District. 


Balaghat 


Mandla 


Bilaspnr 


Akola 


Saugor 


From 

To : 

H 

No. o£ 
veklcles 
mxiloyed. 

Arvi . . ] 

laranja , 



Do. . , ] 

1 

Pnlgaon , 



Do. . . ^ 

Ashfci 



Balaghat . 

Ukwa 



Do. t ♦ 

Waraseoui 



Baibar 

Lainta * 



Lanji 

AmgaoB . 



J ubbnlpore 

Mandla 



Dindori 

Mandla 



1 Do. 

Jubbulpore 



Bilaspuv , 

Mxingeli . 



Akaltara . • 

Sheoriaarajian . 



Biol a • * 

Lormi . . 



1 Akola . 

Akot 



1 Do. 

Basim . 



Do. . . 

Telhara . 



1 Basim 

HimgoU , 



Do. . . 

Pusad . • 



1 Do. • « 

Mangrulpir 



1 Do. 

Risod 



Halegaon 

Mehkar . « 

. 


I Paras 

Balapur . 

• 


Mtirtizapur 

Karanja , 



. Satigor 

. Banda 

. ’ 20 


Do. 

. Shabgavli . 

• 43 


Do. 

. Snrkbi 

16 


Do. 

. Deori 

38 



Remarks. 
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Urban and niral bus services in U. V.—con(il. 
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Urban and rural bus services in C. P. — concld. 


District. 

From 

To 

Distance. 

No. of 
vehicles 
employed. 

R€mark.s, 

Riiipui* . 

Eaipur 

Arang . 

22 

2. 



Bhattapara 

Baled Bazar 

15 

1 


Auiraoti . . 

Aiiiraoti . 

Teosa 





Do. 

Badnera . 





Do. 

Ellichpur . 





Do. 

Chandur Bazar . 


j 

1 

1 


Do. 

Morsi 





Ellicbpur • 

Anjangaoii 


1 



Do. 

Chikaldi ' 

1 


1 

1 

1 


Morsi . . 1 

1 

Warm! . 



• 

Buldaim . 

Buldrnia « 

1 

Malkapur 

j 

i 



-- ' 

Do. * • 

Chikli- . 





Do. 

Deolgbat . 





Do. 

Dhad 





Khamgaon 

Mandura . 





•Do. • . 

Chikli . 

■- 

~ - 


• - 

Do. 

Sheogaon . 


- 

- 


CMkli 

Melikar 





Do. 

Deolgaon Raja . 





Deolgaon Raja . 

Waghrud . . 





Nandura . 

Jalgaon , 


■ 


Yeotmal • 

Yeotmal . 

Dhamgaon " , 

- 




1 0* • . 

Pandarkaora 





Darhwa * 

Digras • 
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Statement 8 — {question No, B-3), 

pTod'incialr — The only provincial taxation is in the form of registra- 
tion fees. 


The fees are as follows :■ 


For private cars , . Kegjstrafcion Rs. 16 paid 

once only. 

For taxi .... Registration Rs. 6 paid 

annnally. 

Rs. 30 owner’s licence 
also paid annually. 

Total . , Rs. 46. 

In Berar owner’s licence 
is Rs. 35. 

For heavy lorries . . Registration Rs. 32 paid 

annnally. 

Rs, 30 owner’s licence 
also paid annually. 

Local , — Local taxation is assessed by mmiicipalities under the rules 
quoted below. A list of taxes imposed by various municipalities under 
these rules is attached. 


The Central Provinces Municipalities Act, II of 19.'^, Chapter IX. 
Impositioii, assessment and collection "of taxes. 


Imposition of taxes, 

66. (1) A Committee may, from time to time and subject to the 
provision of this Chapter, impose in the whole or any part of the Muni- 
cipality any of the following taxes, for the purposes of this act, 
namely: — 


* * ^ .jf 


(<■) A tax payable by the owaer, on all or any vehicles or animals 
used for riding, driving, or burden or on dogs, vhere sucb 
vehicles, animals or dogs are kept within the limits of the 
Municipality; 

{d) A toll on vehicles and animals used as aforesaid entering the 

, limits of the Municipality, and on boats moored within those 
limits. 
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IStafement lO. 


Btatemdiit slidwiiig the length, classes and cost of maintenance of roads 
in the Chhattisgarh States as per road schemes of 1918. 




Statemenf II — [question No. C.-l.] 


Notijicaiion No. 690-F.~JN B., dated the BOth Noveifiher 1927, hy the 
Gorernmeni of the Central Broeinces, Public Works Department 
(Buildings and Boads Branch ) . 


His Excellency the Governor acting* with his Minister for Agricul- 
ture is pleased to direct that the Board of Comiminications constituted 
in pursuance of General Administration Department Resolution No. 
14 i 6-26 5-1 Vj dated the 2nd August 1927, shall consist of the following 
members : — 


(«.) The Hoii'’ble Minister for Agriculture — Chairman. 

[h] (1) The Commissioner^ Nagpur Division. 

(2) The Einancial Secretary to Government. 

(6) The Chief Engineer', Buildings and Ptoads Branch. 

{c) (i) Mr. G. P. Jaiswal, M.L.C. 

(2) Mr. T. J. Kedar^ fif.L.C. 

(3) Mr. M. P. Kolhe, M.L.a 

{d) (1) Rao Baliadiir V. M. Jakatdar, B.A., B.L., Chairman, 
District Council, Bhandara, representative from the 
Nagpur Division. 

(2) Beohar Raghuhir Sinha, Talukdar and Rais Chairman, 

District Council, Jubbulpore, representative from the 
Jubbulpore Division. 

(3) Rai Bahadur Govind Rao Mandloi, Chairman, District 

Council, Nimar, representative from the Nerbudda 
Division. 

(4) Paudit^Ravi Shankar Shukla, B.A., LLB., Chairman, 

District Council, Raipur, representative from the 
Chhattisgarh Division. 

(5) Mi'. B. R. Patel, B.A., LL.B., Chairman, District 

Council, Buldana, representative from the Berar Divi- 
sion. 

(<?) (1) Mr. A. E. Joyce, MJ.E., Superintending Engineer, 
Third Circle, Technical Member. 

(2) Representative of the motor car industry. [Vacant at 
present i\ 

(f) G.. M. McKd vie, B.Sc,, . Under Secretary to the Govern- 

ment, Public Works Department, Buildings and Roads 

Branch — Secretary. 
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E^soluUoji, , No. 1416-'265‘IF, dated the 2nd Aiigud ^1927,: hg the 
Government of the Central Promnees^ General Jdminuf ration 
Bepart^nent. 

In Resolution No. 132'2-265-IV, dated tlie 2l3t July 1927, Govern- 
ment dealt witli the re-orgaiiizatioii of the Standing Coiiimittee of the 
Legislative Coiineil and Advisory Boards, which have been constituted 
in the past in order to assist Government in the administration of its 
various departments, and in paragraph 3 (ii) of that Resolution it was 
stated that ih(‘re would be in future three non-statutorv Boards, each 
under the Chairmanship of the H enable Minister for Agrieultiire, which 
would dead with Agriculture, Industries and Communications, respec- 
tively. ' The following rules have now been framed to regulate the 
constitution and functions of the Board of Coiniiiiiiiications : — 


Rules. 

1. The Board of Comniiiiii cations shall consist of 15 members, com- 
posed as follows : — 

{a) The Chairman, who shall be the Hon^ble Minister for Agricul- 
ture. 

[h) Three ofRcial members, namely a Commissioner to be selected 
by Goveiiimeiit ; the Financial Secretary, and the Chief 
Engineer, Buildings and Roads Branch. 

(c) Three members nominated by- Government on the advice of the 

Hon'ble the President "of the Council from among the 
members of the Legislative Council. 

[d] Five non-oiSeial members to be nominated by Government 

from Chairmen of District Councils, one each from eaidi 
Commissioner'^s division, 

(f?) Two technical members nominated by Government at least 
one of whom shall be a representative of the motor car 
industry. 

(/) One official of the Public Works Department, who shall act 
as Secretary to the Board, but shall not be a voting 
member. 

2. All the nominated members of the Board shall he appointed for 
the life-time of the Legislative Council. Vacancies, as they ocetir, shall 
be filled by the authority making the original nomination and in the 
same manner, 

3. It shall be open to the Chairman of the Board to co-opt for the 
purposes of discussion, but not of voting, any official having expert 
knowledge which is likely to be of use to the Board. 

4. The functions of the Board shall be to advise Government on all 
matters submitted to it with respect to communications. 



5. Meetings of the Board will be summoned by the Secretary under 
the direction of the Chairman. 


6. So fa.r as possible, not less than eight days before the date fixed 
for the meeting the Secretary will circulate the agenda to the members 
of the Board, together with a memorandum explaining the nature of 
each item of the business and copies of any papers directed to be furnish- 
ed to the Board. Such papers will be returned by the members to the 
Secretary at the close of the meeting. 


7. At the meeting of tlie Board the Secretary will explain the case. 
The Chairman will then invite a discussion and the Secretary will record 
the opinion of the Board. A memorandum of the proceedings will* be 
taken and circulated to members of the Board. 


8. Members of the Board who attend meetings should send their 
travelling* allowance bills to the Secretariat for countersignature. 
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Replies to the questionnaire submitted by the 

Government of Assam. 

A. — ^Road Development. 

1 . A map* of tlie province of Assam to the scale of 16 miles = 1 " is sent 
Jierewith. In this map only the principal roads under the following heads have 
been delineated : — 

P. W. D. metalled roads. 

Local hoard metalled roads. 

P. W. D. unmetalled roads. 

Local board unmetalled roads. 

L (i) The mileage of roads of different classes and types is shown in reply 
to 1 (m). 

(n) & (m) The bridges cannot he shown as the scale of the map is too 
small and the number of bridges existing and required are too numerous. The 
principal ferries as far as possible have been shown in the map.* 

(iv) The Public Works Department are responsible for the maintenance 
and construction of the provincial central civil, and Imperial military roads 
whilst local boards are responsible in similar manner for all local board 
Roads. 

{v) The roads under the P. W. D. in Assam are constructed and maintained 
from provincial revenues. In addition to the expenditure from provincial 
revenues, a Tea Rates Road Fund has recently been formed and the proceeds 
of this fund as levied under Section 3-A of Act VI of 1926 are devoted to the 
improvements of the communications in the* districts from which the rates are 
collected. The rules for the administration of the fund (Finance Depart- 
ment Notification No. 3885-F., dated the 7th June 1927) are as follows : 

Rules for the Administratwn of the Tea Rates Road Fund, 

The proceeds of the additional rate levied under Section 3- A of the 
Assam Local Rates Regulation, 1879, as amended by Act VI of 192,6, shall be 
to a fund, which fund shall be called The Tea Rates Road 

2. The receipts shall be credited to the Tea Rates Road Fund in each 
district treasury and shall form part of a combined fund for the whole province. 

3. The fund shall be available for : — 

(а) expenditure on the construction or improvement of road communi- 

cations in any of the districts from which the additional rate is 

levied ; 

(б) the allotment of grants to local bodies for such construction or im- 

provement ; and 

(c) financing loans for the purpose of such construction or improvement* 


M5RD0 


♦Not printed. 
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4. Cheques allotting funds fox the above purpoBcs shall be drawn by the 
Secretary of the fund in favour of the Executive Enginc‘er of the district con- 
cerned or the local av’thority, as the case may be. 

5. The Executive Engineer or the local authority carrying out work 
allotted to it will make disbursements in tlie usual way by clieque against the 
portion of the fund allotted to it. 

6. The Comptroller shall send a monthly statement oi receipts and expen- 
diture relating to the fund to tlie Secretary of the fund. 

7. A Board consisting of — 

(i) the Finance Member, 

(ii) the Chief Engineer, 

(m) two members noniinated by the Assam Bnincli, Ind 
Association, 

(iv) one member nominated by the Surma \hilhn' Branch, Inc 
Association, 

shall be constituted to advise in all matters relating to the adminisf ration of t 
fund. The Assistant Secretary to Cover, miuud- in Financt> Department 
will be the Secretary to tlu^ fund. 

8. The accounts of the Tea Rates Jtoad Fund for tin* provima* sliall be 
audited annually by tlic Examiner, Local Fund Ac<'ounts. 

The accounts of the disbursing oflicers will be auditral by the (‘oinptrolier 
in the case of Executive Engineers and by tin* Kxamiiu'r, Locad Fuml AccoiintH, 
in the case of local authorities. 

Section 3-A of the Assam Local Rat(‘S Regulation, referred to in the above 
rules, runs as follows : — • 

“ 3-A. In the case of land under tea cultivation an additional sum shall 
be levied at the rab^ which sliall bring th<‘ total obtlic local rate 
on such land to eight annas an acre. The ])rocef*dB bucIi 
additional rate shall be credited to a Hoad Fund to aclininis- 
tered under tlie ord(ns of the local Coverninent for the improve 
rnent of the road communicationH in tim districls from wli 
such rate is levied. 




The Tea Rates Road Fund is however comparatively unimportant liie 
first collections under the new Act will only be made in the coming year and 
wiU be available for expenditure in J 929-30. The estimated yield of the addi- 
tional rate is 1| lakhs. 

Local board roads in general arc construct-ed and maintidmal from the 
local fund. Government gives grants to tlie local fund, in tlie sliaiie of 
general purposes grants (the exjienditure of whicdi. is a,t tfie clis<*retion of the 
boards and which may be wholly or partly applied to roads) and in the siiape of 
grants for communications which must be applied to roads. Under Section 42 
of the Assam Local Self-Government Act, as amend ecL bca 


sanction of Government recover by tolls the cost of construertion and iiiainti 
nance of bridges and metalled roads subject to certain conditions 
initial cost must be over Rs. 6,000 and the bridge or road must 
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constructed after a certain date). Boards have now the power of levying 
licence fees on carriages and carts, but the proceeds need not be earmarked for 
roads. Similarly the proceeds of ferry tolls go into the general local fund of 
each board and need not be spent on roads. 

(vi) & (vn) Please see Appendix I and Appendix II. 


2. Area of Assam . . 
Population of Assam 
Urban population 
Rural population 


Metalled roads 
Unmetalled roads 

Total for the province 


Total mileage of roads in Assam ; 


. . 61,471 square miles. 
. . 79,90,246 
. . 2,68,148 
. . 77,32,098 


Under P. W. D. Under local 


400 

3,270 


3,670 

Metalled. 

P.W.B. L.B. Total. 


boards. 

159*20 

5,546*29 

6,705*49 

Unmetalled. 
.W.D. L.B. Total. 


(a) per hundred square miles of area • 66 


•26 

•49 


•92 5-92 14-94 

17-27 


(6) per 1,00,000 of total population 5*08 1*99 7*07 45*58 69*41 114*99 


(c) per 1,00,000 of rural pupulation 5*25 


7-30 48-41 ZllI? 120-14 

2-32 80-93 


Note . — The bottom figures in local board columns show percentage excluding hill 
districts, i.e., local board areas only and the top figures, including them. The local 
board area is 32,118 square miles and population is 68,53,176. 

3. (a) (i) Total expenditure on roads Es. 


from provincial revenue 

Total provincial revenue 

(ii) Total expenditure on roads 
from local funds . . 


17,69,938 

2,59,97,415 

9,31,986 


Total local funds revenue 16,79,116 


6 • 7 per cent. 


66-5 per cent. 


17,59,938 

(i) -22 = 42 -5 pies. 

79,90,246 

17,59,938 

— = Es. -23=44 ,, 

77,32,098 

9,31,986 

(Hi) = Es. ’ 14 = 27 „ 

68,53,176 . 
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4. No sucli statistics are maintained at x)resent. 

The Goveriiiiient of Asvsam considers that a census should he tak(vii of all 
the motor services tliat have ])een inaugurated in the different parts of tlie pro- 
vince, and of the lengths of road on which they run, and to consider the prac- 
ticability of improving particular roads to take motor tra,ffic where such, is 
needed. 

5. {a) As far as the P. W. T>. roads are concerned, co-ordination exists 
between the various P. W. D. divisions, and the Chief Engineer is the co- 
ordinating authority. As regards local board roads, littk^ or no co-ordiim- 
tion existsatpresent between various local boards or l)etw(*en the various local 
boards and the Public Works Department. Public Works DcpjirtrnfMit offi- 
cers are however Inspectors of works for kx^al Ijoards. 'riicy exa-rninc^ local 
board works and give advicxj but have no powers. 

{b) No co-ordination exists witli tlu^ adjacent proxdrKtes. Tliere is no 
State adjacent to this province except the Sta.t(i of Mjuiipur. Tln^ Kliasi ;uid 
Jaintia Hills do not conii>ris(^ a separate State, l)ut art^ not part of British India 
as regards the wliole district. 

6. The note lier(iwith des(aib(is tlie defi'cts in tlu* existing road systiuri. 

The defects will b(! rcunediisl pari pasm witli th<^ magnitude of tle^ develop- 
ment undertaken. No sue]!, dev(‘lc])Trwnt caii takti pla(!(^ until a nafiissific'ation 
of the existing road system lias l)eim made. Th(‘ exttmt to which thc^ defects 
will be remedied will d(V|)end entindy on th(‘ funds that, cjiu let madi* availai)le 
for expenditure and iinprovemtmt. 


In Assam there are only two roads whicdi an^ (ff tlie type siirfiu^fHl, })riclged 
and drained throughout, and the remainder of tlu^ roads with the i*xee})tion of 
a few small surfaced sections, are for tlie most part irurow (‘inliankirienfis. 

Under the charge of the Public Works ]>e[)artmenf; in the }>lairis section tlie 
total length of nu^talled roat! is 134 miles, the unmetalled lengtiis aggn*gating 
1,063 miles, to these must lie addiul the roads under the clmrge of hxed 
boards of which 143 miles are metalled and 3,180 mihis uimuitalled. Theset 
figures show 277 miles metalled and 6,242 miles unmetalhel, out of a total of 
6,519. These figures do not include 2,261 miliS of bridh^ paths nor do they 
include 370 miles of uninetalled and 286 miles of metalled roads in the Hill 
districts. 

IJnmetalled roads are for tlie most part embankments varying in widt,li 
from 12 to 16 ft. They are not all above high flood level and viny consiiler- 
abie lengths go under water during tlie rainy sc^ason. At that period of the 
year the road surface becomes so soft that traffic is almost impassable. Further 
more, owing to the low lands going under water the cattle from the neighbouring 
districts congregate on the embankments and do a great deal of damage. Again 
the indigenous bullock carts wliich are used throughout tlie provincii with 
their iiarrow tyres plough up tlie enibankrnerits, so that immediately the rains 
commence, traffic in many places automatically ceases. 
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The roads are intersected by a very great number of bamboo bridges which 
are washed away when the flood season comes on. Where traffic must be 
maintained and permanent bridges are not in existence ferries have to be in- 
augurated. When the cold season arrives each and every bamboo bridge must 
be reconstructed to maintain ordinary traffic ; and now that motor 
services are springing into being, we can only maintain these bridges 
with extreme difficulty as they are quite unsuitable for motor traffic. We 
have a very considerable number of timber bridges which are dangerous for 
heavy traffic. We have put in a number of screw pile bridges built entirely 
of steel and are continuing to put in many more but are prevented from con- 
structing as many as we would wish owing to a scarcity of funds. We have 
found these screw pile bridges to be suitable for the roads in Assam as the soil 
throughout the plains is soft and alluvial and permits of quick construction. 
Materials suitable for brick making are so scarce that it would not be economical 
to build bridges of masonry. 

On account of the motor traffic now steadily on the increase, it has become 
necessary to metal roads vdiere traffic demands a. better surface. But before 
we can take up metalling w^e must first raise the embankments above high flood 
level and increase the width at the crest to at least 20 ft. Unless we do this 
our metalled sections will go under water and w^e will experience great difficulty 
in maintaining them in good order for the ensuing,. cold w^eather. 

Raising and widening of roads demand that w^e should have free access to 
the land contiguous to the road for the purpose of obtaining sufficient soil 
to widen and increase the embankment and this involves in most cases land 
acquisition which is a very expensive proceeding and one which considerably 
delays the taking up of any project. 

In the plains, of Assam there are very few places where stone suitable for 
metal is available and to go to the hills involves heavy carriage. A detailed 
survey of stone quarries suitable for the supply of metal was made a year 
ago : vide Mr. Cormack’s report* on this subject. Of the places referred to 
in this report some have since been found unworkable, for various practical 
reasons, and there are very few places where crushing plant can be installed. 

With regard to labour, it is necessary to point out that it is not available 
in Assam and that all workers employed have to be recruited from other pro- 
vinces. The climate of the province necessarily entails a short working season, 
which begins in November and closes at the end of April. After April it is 
difficult to induce imported labour to stay. 

In the year 1926 a Road Board was formed to consider the advisability 
of metalling the worst portions of the main roads and on their advice some 50 
miles of road in 31 places were taken up. In no case was a length of 5 miles 
exceeded and in some instances the lengths did not exceed | a mile. This 
pepper pot system cannot be considered either economical or satisfactory and if 
any progress is to be made in improving the roads in the province, it will be 
imperative to look at the situation in an entirely difierent manner. It will be 
necessary to select roads where metalling can be done over a considerable 
length as demanded by traffic and commercial activity. To this end it will be 
required to work from a road head convenient if possible to a quarry. Plant 


* Not printed. 
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will be required to crust and break tbe stone and vehicles will be needed to take 
the metal to the roads. Eollers will have to be furnished to do the necessary 
consolidation. In doing work of this kind we cannot overlook the question 
of bridging as no plant and no metal can be handled without there being a 
means of transporting them across the rivers and jans. Bridge projects must 
therefore precede metal work and before we take up the metalling we must 
complete the necessary earthwork in raising and widening. This means that 
our earthwork must be immediately followed by a bridging programme. 

7. (a), (b) & (c) The nature and rate of development can be best gauged 
from the reply to question 6 dealing wdth the defects in the existing road 
system. Development is entirely dependent upon improvement and construc- 
tion of bridges and when these have been built a metalling programme will be 
pushed on in those sections where a better surface is needed than that which 
the existing sand and clay surface affords for motor traffic. There is no limit 
to the rate of development as it is considered that there is at present such a de- 
mand for motorable roads as to be entirely beyond the means of the province to 
provide. 

In the last July session of the Assam Legislative Council a resolution was 
passed that except in years of financial stringency a minimum sum of five lakhs 
be provided annually for the metalling of unmetalled roads in the plains dis- 
trict of Assam and the sum be administered by a Eoad Board, the non-official 
members of which should be elected by the House. The Resolution was accept- 
ed by Government and there is at present a Road Board which is functioning 
in this province for this purpose. The Government however did not consider 
that this alone was sufficient to tackle the situation and they have at present 
under their contemplation to take a loan of Rs. 75 lakhs, for the present. If the 
receipts from the proposed petrol tax justify a further loan, they would welcome 
a loan of a crore of rupees. One other possible source is the levy of terminal 
tax on goods and the proceeds of which should be devoted to the improvement 
of communications. If Government finally decide to take the loan of 75 lakhs 
they wiU classify the roads as follows for the purpos'e of improvements : — 

(A) Main trunk road system to include aU roads connecting headquarters 

and subdivisional headquarters stations and all important 
feeder roads connecting these main trunk roads with railway and 
steamer stations ; and 

(B) All other main and feeder roads connecting with this system. 

A suggestion is under consideration that after the classification is settled, 
i of the loan only should be devoted to bridging, raising and widening, and 
metaUing the most important len^hs of roads, and | of the loan on bridging, 
widening and raising and gravelling certain lengths, which it is not thought 
possible to maintain by mechanical methods of maintenance, and to bridge, 
raise and widen ordy, and maintain by mechanical methods, i.e., caterpillar 
tractors hauling graders with roller attached, such additional lengths which it 
is thought can be so maintained without gravelling. This suggestion will be 
discussed by the Assam Road Board in due course. The main trunk road 
system with its feeders to railway stations and steamer ghats wiU probably 
total some 2,000 miles, and will be dealt with gradually in «iTm'1g.r manner, by 
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loans. The main principle involved is to bridge, widen, and raise, as much, 
of the system as can be dealt with for the present by the proposed loan, in 
advance of such lengths, which in view of their importance, it is necessary to 
metal immediately. The lengths, in advance of the roads which must be 
metalled at once, are to be gravelled or maintained by mechanical methods. 
On such a programme when more funds are available, the work of completing 
the metalling of our main trunk road system can be proceeded with apace. 
By this method a far larger area will be tapped and greater mileage of roads 

thrown open for motor trafi&c. 

With regard to the improvements of communications under local boards, 
it nuight be possible to levy a separate road cess or to enhance the present road 
cess. This might be collected in the same way as, and along with, the local 
rate-, or it might form an earmarked portion of the existing local rate, which 
would have to be enhanced, it might be decided to raise the ^ local rate^ to 
one anna six pies in the rupee of land revenue, etc., and definitely to assign 
say, nine pies on the total proceeds of communications. A.s this would be a 
definite source of revenue, a loan could be raised for improvements earmarking 
in turn a portion of this increased local rate for service of the loan. It is difiicult, 
if not impossible, for boards to undertake large improvements at the present 
time, as they have very little power of taxation, and their regular income 
expands but slowly unless Government increase it with special grants. Any 
increase in local taxation is however unlikely to be sanctioned by the Assam 

Legislative Council. 

8. Our present policy is to feed the railways and steamer companies by 
means of good feede rroads and it is assured that good feeder roads will bring 
them more traffic. There, exists a Railway and Steamer Communication 
Advisorv Board in this province wffiere representatives of the railways and 
cLpanies can discuss matters with the officers of Government. 

The constitution of the Board is as follows 


The Chief Engineer . . *•...** 

The Commissioner, Assam Valley division. 

The Commissioner, Surma Valley and Hill division. 
The Agent, Assam Bengal Railway. 

The Senior Government Inspector of Railways, 


President, 


Circle No. II. 

A representative of the Rivers Steam Navigation 

Company, Limited. ^ ^ ^ i -njt t 

A representative of the India General Navigation and >MemoeTS, 

Railway Company, Limited. ^ I 

The Chairman, Assam Valley Branch, Indian Tea 


Association. ^ 

The Chairman, Surma Valley Branch, Indian Tea 

Association. 

Srijut Bepia Ch. Gtosh., B.L., M.L.C. 

Babu Gopendra Lai Das Choudhury, B.L., M.L.C. 

TBis Board meets oace or twice in a year and deals with matters on wMch 
their views are songht by Government. They generally advise Government on 
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tke construction of railways, headways of railway bridges over navio-able 
channels, waterways, steamer communications, etc., etc. ” 

2. In respect of roads running parallel to railways metalling lias been post- 
poned on the representation of the railway companies where it was ascertained 
that there would not be sufficient traffic both for a railway and a road and that 
ffie railway would shortly be constructed, e.g., Habiganj-Shaistaganj road. 
The railway companies also furnish the local Government with a programme 
of railway extensions contemplated, and the latter do not take up metalling 
of roads close to these proposed alignments. This system may be further 
developed by free exchange of views. Kailway brjdges can also be construct- 
ed to take road traffic in addition to the railway traffic, on agreement regard- 
ing distribution of the cost of construction between the railway and Govern- 
ment and in fact this has been considered in several cases in Assam. 

9. (u) So far little use has been made of the Alipore Test House but it is 

the large programme contemplated, to avail ourselves 
far more of the facilities afforded. 

roads in the province is comi)aratively speaking 
y small indeed, but as regards kuchha roads the modern methods o f mechani- 

oal improvement of district roads by caterpillar tractors and graders is 
now under consideration. - b i« 

{b) (m) No experiment has yet been made. 

(c) No medium of exchange exists at present. 
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2. The deveiopment of motor transport in the province of Assam entirely 
depends upon the provision of roads suitable for carrying the traffic. It 
will be seen from the reply to question A-1 that there are a very large number 
of roads in this province which are at present unfit to carry motor traffic 
throughout the year ; the mileage roughly being over the whole province 8^817, 
of which only 560 miles are metalled. There is no doubt whatever but that 
if there were funds to construct and maintain motorable roads, the increase 
in the number of motor vehicles would be remarkable, not merely because of 
the convenience or acceleration of transport but because in this province it 
is very expensive for the ordinary cultivator to maintain carts and bullocks. 
The prices charged for transport by bullock carts are very high. For example, 
it was reported by the Deputy Commissioner of Nowgong regarding one road 
in his district that whereas in the cold weather the rate for carriage of goods 
along the Rupahi road was four annas per maund for a distance of seven miles, 
at the end of July it rose to eight annas a maund, and after that till the end of 
the rains the price rose to 12 annas or even Re. 1 a maund. To metal these 
seven miles of road was estimated to cost 1-|- lakhs of rupees and the main- 
tenance charges would probably be Rs. 15,000 a year. Actually at present 
during a considerable portion of the year when jute traffic is at its highest, 
this road to all intents and jDurposes is unserviceable. The detriment of the 
cultivation of jute caused by this state of afiairs can well be imagined. To 
cite another example, North Lakhimpur is a sub-divisional headquarters 
in the district of Lakhimpur. There is neither railway nor metalled - road in 
the sub-division, and the town’s principal communication with the outside 
world is through Badutighat, 27 miles distant on the Subansiri river from 
which a feeder steamer connects with the main steamer services on the Brah- 
maputra. Hitherto goods have been carried in country boats up stream by a 
circuitous route from Badutighat to North Lakhimpur, the journey taking 
about a week ; whilst for passengers the only public conveyances have been 
bullock carts charging Rs. 12 for the journey and taking two days over it. 
Recently a motor service has been started and has proved a great convenience 
^ the traveUiug public. The journey takes only three hours and the fare is 
Rs. 2-5-0. The road being unmetalled, the motor service must be closed during 

the rainy season. Such is the. condition of most of our feeder roads to steamer 
ghats and railway stations. 

It may therefore confidently be asserted that where a regular service of 

motor transport could be introduced, the cultivators would gladly take ad- 
vantage of it. ^ 

It has however to be recognised that in Assam it would be at present 
impossible to increase either the revenue when the resettlement of a district 
IS i^der consideration, or the local rates, to an extent which wmuld provide 
tue lunds even for the maintenance of metalled roads. 

3. Pronncial Taxation.—Exceipt in the Khasi Hills no special provincial 
taxation is imposed on motor transport in Assam beyond the registration fees for 
cars and drivmg licences and the annual registration of taxis and buses. On the 
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Gauliati-SIiillong road, a fee of one lakh of rupees per annum is realised from 
the Commercial Carrying Company, Limited, on an agreement with Grovernment 
for 10 years. A copy of the agreement* is enclosed. In addition to the annual 
fee of E,s. 1,00,000 outside lorries are auctioned under clause 12 of the agree- 
ment. The total annual receipts on this account from the Commercial Carrying 
Company and the owners of outside lorries during the past five years were ; — 

Es. 

2,01,401 

1,92,460 
2,97,475 
2,23,300 
1,96,000 

On the Cherra- Shillong road lorry licences are annually auctioned, and the 
receipts for the past five years were : — 


1922- 23 

1923- 24 

1924- 25 

1925- 26 

1926- 27 


1922- 23 

1923- 24 

1924- 25 

1925- 26 

1926- 27 


Rs. 

2,000 

2,500 

4,325 

5,150 

16,200 


Local Taxation . — Mimicipal and local boards have power to levy licence 
fees on carriages (including motor vehicles) and carts using roads in their jurisdic- 
tion up to a maximum prescribed by Government for each kind of vehicle. The 
maximum scales prescribed are attachedf . If the carriage or cart is also used 
within the jurisdiction of another local body the fees are liable to be shared 
between the various bodies {vide section 52-C of the Assam Local Self-Govern- 
ment Act as amended). 

4. Hitherto taxation, whether provincial or local, on motor transport has 
no^t been specially allocated to expenditure on roads. 

5. The Government of Assam are of opinion that any taxation of motor 
transport whether central, provincial, or local should be allocated to expendi- 
ture on roads. ^ Actually in practice such allocation would be difficult to enforce. 
Assuming for instance that a local board derived Rs. 10,000 from licence fees 
on^motor vehicles and from toll bars at bridges, unless it were compelled by 
audit to maintain its former standard of expenditure on roads and use this 
mcrease of revenue also for the same purpose, it is possible that the local 
board might consider that this increase in revenue would justify a decrease in 
the allotment for expenditure on roads as compared with that of the previous 
year m order to save money for medical relief or primary education. Yet it 

* Not printed, 

^Vide copy of Notiecation No. 812-L.S.G.. dated 7tli November 1927, attached, in 
reply to question 9. » ’ 
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would appear fair tliat moaey obtained directly from the users of motor veMcles 
should be spent on the improvement of communications. In Assam, however, as 
stated in the answer to the next question, conditions are such that unless pro- 
vincial revenues come to the rescue there is no hope of any improvement of the 
road system. In other words, in Assam it is not so much a question of allocating 
the income derived from motor vehicles to the improvement of roads as of a 
large increase in the provincial resources, which would probably have to be 
five or six times the amount of any revenue derived from taxation of motor 
transport. At the same time the Government of Assam would like to urge the 
view that the existing excise of four annas a gallon on petrol is in effect taxation 
on motor transport and should be allocated to expenditure on roads. They do 
not suppose that the Central Government could afford to sacrifice this source of 
revenue immediately, but they suggest that the principle should be accepted 
that the whole of the petrol tax should be spent on roads if and when the ex- 
pansion of the other revenues of the Central Government allows them to forego 
their present income from the tax. ® 

6. His Excellency in Council is of opinion that the following would be the 
most suitable forms of taxation for this province, under the three heads 
named : — “ 

{a) Central — The local Government would welcome the collection by the 
Central Government of an extra 4 annas per gallon on petrol, one 
half of which should remain with the Central Road Board, and the 
other be distributed to the various provinces to encourage the 
improvement of roads and perhaps to assist in the building of large 
bridges or any experimental construction. Possibly the division 
of this central fund might be regulated in accordance with the 
amount being spent on the construction of new metalled roads in 
any given province. The other 2 annas might be returned to the 
province according to the consumption of petrol. In this event 
there should be no further taxation of motor vehicles other 
than the fee for registration or, where such system exists, the 
price paid for permits to run. In the latter event there should be 
given to the permit holder a rebate calculated at 2 annas a gallon 
on the petrol he has used. It is necessary to point out that thS 
distribution of the whole amount realised from the increased tax 
on petrol to the different provinces according to the petrol con- 
sumed would, so far as the province of Assam is concerned, post- 
pone indefinitely any real development of the roads in the prov- 
ince. The enclosure to the letter from the Secretary to the Gov- 
ernmentof Bombay, Finance Department, No. 4740-A, dated the 
16th of May 1927, shows that the approximate consumption of pet* 
rol m Assam is 950,000 gallons as compared with 6,820,896 gallons 
in Bombay and 5,678,320 in Bengal. The area of the prolce of 
Assam is about one-sixth smaller than that of Bengal. The 
revenue derived from a two annas tax per gallon of petrol will give 
engal OTer seven lakhs of rupees a year to spend on road develop- 
ment, while Assam would have to be content with about 1 J lakhs . 



Again the cost of maintenance of metalled roads in Assam is esti- 
mated at about Es. 2,000 per annum a mile. Ass umin g that the 
motor vehicles of all kinds likely to use the Assam roads averaged 
16 miles to a gaUon of petrol an average of over 600 caVtrips 
a day over a given length of road would be required in order that 
the proceeds of an excise on petrol at two annas a gallon should 
pay for the maintenance of the road. This is far beyond anything 
that can be expected in Assam for many years. It is obvious 
therefore that unless either some other form of revenue is forth- 
coming or there is assistance from the central fund in aid of definite 
projects for development, many years must pass before the pro- 
ceeds of any tax on petrol will be sufficient to give the province 
adequate means of communication. The Hon’ble Maulvi Maham- 
mad SaduUa, M.A. B.L., Minister in charge of Education, is 
however personally opposed to the levy of an extra excise on pet- 
rol, as he thinks that any additional taxation will throttle the 
motor transport which is beginning to appear in this province. 

(6) Provincial — Provincial taxation for the purposes of road development, 
if it takes any form of direct taxation, as for example an increase of 
the local rates to be devoted to expenditure on roads, has no chance 
whatever of acceptance by the Provincial Legislative Council. 
To indirect taxation there would not be the same local objection. 
For this reason the local Government, despite the condemnatory 
remarks of the Indian Taxation Enquiry Committee (paragraph 
413) would welcome terminal taxes on aU goods imported into 
or exported from the province subject to a limit of one anna a 
maund. It is true that this tax would be also levied on goods 
which would merely travel within the province. It is also possible 
that in some cases the tax might be paid on the same goods twice 
over. In any event the tax would be paid by persons who would 
derive immense benefit from any improvement in the roads. This 
tax would also provide the funds necessary for the maintenance of 
the roads. But the general principle involved is that the impera- 
tive need for metalled roads in Assam, with the enormous bene- 
fit to trade and to the development of the province generally which 
must follow, must far outweigh the difficulties and objections 
enumerated by the Taxation Enquiry Committee. In paragraph 
418 of the Committee’s report reference is made to the case of 
motor vehicles : — 

“ These are used only on metalled roads and it would be perfectly prac- 
ticable to levy, as in England, a provincial tax, and to make over 
the proceeds to a road board for distribution to the local bodies 

responsible for maintenance of the roads. Such a tax .... 

is recommended as a generally suitable method 

of securing money that is so urgently needed for the upkeep of 
the roads, at the same time saving the motorist from the annoy- 
ance of the toU gate 
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(c) Local . — The Local Government share the dislike voiced by the Taxa- 
tion Enquiry Committee to the establishment of toll bars, and as 
already stated there would be general opposition to any increase 
in local rates on a scale sufficient to provide the funds necessary 
even for the maintenance of metalled roads, assuming that these 
could be constructed. The total receipt during the year 1925-26 
of local boards from local rates was Es. 9,80,306. The expen- 
diture on civil works was Rs. 14,07,000, of which Rs. 9,34,340 
was spent on roads, Government grants contributing Rs. 6,22, 607.^ 
The local boards in Assam have neither the funds nor the estab- 
lishment for the construction and maintenance of roads suitable 
for motor traffic. Nor is any local board at present prepared or 

able to raise funds for the development of roads by increased local 
taxation. 

7. The views of Government have already been stated in the answer to 
question 6. Distribution in proportion to consumption would condemn this 
province to a vicious circle under -which the very limited receipts from an addi- 
tional duty imposed on petrol would be insufficient to finance the improvement 
of the roads vffiich is necessary to secure any appreciable increase in the number 
of vehicles using the roads and consuming petrol. Consumption must depend 
on the '' number of motors ’’ running on the roads and as this province has 
only at present been able to metal 560 miles out of a total mileage of the 
province of 8,817 miles, it follows that the number of motors in the province is 
very mall Until the road improvements can be financed, it cannot be ex- 
pected that the number of motors will increase, and consequently the benefit 
to the province of an additional duty on petrol will be very small. An attempt 
to break into this vicious circle is now proposed to be made ( vicle reply to ques- 
tion A, 7), but for many years, on a basis of consumption,' this province would 
derive little benefit. 

# 

^ 8. It is considered that the most appropriate method of assessing motor 
vehicles would be in accordance with their weight. In the present condition 
of the roads of Assam it is most important that the light motor car and lorry 
should be encouraged. ^ 

9. The assessment of motor vehicles for the purpose of import duty must be 
a matter for the Central Government. As regards registration and other fees it 
would seem desirable that the local Government should limit the maximum 
taxation for these purposes. The Assam Municipal and Local Self-Govern- 
ment Acts lay down that the rates shall not exceed certain maxima fixied by the 

local Government. Copies of notifications prescribing these maxima are 
enclosed. 


Notification No. 6527-L.S.G., DATED THE 22nd December 1926 

In exercise of the power conferred by section 296 (2) (x) of the A«Qam 
Municipal Act, 1923 (Assam Act I of 1923), the Governmmt of Ansam aS 
plea^ to pr^cribe the foUomng fees as the maxima which may be levied by 
ge Mumcipal Boards of Silebar Sylhet, Habiganj, Karimganj, Sunamganf 
Maulvi Bazar, ShiUong, Dhubn, Goalpara, Gauhati, Barpeta, Tezpur NowgoS’ 
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Sibsagar and Golagbat on carriages under section 59, sub-section 1 (A) of tbe said 
Act ; — 


. Licence fees on carriages in the Silchar, Sylhet, Habiganj, Karimganj, Sunamganj, 
Maulvi Bazar, Shillong, Dhuhri, Goalpara, Ganhati, Barpeta,, Tezpur, 
Nowgong, Sibsagar and Golaghat Municipalities, 


For every motor cycle 
For every motor car 

For every motor lorry or omnibus . . 
For every four-wbeeled carriage 
For every two -wheeled carriage 


Rs. per annum. 

. . 12 

. . 30 (Rs. 60 per annum in the 

Shillong Municipality). 

. . 100 

.. 18 

.. 10 


The Municipal Boards may vary these rates as they please ^vithin these 
maxima for different kinds of carriages and motor vehicles. 


Notification No. 6528-L,S.G., dated the 22nd December 1926. 

In exercise of the power conferred by section 296 (2) (ir) of the Assam 
Municipal Act, 1923 (Assam Act I of 1923), the Government of Assam are 
pleased to prescribe the following fee as the maximum which may be levied by 
the Municipal Boards of Silchar, Sylhet, Habiganj, Karimganj, Sunamganj, 
Maulvi Bazar, Shillong, Dhubri, Goalpara, Gauhati, Earpeta, Tezpur, Nowgong,' 
Sibsagar, Jorhat, Golaghat andDibrugarh on carts under section 59, sub-section 
(1) (i) of the said Act : — 

Registrationfee on carts in the Silchar, Sylhet, Habiganj, Karimganj, Sunamganj, 
Maulvi Bazar, Shillong, Dhubri, Goalpara, Gauhati, Barpeta, Tezpur, 
Nowgong, Sibsagar, Jorhat, Golaghat and Dihrugarh Municipalities. 

Rs. per annum. 

For every cart . . . . . . . . 10 

The Municipal Boards may vary this rate as they. please within the maxi- 
mum for different kinds of carts. 


Notification No. 812-L.S.G., dated the 7th Novembee 1927. 

In exercise of the power conferred by section 89 (2) (XXXVIII 6) of the 
Assam Local Self-Government Act, 1916 (Assam Act I of 1915), as subsequently 
amended, the Government of Assam are pleased to prescribe the following 
fees as the maxima which may be levied by the Silchar, Hailakandi, North 
Sylhet, Karimganj, South Sylhet, Habiganj, Sunamganj, Dhubri, Goalpara, 
Gauhati, Barpeta, Tezpur, Mangaldai, Nowgong, Sibsagar, Jorhat, Golaghat] 
Dibrugarh and North La k h i mpur Local Boards on carriages and carts under 
section 52-B of the said Act. 
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Licence fees on carnages and carts within the local limits of jurisdiction of the 
SiJchar, Hailahandi, North Sylhet, Karimganj, South Sylhet, Habiganj, 
Sunamganj, Dhubri, Goalpara, Gauhati, Barpeta, Tezpur, Mangaldai^ 
Nowgong, Sibsagar, Jorhat, Golaghat, Dihrugarh, and North Lakkimpur Local 
Boards. 

Description of carriages and carts. Half yearly fees, 

1 2 

Es, 

1. Every four-wheeled carriage drawn by horses or ponies or by a 

horse or pony . . . . . . . . , . 9 

2. Every two-wheeled carriage drawn by a horse or pony , . 5 

3. Every motor cycle . . . . .... . . 6 

4. Every motor car ordinarily used for the conveyance of human 

beings — 

(a) if cariying ordinarily not more than six persons . . 15 

(&) if carrying ordinarily more than six persons .. . . 50 

5. Every motor vehicle ordinarily used for the conveyance or 

haulage of goods .. .. .. .. .. 50 

6. Every cart . . . . - • . . . . . . 5 

Tke Local Boards may vary these rates as they please within these maxima 
for different kmds of carriages, motor veliicles and carts. 


10. Section 62-C of the Assam Local SeK-Government Act as amended 
and Sections 120 and 128 of the Assam Municipal Act as amended provide for 
reciprocal exemption. 

As regards registration fees and driving licences, no change will be in- 
volved, as those granted in other provinces are vahd in Assam. 

11. The Government of Assam considers that revenue from taxation on 
motor transport should be credited to a separate fund. 

The greatest asset to the engineer who is responsible for the efficient and 
economical improvements to the roads is the assurance of continuity in his 
work. Assuming that extra taxation is imposed whether as a tax: on petrol 
or a terminal tax on goods or, as advocated by this Government, receipts are 
obtained from both sources, this revenue should be strictly earmarked for ex- 
penditure on roads and at least in the early days of construction should be 
credited to a separate fund. If any real improvement is to be effected in road 
communications, there should be a separate road development budget. 

12. The question of amending the Devolution Rules seems to depend on 
the form which the Central Road Board will take. If certain national roads 
were to be selected and placed under the Central Board for maintenance and 
if the proceeds of the tax which still remained unutilized were to be allotted to 
the provincial Governments only for certain specified and approved works 
then roads would become to some considerable extent a central suhiect and 
the existing rules must be altered, but if the functions of the Road Board are 
to he merely advisory and the Board will merely make block orants to the 
provinces out of the proceeds of the special taxation then very'^httle change 
ae&m to be required. Public worlm would stiU remain a provincial subject 


% 
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and the assignments would be a source of provincial revenue und?r Rule 14(e) 
of the Devolution Rules. The attitude of this Government is that it 
would welcome the appointment of the Central Road Board as a co-ordi- 
nating and advisory body. Such a body would advise as to uiDtodate methods 
and experiments and so on and would also decide how the imperial taxation 
was to be distributed. 


It may be noted that public works in this province is a proAuncial subject 
but not a transferred subject, 

13. The proceeds of a tax on petrol should preferably be spent on specific 
objects or credited to a separate road development budget. Regarding 
specific objects there are in Assam numerous important projects which would 

come under this head. 

(b) The views of the Government have already been indicated in the reply 
to question B. 6. 

14. In the province of Assam it would be undesirable to extend the prin- 
ciple of taxation for the purpose of road development to veliiciilar tiaffic other 
than motor transport but as already stated the Government of Assam considers 
that if possible provincial revenues should be increased by general indirect tax.i- 
tion for the purpose of road developmeiit. 

15. There is no road cess in ilssam. The revenue derived from local rates 
has to be used by the local boards not merely for the purpose of loads but oi 
medical relief, education, veterinary, &c. 

C.— Road Boards. 

1. In 1926 the L egislative Council resolved to spend ten lakhs in the follow- 
ing year on road improvement, and a temporary ad> hoc Road oarc con 
stituted to advise Government as to the programme to e se ^ ^ 

quentl 7 , in 1927-28, the Council resolved that a regular ^ 

laklis a year should be incurred on road improvement, and a Road Board 
was thereupon constituted on a permanent basis to advise overnmeii ^ ® _ 

matters relating to the improvement of road communications in ® P ^ V 
tricts of the province. The enclosed copy of the notification constituting ^ 
Board will show its constitution and present membership. I as } 
functioned . 

Notification N9. 211-Com., dated the 1st November 1927. 

The Governor in Council is pleased to c^titute for the 
present Legislative Council of Assam the improve- 

ment of road communications in the plains districts of he pro c 

(1) The Honourable Member, Finance - . President. 

(2) The Honourable Minister of Local Self- 'I 

/-i VixLemuers* 

Government C 

(3) The Chief Ei^ineer, Assam • • J 

M6 rdc 
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( 4 ) Srijut Taraprasad Chaliha, M.t.o. 

(6) Babu Gopeadralal Das Chaudburi, m.l.c. 

(6) Maulvi Muaawwarali, m.l.c. . . „ 

(7) Srijut Kuladbar Cbaliba, m.l.c. 

• (8) Kban Sabib Maukvi Mubammad Abdul 

Latif, M.B.E., M.L.C. 

(9) Babu Brajendra Narayau Chaudburi, 

M.L.C. 

(10) Lieut.-Colonel W. D. Smiles, d.s.o., 

C.I.E., M.L.C. 

(11) Mr. W. E. D. Cooper 


Members elected by the 
> non-official members 
of Council other than 
planting members. 




2. Yes. 


Member nominated by 
the Assam Branch, In- 
dian Tea Association. 

Member nominated by 
the Surma Valley 
Branch, Indian Tea 
Association. 


ernors’ provinc^,^iud1teffincwtb^d‘'bn£ f 

velopment in couiunction wi+n ,.on ^ i of road de- 

distribution of any central taxation S Sly S aSed 

road system of India are to be esLed on.T^ improvements in the 

TOme when hire railways roads sbnnl^ T ,‘f°^°mical basis, the time has 
The most important fiction of tbe^inS “iT ?^®^ 0 P®ent budget, 
allocation of grants to provincial *li«> 

Gov©rii 23 ieiit dlnp«s -j 

Iteniative to the formation of a cSfEoti Votrd satisfactory 

wi. P^-~-General. 

points on which thiR n 

Government desires to state their 
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APPEN 
[Vide question No. A. 1 


1913-14. 

1923-24. 

Mileage and expenditure. 

1 II- 

Mileage and expenditure. 


Class and source 
from wliich main- 
tainde. 


Provincial (pro- 
vincial reve- 
nues). 


Imperial Military 
(central ruve- 


Metalled. 


c3 

Oj 


2 


m 


Central Civil (cen- 
tral revenues). 


Local board [(lo- 
cal fund reve- 
nues). 


14*32 


<1# 

P 

•4^ 

• r— « 

a 

ij 

ClH 

W 

3 


Its. 

i, 07, 85 1 


1,28,537 


Unmetalled. 


flj 

to 

a 

o 


4 


3,701) 


Not 


3-79 


recorded! separa 


O) 


o, 

y, 

5 


Rs. 

0,77,981 


28,89,298 


&0 

OS 

<D 

•r4 

5 

"TS 

S-* 

O 

6 


4,095 


18-11 


4,602 


03 

s 

• .-t 

G 

<D 

<13 


'O 

H 


Rs. 

10,85,832 


30,17,835 

7,609 


450 


4-,21,155 

11,96,728 


Metalled. 


o 

to 

ci 

03 


rSi 


436 


6-67 


3 


03 

a 

w 

9 


Rs. 

M 1,423 


41,698 


51,297 

22,641 


Unir 

. 

<ii 

to 

CS 

03 

I— ^ 

• l-H 

letalled. 

03 

• fH 

'■d 

a 

03 

& 

y 

W 

11 

_ Total mileage. 

bS 

^ Total expenditure. 

1 


Rs. 


Rs. 

3,536 

9,18,148 

3 972 

16,29,671 


40,301 

t.7 4 aJ 

81,999 

'5§ 

• » 

7-25 

0,062 

« t 




98,465 

289-22 

• • 

289-22 





22,381 

i 

4,808 

4,71,378 . 

4,922 

5,22,675 

1,94,991 

2,17,632 


Top figures in expenditure’ columns reprssent expenditure 











DIX I. 

(<;/) of the questionnaire,] 
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1924-25. 

1925-26. 

Re- 

marks. 

26 

Mileage and expenditure. 

Mileage and expenditure. 

Metalled. 

IJnmetalled. 

g Total mileage. 

^ Total expenditure. 

Metalled, 

Unmetalled. 

oi 

o 

fMtH 

9 

iW-M 

cd 

o 

H 

24 

^ Total expenditure. 

• 

o 

bO 

cS 

cu 

pmmi 

% 

14 

^ Expenditure. 

cj 

bO 

oi 

rSd 

• r^ 

\r-‘ 

16 

^ Expenditure. 

bI3 

a 

OJ 

• ^ 

VpH 

f==i 

20 

^ Expenditure. 

Mileage. 

^ Expenditure. 


Ks. 


Rs. 


Rs- 


Rs. 


Rs. 


Rs. 



0,76,119 


8,77,776 


15,53,895 


7,77,134 


8,08,112 


15,85,246 






‘A 7^*1 


411 


3 323 

, 

3 734 




35,9.59 


56,407 


02,366 

28,354 


1,25,710 


1,54,070 







5,326 






4,236 


5* 07 

f • 

5-88 

■ • 

10 -on 

« t 

3-87 

• • 

5-80 

• 

9-67 

• « 







93,063 






1,14,222 


4-55 

• • 

356- 81 


.301-39 



4-55 

• t 

366-12 

t t 

370*67 








200 






558 



63,393 


4,99,861 


5,63,254 


62,666 


5,49,373 


6,12,039 


1 /< cr 




9 1 


143 


5 180 


5,323 

. 


14:0 

29,330 

0,U /o 

2,38,109 

Of ^1.0 

2,67,439 

•30,154 


2,92,147 

3,22,301 



on maintenance and bottom tig’nres that on construction. 
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Note* The figures regarding construction of metalled roads represent cost of converting an existing umnetaUed road into a metaUed road. 
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Replies to the questionnaire submitted by the 
Chief Commissioner, Horth-West Frontier 
Province. 


A . — Eoad Development. 


Eoads in charge of District Boards in North-West Frontier Province, 

1. The maps* to the scale 1"=:16 miles relating to the districts of Haziara, 
Kohat and Dera Ismail Khan are attached. Such maps are not available for 
Peshawar and Bannu districts and accordingly maps to the scale of l":-.4 
miles for the former and 1"=8 miles for the latter are attached. 

(i) Surfaced 23-395 miles. 

Unsurfaced 1,861-065 miles. 

(m) Vide Statement A at Appendix. 

(Hi) Vide Statement B at Appendix. 


Vnsurfaoed. 

14-08 

82-6 


(iv) District Boards. 

(v) All the roads are maintained b’y the District Boards from district 

funds. 

(vi) Vide Statement 0 at Appendix. 

(vii) Fide Statement D at Appendix. 

Surfaced. 

2. (i) {a) -17 

( 6 ) 1-02 

(c) 1-2 . 

3. (a) (ii) F-ide Statements Band F at Appendix. 

(6) (Hi) 5 pies per head of rural population. 

4. No road traffic statistics are maintained in this province wliich defi- 
nitely indicate the number of motor onanibuses or taxicabs plying on particular 

routes. 

All motor vehicles other than vehicles belonging to the Army Department 
or Eoyal Air Force, or vehicles which enter the province after registration in 
another province, have to be registered inInspector General of Police’s office— 
vide Statement ‘ G.’* When the ownership of a motor vehicle changes hands 
the fact has to be notified. On the other hand when a car becomes unfit for 
use or is destroyed, or when the owner takes his car out of the province tlie fact 
is not notified. Nor is any intimation given when a motor vehicle registered 
in another province enters the inovince, as fresh_ registration is not demanded. 
Thus the actual number of motor vehicles in use in the province at any j^articu- 
lar time is never accurately known. 


M6RDO 


*Not printed. 
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Improvement in regard to these statistics therefore could be attained by 
requiring, that 

when a motor vehicle is past use, or is destroyed, and the registration, 
number consequently is no longer required for that vehicle the 
fact should be notified by the owner, 

(ii) all motor vehicles taken out of a province in which they have been 
reo'istered, for a period exceeding three months, must be regis- 
tered afresh on entry into another province, such re-registration 
being made free of charge. On receiving a registration certifi- 
cate and number in the new province the original papers of 
registration should be surrendered by the owner and should _ be 
returned through the office of registration to the office in whic i 
the vehicle was originally registered. 

In addition to the statistics thus maintained every Superintendent of 
Pohce maintains particulars of all motor vehicles licensed to ply for hire within 
the limits of his district — uide Statement H .* 

6. The rnain defect of the existing motor roads is lack of bridges. This 
cannot be remedied unless funds are granted by the Government. 


7. (o) Koads should be metalled and bridged. 

{h) They must be financed by Government as District Board sources 


are inadequate. 

(cl Construction of roads and bridges by means of loans is not possible 
unless the roads are metalled and there is a considerable increase in the volume 
of motor traffic to provide increased income to meet the repayment ot loans. 

8. The development of roads will of necessity augment the income of 
railways by facihtating the transport of goods to the nearest railway stations. 
The Eailway Board have agreed to co-operate with the local Governments y 
furnishing the following information each year : 

(i) A note on the new railway lines provided in the quinquennial pro- 

grammes. 

(ii) A graph showing the proposed expenditure during the quinquennial 

period, and 

(Hi) A map of the railways in the province which will show all new 
railway construction and surveys. 

B. — ^Motoe Teanspoet akd Motoe Taxation. 


1 Statements ‘ I ’ and ‘ J ’ at Appendix show the extent to which motor 
transport has increased in the North-West Frontmr Province since the 1st 
September, 1915, when registration of motor vehicles was first undertaken 
under the provisions of the Motor Vehicles Act, 1914. The information 
contained in Statement ‘ I ’ is practically complete as road certificates are usually 
granted to those vehicles which are registered in this^ province, but the statistics 
contained in Statement ‘ J ’ only relate to vehicles in respect of which registra- 
tion has been carried out in Inspector General of Police’s office and to which 
p_ numbers have been allotted. A large number of private cars and motor 


* Not printed. 
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cycles wMch have been registered in other provinces are in use in the North* 
West Frontier Province and carry the numbers allotted in other provinces. 

The majority of motor lorries plying for hire in this province may be regard- 
ed as falling within the category of light omnibuses. No vehicles have been 
registered exclusively for use in connection with the transport of commercial 
goods. In all districts lorries carry a certain amount of freight. 

As regards the prospects of further development, there is likely to be a 
substantial increase in the volume of motor transport especially as there are 
no direct railways connecting the head(][uarters of the 4 trans~Indus districts 
in this province and consequently no competition exists between railways and 
motor transport on the main roads running north and south. Nor are there 
any railways operating in the Kurram and Tochi valleys. Even where railways 
exist there is an ever-increasing stream of motor traf&c on the adjoining roads. 

3. Tolls on bridges are levied in districts. 

4. Income from taxation is not allocated to expenditure on roads. 

6. It is considered that all taxation on motor transport whether central; 
provincial or local, should be expended on the upkeep of roads. 

6. (a) Import duty ad valorem. 

(b) Petrol duty, and fees for registration, and licences to drive. 

(c) Local taxation to be limited to licences to ply for hire and tolls on 
bridges. 

7. No additional local taxation is required but if this is considered to be 
necessary it should be provincial and undoubtedly the fairest form of taxation 
is that on petrol consumption. The price of petrol in north of India is nmch 
higher than in Bombay and for this reason the burden of 4 annas increase win 
be felt far more heavily in this part of the country than in Bombay. It is 
suggested that the proportion of the central tax collected on petrol should be 
decreased proportionately up country and increased proportionately down coun- 
try in order to compensate for the increased cost of petrol up country. 

8. (a) Ad valorem. 

(b) If petrol duty is adopted, registration fees should be the same for all 
motor vehicles throughout India and should be levied only to cover the cost 
involved in registration. 

9. It is advisable to limit the maximum taxation but it should be left to the 
discretion of the local Governments and it should not be open to local bodies 
to impose additional taxation. 

10. Motor vehicles are not subject to taxation in this province. The only 
fees levied are for initial registration at the following rates ; 

Bb. 




• • 


16 

4 


Motor cars and lorries 
Motor cycles 


*-• 


»-• 


• « 
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Motor vehicles plying for hire are taxed annually at the following rates : — 

Cars or lorries exceeding 2 tons in weight — 

Es. 

Unladen . . . . . . . . . . . . 30 

Below this weight . . . . . . . . . . 10 

Motor vehicles plying beyond the limits of one district are charged addi- 
tional fees at half rates, for each district which they enter. 

The annual tax for driving licences is — 

Es. 

Professional licences (le., drivers of vehicles plying for hire) 3 
Non-professional . . . . . . . . . . 2 

It is not desirable to arrange for reciprocal exemptions of provincial and 
l ocal taxations on motor vehicles but an endorsement might be given valid for 
ofher districts on reduced fees as is now done in this province. Besides if 
increased taxation is to fall on petrol only, the necessity would not arise. 

11. Yes. It should be credited to a separate fund. This would greatly 
simplify its utilisation as the money would always be available instead of 
having to be provided in the budget. 

13. (a) The revenue from central taxation might be allotted in the fornj 
of block grants to provincial Governments. 

(6) Eevenue from central taxation should be allocated according to the 
demaud for maintenance and construction of roads. 

14. Motor transport alone should be taxed. Taxation imposed on other 
forms of vehicular traffic will have to be borne ultimately for the most part by 
fche agricultural population, and they sufier severely from the presence of motor 

transport. Moreover, motor traffic alone is likely to compete in increasing 
degree with the railways. ® 


C. — Eoad Boards. 

1. Yes. It was formed at the end of 1919. 

The following are the members of the Board 

(1) Eevenue Commissioner, North-West Frontier Province (President). 

(2) Secretary, Public Works Department, North-West Frontier Prov- 

ince. 

(3) Inspector-Deneral of PoUce, North-West Frontier Province. 

(4) Inspecting Officer, Frontier Corps. * 

(5) Commandant, Frontier Constabulary. 
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Its functions are : — 

(a) To lay down the order of urgency of all provincial road proposals and 
classify them on the following lines : — 

(i) Metalled roads : 1st Class 16' width of metal. 

(n) „ ,5 2nd Class 12' width of metal. 

(m) „ ,5 3rd Class 9' width of metal. 

(w) Unmetalled roads. 

(b) To make recommendations to the Chief Commissioner as to which roads 
should be surveyed, estimated for and included in the next Public Works De- 
partment budget. 

(c) To reduce to the minimum the chance of one district being favoured at 
the expense of others and of roads being built to an unsuitable specification. 

(d) To approach the Government of India for increased grants for the 
Public W'orks Department budget, when required. 

Five formal Board meetings have so far been held. 

The Board has proved useful. On various important road projects there 
has been extensive informal discussion between the members. 

2. Yes. The Central Road Board, if formed, will be a welcome organi- 
zation so far as the North-West Frontier Province is concerned. 

3. Central Road Board is, in my opinion, desirable. I have no suggestions 
to offer as regards details of its constitution and functions. 

D. — General. 

There is a lack of good communications in some parts of the province, 
where improved roads and transport facilities are urgently required. 
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APPENDIX. 

STATEMENT A. 

{Tide question A-1 (ii) of the qiiestiomiake.) 

Statement showing the existing bridges in the North-West Frontier Province, 

Hazaea. 

1. 40' span wooden bridge over Jalol Nullah on the Garhi Habibullah-Kohala 

road. 

2. 20' span arched bridge over Khanpur Nullah on the Haripur-Khanpur road. 

Pest-iawae. 

* 

3. Bridge over the Bara. 

4. Bridge over Joi vShaikh. 

5. Bridge over the Bara Channel. 

6. Bridge over the outfall drainage of Cantonment. 

7. Bridge over the Kabul River Canal. 

S. Bridge over the Joe Shaikh. 

9. Bridge over Budni. 

10. Bridge over the Bara Channel near Swalh. 

11. Bridge over the L. S. C. Rajbehas. 

12. Bridge over Murdara Nullah. 

13. Bridge over Joe Zardad. 

14. Bridge over Joi Shaikh near Darbangi. 

15. Bridge over the Budni near Kandar Khel. 

16. 3 bridges over the Jabba Drains. 

17. S^^phon Bridge over the Kabul River Canal. 

18. -Bridge of 2 spans near Bhatian. 

19. Bridge over Sira Nullah near Choli. 

20. 2 bridges over the Hazara Khani Canal. 

21. Bridge over the Kabul River Canal. 

22. Bridge over the Bara Channel. 

23. Bridge over the Bara Channel. 

24. Narrow Bridge over the Hazara Khani Canal. 

25. Bridge over Bara Channel near flour miU of L. Sarab Dial. 

26. Bridge over the Jabba Drain. 

27. Bridge over Bara Channel. 

28. Bridge over the Kabul River Canal. 

29. Bridge over the Katha of Tahkal. 

30. Bridge over the Dry Bara. 

31. Bridge over Kabul River Canal. 

32. Bridge over Joe Shaikh. 

33. Bridge over Budni-. 

^ 34. Bridge over Khubi Katha. 

35. Bridge over Katiala near Batgram. 



26. Bridge over Irab near Kharakbi. 

37. Bridge over Irab near, Parang. 

38. Bridge over Dab Nullah Nisatta. 

3-9. Bridge over Bubak Nullah near Torlandi. 

40. Bridge over Irab near Abaizai. 

41. Bridge over Swat Biver Canal B-aibaha. 

42. Bridge over Canal Bajbaha. 

43. Bridge over Canal Bajbaha. 

44. Bridge over Kbav'ar near Baitul-garib. 

.45. Bridge over Ziam Nullah, near Khulerzai and 2 bridges 

46. Bridge over Irab near Pashoongri. 

47. Bridge over Ziam Nullah, 

48. Bridge over Canal Bajbaha. 

49. Bridge over Bandi Nullah. 

50. Bridge over Irab near Muhib Banda. 

51. Bridge over Budkor Nidlah. 

52. Bridge over Dhobian Canal Branch. 

53. Bridge over Bajbaha near Dagi. 

54. Bridge near Khunda. 

55. Bridge over Tut Killi. 

56. Bridge over Canal. 

57. 2 bridges over Canal. 

• 58. 1 bridge over Chicher Nullah. 

59. Bridge over outfall drain. 

60. Bridge over Bajbaha. 

61. Bridge over Dargai Nullah. 

62. Bridge over Ira.b. 

63. Bridge over Joe Sheikh. 

64. Bridge over Dry Bara. 

65. Culvert over Palosi Katha. 

66. Irish Bridge in Maryamzai Khawar. 

67. Irish Bridge in Hissara. 

68. Bridge over Bajbaha. 

69. Bridge ov-er Bajbaha. 

70. Irish Bridge in Aza Khcl Khawar. 

71. Bridge over Hissara Kanda. 

72. Bridge over Irrigation Katha. 

73. Irish Bridge near Darwazgai. 

74. Irish Bridge near Mandorri. 

75. Bridge over Gulbela Katha. 

76. Bridge over Khathila near Zira Mian Killa. 
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77. Bridge over Irab near Sarwani. 

78. Bridge near 2iira Mian. 

79. Bridge near Turlandi. 

80. Bridge near IVIissribanda. 


STATEMEISIT B. 

( Vide question A-1 {Hi) of the questionnaire.) 

Statement showing the plaeis where new bridges art required in the North-West Frontier 

Province, 

Hi^ZABA. 

1 . Over Siran river near vSacha on the Sacha Battal Boad. 

2. Over Siran river near Baifa on the Inaitabad-Baffa Boad. 

3. Over a nullah near Tarangri on the Shinkiari-Khaki Road. 

4. Over Haro l^ullah near Mari on the Qabr Khota-Gharagali Road. 

Dera Ismail Kean. 

5. Kulachi to Rori. 

6. Kulachi t# Daraban. 

7. Hathala to Takv'ara. 

8. Chudwan to Gandi Umar Khan. 

" 9. Tank to Rori. 

Peshawar. 

10. Bridge or an Irish bridge over the Jabba drain near Patwari Klilla. 

11. On flour mill channel. Irish bridges on Jindi Urmar Mana and Urmar Payan 

Khawars from Phandu to Jalozai Road. 

12. Bridge over the Budni, Laram -Bar bang! Road. 

13. Near Kafiirdheri over Mathra-Kafurdlieri Road. 

14. Over the water channels, Nagoman Boat bridge to Michni Fort. 

15. Over some places near Pir Pai. 

16. 4 or 5 culveits on Peshawar-Sadar Garhi Road. 

17. 3 or 4 culverts on Hazar Khani to Phandu Road. 

18. Over Bara on Peshawar to Hazar ELliani and Musazai Borazai Road. 

19. Irish bridge near Juki Talao. 

20. Over Bara on Peshawar to Cliarnkani Road. 

21. Irish culverts on Abdara Sangoo Road. 

22. Irish bridges and culverts at few places on Kafurdheri Hindu Kassi Road. 

23. 2 or 3 culverts on Badber to Bara Fort ina Masbokhel Road. 

24. Irish culverts on Landi to Bara Band Road. 

25. One bridge and 4 or 5 culverts on Nowshera to Charsadda and Tangi to Abazai. 

26. Culverts on Utmanzai to Bargai Road. 

27. Culverts on Kangra to Shankargarh Road. 

28. Culverts on the bridge near Khan Mahi. 
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S9. Bridge over the Bara on Taru-Akbarpnra Road. 

30. 2 Irish bridges on Nowshera-Ziarat Kaka Sahib Road. 

31. Over Zindi Nullah in Maneri limit. 

32. Culverts on Tordlier to Kund Ferry Road. 

33. Culverts on Lahore to Tordher Ferry Road. 

34. Culverts on Ainbar to Lahore Ferry Road. 

35. Irish bridges in Khawar and 2 or 3 bridges 'on Lahore Ferry to Topi and then 
from Khawar of Topi near Kotha to Ambar Road. 

36. 8 or 9 bridges and an Irish bridge in Mekam Nullah on Shahbaz Garhi Road to 
Rustam via Gujrat Road. 

37. 4 or 5 culverts and an Irish bridge in Kalpani. 

38. Irish bridge in Kalpani on Hoti to Mayar and. Torn Road. 

39. Culverts and Irish bridge on Gujar Garhi to Jalala Road. 

40. Irish bridge and culverts on Lahore to Swabi Road. 

41. Irish bridge in Palos i Khawar. 

42. Irish bridge in Saibubi near Mulla Zai. 

43. Irish bridge in Panj Katha. 

44. Irish bridge near Adezai. 

45. Irish bridge and one or two cuRerts on Jliando Road. 

46. Irish bridge in h'Tukam Nullah. 

47. 2 Irish bridges ,and 1 bridge on Dorwazgai to Mandori. 

48. Culverts on Negoman boat bridge to Nahaklci and Kharakki via Bab and Sarwni 
Road. 

IV 

49. Culverts on Tangi to Shankargarh Road. 

50. Culverts on Klianniahi and Nisatta viU Dargai. 


STATEMENT C. 

{Yide. question A-1 [vi) of the questionnaire.) 

Statewsnt shoivioig the. expenditure on District Board roads in the North-West Frontier 

Proi'mce. 


Districts in the North-West Frontier Province. 


Year. 

Hazara. 

Peshawar. 

■ 

i 

Bannu. 

I)era 

Ism.ail 

Khan. 

Total 

N. W. F. 
Province. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

Rs. 

1913-14 

7,534 

16,920 

4,705 

1,273 

4,228 

34,660 

1923-24\ 

4,064 

19,611 

_ 427 

3,546 

3,097 ' 

30,745 

1924-25 

4,973 

30,669 

1,912 

8,007 

4,605 

50,166 

1925-26 

5,181 

28,146 

2,893 

11,349 

2,914 

50,483 


M5RD0 









STATEMENT D —comld. 
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4,608 10,83,365 
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STATEMENT F. 

( Vide question No. A-3 (a) (ii) of the questionnaire.) 

Statement showing the expenditure on District Board roads in the North-West Frontier Prov 

ince for three years 1924-25, 1925-26 and 1926-27. 

Es. 

1924- 25 . . . . . . . . . . . . 50,166 

1925- 26 . . . . . . , . . . . . 50,483 

. 1926-27 .. .. .. .. .. .. 55,467 


Total . . 1,66,106 

Average . . 52,035 



STATEMENT I. 

(Vide question No. B.-l of the questionnaire). 
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ISTote. — Yearly ligiires are not progressive. 



STATEMENT J. 

( Vide question No. B- 1 of the questionnaire. ) 

List showing number of motor vehicles registered in the office of the Inspector General of Police, North- West Frontier Province, 191!>-27. 


274 



Note. — Totals are not progi^ssive. 
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RepKes to the qiiestioiinaiife submitted by the Hon’ble 
the Agent to the Governor General and ChM 
Commissioner, Baluchistan. 


A. — Road Development. 

1. Requisite map* is enclosed. 

{%} Statement giving requisite information is enclosed (State- 
ment I at Appendix). 

{ii) and ^lit) No important bridges exist and the only one required 
is at Nari. 

{ip) Map* shows. 

(?;) Civil Works Central— Non-Voted and Military. 

1/ 

(vi) Statement giving requisite information is enclosed (State- 
inent II at Appendix). 

{vii} The details of expenditure during 1926-27 are given in the 
form (Statement III at Appendix). 

2. A statement giving requisite information is enclosed (States 
ment IV at Appendix). 

3. There are no provincial revenues or local funds. 

4. No road traffic statistics are maintained nor are they necessary. 
The traffic on roads is very small, due to the population being agricul- 
tural and depending principally upon camel transport. 

5. Co-ordination in the road system is obtained through the 
Secretary, Public Works Department, who is also the Military Chief 
Engineer. There is no co-ordination with the adjoining provinces, e.^., 
Sind, Punjab, and N orth- West Frontier Province. 

6. The existing road system consists for the main part of unmetalled 
roads in indifferent condition for motor transport. They can only be 
improved by the increase in annual expenditure on maintenance. 

7. {a) A certain development of roads in the near future is necessary 

^ ^ ^ obs Soixi© minor developments are needed for civil 
purposes and it is desirable to link up with the neighbouring provinces. 

- (d) All road development in this province must be financed from 
civil funds, central or military funds. 

8. Road development will not affect railways 

9. (a) No need has so far arisen to consult the Test House at 
Alipore. 

(5) Since most of the roads are unsiirfaeed no experiment or 
research has been carried out in respect of improved methods. 

■ * ' Hot printed. 
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(c) No information has been obtained of the methods obtaining in 
other provinces : it is observed that natural conditions are peculiar in 
Baluchistan. 

(d) The co-ordination and dissemination of knowledge gained by 
experiment and research must always be useful. 

B. — Motor Transport and Motor Taxation. 


PreamUe . — First of all it may be pointed out that Baluchistan is a 
desert province on the frontier where, owing to the nature of the 
countiy and the scattered population, communications of a motorable 
kind are few and far between. The province possesses only one town of 
any size, viz,^ Quetta, the number of vehicles in which are inconsiderahle. 
It follows therefore that for the present the interest of this administra- 
tion, in the matter, is more academic than practical. 

1. Motor transport in Baluchistan has nearly trebled since 1923-24. 
The figures of registration are given below : — 


Year. 

Private 

cars. 

..... 

Motor 

buses. 

Taxis. 

Commercial 
goods . 
vebicles. 

Motor 

cycles. 

192a-24 . 

• 

• 

- 68 

«•« 

« * • 

6 

27 

1924-25 . 

# 

» 

71 

• • • 

• • t 

9 

34 

1925-26 • 

• 

• 

107 

1 

• • * 

D 

1 

63 

1926-27 . 

# 

• 

146 , 

2 

1 

» • t 

1 

1 39 

■ 28 

1 


All motor lorries have been classed as commercial goods vehicles. 
A few of them are fitted to carry passengers also but no separate record 
is maintained for them. 


2. The prospects of further development are good but likely to be 
slow on account of the nature of the country and the paucity and 
poverty of its inhabitants. 


3 and 4. No special taxes are levied in Baluchistan. 


5, In the opinion of this administration the whole of the taxation 
on motor transport should be allocated to expenditure on roads. The 
ni^ber of motor vehicles in Baluchistan are however practically negli- 
gible, the revenue derived would be but a drop in the ocean. 


6. No opinion can be offered for reasons given in paragraph 5 iusi 

above. ^ i j 

7. The Agent to the Governor- General supports the proposal of the 
Bombay Government that an additional duty should be imposed or 
petrol and the proceeds distributed to the provinces. 
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8. ilegistration and driving’ licence fees are at present assessed as 
follows ill this province and these are considered to be suitable : " 


Registration fees. 


Motor cycle « . 

Motor veil ides two tors and urder 

Motor veLicles ever two tons • 


Driving licence fees* 


Motor cycle « 
Motor car • 


lis. 

4 

10 

20 

Rs. 

4 per annum 

8 j? 


Half fee for renewal if renewed before the expiry of 12 months 
otherwise lull fees. 

Anv other fee if charged should, in the opinion of the Agent to the 
Governor General, be ad valorem, 

9. It would be difficult and certainly undesirable to limit the maxi- 
mum taxation. 

10. Registration fee is not at present charged on vehicles registered 
in other provinces or States, provided registration eertiheates are 
produced and this seems to meet the requirements of this piovince. 

11. In the opinion of this adminisH-at ion revenue from taxation on 
motor transport should be credited to a separate fund foi expen i me on 
roads only. 

12. This does not concern Baluchistan which is wholly ceiitr.4. 

1 3. («) The revenue from central taxation should be distributed in 
ihe form of block grants to provincial G-overnments. 

(i) The allocation should be in propoition to provincial expenditure 

on roads. _ . . 

14 . T'ebicular traffic other than motor transport in this province 
plies within the limits of the municipalities only and is taxed by them. 

No road cess is levied in this province. 

C. — Road Boards. 

1. There is no Road Board in the province : its_ 

templated from the April It will consist of the W 

PrrWic Works Department ; and Chief Engineer, 

President ; with two members, viz., the Revenue and Judici^ ^ 
sioner and the Colonel-on-the-Staffi, General Staff, Western Command. 

2. A Central Road Board would be useful in co-ordinating the road 
systemf between provinces as well as technical information and 

VGSG&Vch. 

8. This province is unable to advise regarding 
Central Road Board. Its functions would presumably be advisory as 
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!e<,'“.irds the allocation of funds from central revenues and the construc- 
tion of the main arterial roads throughout India . 

i. Co-ordiua,tion could of course be obtained by establishing a 
e ose haison with the Road Boards of neighbouring provinces, but 

undoubtedly better results would be obtained by a Central Road Board. 

" * ' ' 

D.— General, 

^ sparsely 

dpvol pioMiice and the raral population are in a backward state of 

i-an water for irrigation. Road development 

y pioceed slowly : irrigation is a far rnoi’e burning jiroblem. 


APPENDIX. 


STATEMENT I. 

Jt of loaih oj different classes and types (vide question A-l{i) of 

f[uedionn(iire) . 



Class. 


Metalled Unmotalled 
Koads. Roads. 


1,068*08 



Total 
(2 and 3). 


1 


3 

4 

civil (Central) 

(A) 

109-06 

(B) 

923*61 

1,032-60 


(C) 

160-89 

(i>) 

144-54 

295-43 ( 

<■ 




(] 


(A) Inside Station 15*97 


Outside 




93*09 


(B) Outside Station. 


Outside 


9 * 


97-65 


Outside 




1 79 
142-75 


1.328-0.3 
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STATEMENT H. 

Total Mileage hy types and total ewpenditure on constfuetion and 
maintenance on all roads and froin varioihs sott>Tces in the years 
19 13- 14 and 1923-24 to 1925-26 inchmve (vide question A^t 
{in) of questionnaire). 

Total Mileage, all types 1,328*03 


Expeudifenre on construcfeiou and maintenance. 


ms-u. 

Military Figures not available a& accounts have 

since been destroyed. 


Civil . . . 1,75,740 


1,75,740 (Exclusive of expenditure on 
military roads from military 
funds.) 


1923-24. 

Military . . • 2)31,579 

Civil ' ''' 2,44,140""'; 

.4,95,519 


1924- 25. 

Military . . . 2,87,651 

Civil * . . 3,21,135 

6,08,786 

1925- 26* 

2,44,809 “ 

3JO,230 

' 5,55,039 


M:nitary . 
Civil 
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9,81 

STATEMENT IV. 

Information required hy question 

A-2 of questionnaire. 

Total area . • . . . 

. . . 46,960 Sq. miles. 

Total population .... 

3,83,624 

Rural population .... 

. . . 2,81,135 

The present total mileage of roads : — 

Miles. 

(a) Per ICO sq miles of area — 

Surfaced 

. . . -55 

Uneuifaced . • • 

. . . 2-27 

(&) Per 1, CO, 000 of total population — 

Surfaced . , . . 

67-77 

Unsurfaced .... 

278-40 

(e) Per 1,00,000 of rural population — 

Surfaced .... 

S2-48 

Uu surfaced . , . 

379-88 
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Replies to f&e qnestioMaire submitted by the Hoii^ble 
the Age^it to the Governor General, Rajpntana, 
and Chief Conimissioner, AJmer^Merwara. 


A. — Road Development. 


1 . Maps* showing the principal roads in {i) Rajpiitana, and (ii) 
Ajmer-Meiwara^ are enclosed. (Seale 16 miles = 1 inch.) 


Des€ri 2 )tion — Th'^- Rajpntana Province eomprises 19 Indiant Stales^ 

and the British district of Ajmer-Mer- 
wara. The total area of Rajputaiia and 
Aj mer- M er wara is 131,769 square miles 
and the total population is 10,669,738. 
In accordance with the instructions con- 
veyed by the Grovernment of India, 
Department of Commerce, the Indian 
States in Rajputana have not been 
approached in regard to the subject 
matter of this queslionnaire, and the information furnished in the 
subsequent paragraphs relates to the British districts of Ajmer-Mevwara 
and Mount Abu only and to roads in charge of the Public Works 
Department, Rajpntana, except where it is specially stated otherwise. 

The principal roads in Rajpntana and x\jmer-Merwara worth 
mentioning are • 


f (l) Bikaner, (2) Sirolii, (3) 
Jodhpnr, (4) Jaipur, (5) Udaipur, 
(6) jMisalraer, (7) Bliaratpur, 
(8) A ’war, (0) Karauli, (10) 
Dholpnr, ill) Kotah, (12) K?shon- 
garh, (13) Tonk, (i4) Band!, (15) 
Shaiipura, (i6) Jhnl!i>\ar, (17) 
Dungarpur, (18) Banswaia, (19) 
Partabgarh. 


(i) JodhjouV’^Senclfa’-Ajvier-J aipur-Bharat^^iT-Agra Boad. 

This road is generally fit for motor traffic except at the Banganga 
river crossing in Bharatpnr territory. The 'road from Jodhpur to 
Sendra Pali is metalled, hut owing to the presence of 7 large river 
beds including the Luni, which are unbridged, it is I'assable for motors 
only in the dry weather. From Sendra to Ajmer and Jaipur via 
Kisheiigarh the road is passable throughout the year. Between 
Kishengarh and Jaipur there are Irish bridges over a few nullahs, 
which stop the traffic for a few hours when the nullahs flow over these 
bridges in the rains. From the Jaipur border to Bharatpur border, 
128 miles, the road is in a bad state, and motors can get along only 
with difficulty even in the cold weather. From Bharatpur border upto 
22 miles the road is an unmetalled fair weather road and is not passable 
for motors, especially in the monsoon, as it passes through the sandy 
soil of the Banganga Valley. The remaining portion of the road via 


* Not printed. 
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Bliaratpur npto Agra is metalled and fiillj bridged and fit for motor 
traffic througboTit the year. 


{ti) Aj}mr-‘i^asirabad-Be''di--BiinM-Kotah-JIialawar^SlhriehJia^ 

Neemucli- Mhow Road. 


This is a good metalled road generally fit for motor traffic throiigh- 
out the year, except at certain places where it is impassable during the 
rainy season due to floods and the want of bridges. 

-Prom Ajmer to Deoli^ the road is in good order and fit for motor 
traffic ; at the Dain river crossing in mile 24, traffic is held np at 
times during the rains when the rivulet is in flood. At the Banas 
river near Deoli in mile 62, a ferry service plies daring the rains. 
The need for proper bridges at the Dain and Banas river crossings 
during and after the rains is g:reatly felt. From Deoli to the Kotah 
border, the road (passing mostly through Bundi territory about 
48 miles in length) is not regularly maintained. Prom Kotah border 
to^ Shrichhatrapur via Jalrapatan, and on to Neemuch the road is in 
fairly good order. 


iiii) Ajmer-Nasirabad-BarUNeemtich Road, 

^The road from Ajmer to Bari, a length of 48 miles, is metalled and 
is fit for motor traffic. Prom Earl to Piplia Chovvki— a length of 96 
miles, it is unmetalled and not motorable. From Piplia Chowki to 
Neemuch — -a length of 14 miles (in Central India), the road is metalled 
and in good order. This road is an important one and is the shortest 
line of communication with the Bombay Presidency and Central India, 
but is not much used owing to the difficulty of crossing the Khari 
river just beyond Bari and the portion from Bari to Piplia Chowki 
being uii metalled. 


(iv) The Abu Cart Road. 

This is a metalled and bridged road from Abu Road station to 
Mount Abu, which is the headquarters of the Hon^ble the Agent to the 
Grovernor General, Rajputana, and a summer resort. There is a public 
motor service on this road run by a contractor under the eontrol of the 

District Magistrate' of Mount Abu, 

There are -no other important trunk roads in Rajputana, The 
larger ;of the- Indian States have, it is believed, metalled and fair weather 
roads connecting the important towns inthei|: territory with one another. 
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1. («) The mileage of reads of different classes and types in Ajmer- 
31 eT 2 oara and JlTount Alu is as follows : 



Surfaced 

roads. 

Miles, 

Unsurfaced 

roads. 

Miles. 

1. Imperial roads (i. e. 'beiongin? to and msintaioed bv 
Government^ maintained by tbe Public Works 
Departmtnt, Rajptitana . . • • > 

267 

12# 

(^) 'Excltisive of S3 milfs of Nasirabad-Neemoclnoad 
' maii)tai< ed b> the Piiblic Works Department as a 

"eontrihutional work*^ on behalf of the Mewar 
Darbar). 



2. District Board roads . . . 

29 

no 

Totai. 

1 

296 

122 


1. («■) There are no bridges worth mentioning. 

1. {Hi) The principal plaen where bridges are required, in, Aimer- 
Menoara, are — (a) » bridge across the Bain river in mile 34, furlong 1, 
of the Nasirabad-l 'eoli Road. Appro-ximate cost Rs. l/)3,000. Censi- 
derable difficulty ‘s experienced when this river is in flood and traffic is 
he'd up, as Nasirabad is the railway station for the towns of Kekri and 
Deoli. The floods are not of sufficient height and duration to enable a 
fenw'boat being run, and consequently a proper bridge is the only 
solution - 

{b) A bridge over the San as river %paf Deoli in mile 52 of the 
Nasirabad-Deoli Road. A feny service is maintained when the river 
is in flood, but it is. inconvenient and expensive to maintain. Moreover, 

* when the water in the river is too low for the boats to ply, the difidc jlty 
in o*6ttmg across the river is greatly a.centuated, and temporary cross- 
inc?s have to be put up every year. A submerged bridge on this river, 
which would allow ordinary floods of o or o ft. to pass under it, would 
prove a great boon to traffic. Approximate cost Es. 2,50,000. 

(c) A bridge over the Khari river near Barly in mile 28 of 
Nasirabad-Neemuch Road. Approximate cost Rs 4,00,000. If the 
section between Bari and Piplia GhowM (96 miles) of the Nasirabad- 
Neenmeli Road is made fit for motor traffic, and a bridge over the Khari 
river at Bari is constructed it would prove of great utility both for local 
purposes and through traffic to Bombay and Central India. 

. ' 1 . {in) The authority resjponsible for each class of road . — 'The 

Imperial roads are maintained from ^ Central funds by the Govem- 
ment of India, through the Public Works department in Rajputana. 

The District Board roads are maintained>t the cost of the Ajmer- 
Merwam District Board, 11 miles (sui-faced) being looked after by the 
Government Public Works Department as a coidriburion^ work, while 
the remaining 122 miles are kept m repir by the ejagineer o| the 
District Board. 
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c Funds for the Imperial roads are granted by the Government 

Fnblic Works Department budget under head 
Civil Works, Central/^ 

Funds for the District Board roads are allotted by the District 
Board from its revenues. The District Board levies a cess equivalent 
to Bs, 4-11-0 per cent, of the land revenue to meet the cost of mainten- 
.nnce of roads, etc., in the district, 

1. (vi) Please see statement below. 

The figuies for 1913-14, 19‘28-24 aud 1924-26 pertain to Airner- 
Merwara and Mount Abu, including the "^trunk roads which were for- 
merly in charge of the Public Works Department (-^Deesa-Anadra- 
Frinpura Road and Nasirabad-Neemuch Road)]. 


Year. 

Road milea 

ge. 

Expenditure on 

Surfaced 

roads. 

Miles. 

Unsur- 

faced 

roads. 

Miles. 

Total. 

Miles, 

Surfaced 

roads. 

Rs. 

Unsurfaced 

roads. 

Rs. 

1 

(* 

Total 

Rs. 




IMP 

ERIAL ROADS, 

1 

k 


1913-14 . 

262 

218 

480 

42,122 (C) , 

t • e 

42,122 :C) 





1,30,256 (M) ! 

5,300 (M) 

1,35,565 (M) 

1923-24 . 

287 

200 

487 

164,368 (C) 

• • 

64,368 (C) 





2.14,460 (M) , 

11,969 iM) 

2,26,429 (M) 

1924-25 

287 

200 

487 

Jl,07,382 (C) 

1 

« • « 

1,07,382 (0) 





1,91,006 (M) 

11,274 (M) 

2,03,280 (M) 

1925-26 . 

2Slt 

' 

295t 

24,438 (G) 

499 (C) 

24,937 (C) 





2,09,830 (M) 

7,684 (JI) 

2,17,514 (M) 



DISTRICT BOARD ROADS. 


191344 , 

43 

157 

200 

14,618 (M) 

« • « 

14.618 (M) 

1923-24 . 

36 

86 

121 

14,709 (M) 

10,291 (M) 

25,000 (M) 

1924-25 . 

43 

93 

136 

8,000 (M) 

12,000 (M) 

20,000 (M) 

1925-26, . 

31 

107 

138 

6,000 (M) 

16,000 (M) 

22,000 (M) 


C=Con3tr action (represents original works and improvements to roads) 
M— Maintenance. ' 


t Decrease in mileage is due to the Deesa-A-nadra-Erinpnra Hoad, the Brlnpura Cart 

Road, and the Barl-Piplia Chowki (for Neemuch) Road having been handed over 
to the States concerned for purposes of maintenance. 

4: Includes cosb of construction of Dilwara Pilgrims’ Road at Mount Alju, leuffth 2 
miles. * 



286 


1. (w) Details of the expenditure incurred during 192.6-19-27 
are given in Appendix. 

2 . (a) The total road mileage in Ajiner-Merwara per 100 sq. miles- 

of area is— 

Surfaced roads. Unsurfaced roads. 

9 9 miles. 


4)* 05 miles. 


Unsurf acecl roads. 
22*2 miles. 


(5) The total road mileage in Ajmer-Merwara per 100,000 of total 

population is — 

Surfaced roads. 

54*1 miles. 

(ff) The total road mileage in Ajmer-Merwara per 100,000 of rural 
population is — 

Surfaced roads. 

81*1 miles. 


Unsurfaced roads. 
33*2 miles. 


3. (a) (i) Tlie ratio expressed as percentage of total expenditure^ 
on roads from provincial revenues and total provincial revenue is 10 5 pei 
cent. 

{a) {ii) The ratio expressed as percentage of total expenditure oni 
roads from local funds and total local funds revenue is 32-68 per cent. 

{h) {i) The incidence per head of total population of all road 
expenditure from provincial revenues is Rs. 0‘37. 

{h) (it) The incidence per head of rural population of all road 
expenditure fi-om provincial revenues is Rs. 0*55. 

(J) {iii) The incidence per head of rural i population^ of all road; 
expenditiire from local funds is Rs. 0*08. 

4. No road trafBc statistics are maintained in Rajputana and 
Aj mer-Merwara^ nor does the small volume of traffic justify the main- 
tenance of such statistics. 

5. {a) and 6. So far as the Ajmer-Mersvara district is concerned the- 
road system is, generally speaking, well co-ordinated, for local needs, 
but improvements might be made by constructing the following new 
links : — 

The chief need of the district is for roads linking up the 3 main" 
roads running through the district^ viz., (^) the Ajmer- 
Beawar-Todgarh Road, the Ajmer-BarL Road, and 
(iii) the Ajmer-Banas Road just short of Deoli. Of these 
3 main roads, it may be noted, incidentally, that two 
follow the present railway line, and the third the pro- 
posed railway line to Kekri and Deoli. 

Thus, metalled roads are required linking up Beawav with the 
Nasir^^Barl R a road Hiding the latter road with 

For this purpose it is only necessary to improve and metal the exiefipg ' 
road fi‘oin Beiawar to Masuda and thence to Bandanwara, Bhinai, Barla 
talEekri. 

5. (^) and 6. As regards communications with adjacent provmces- 
and States there is much to he desired. 
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The principal highways passing through Rajpiitana, which stand in 
need o£ improvement are — ’ 

(i) The Agra-Ahnedabad Boacl through Bharatpor, Jaipur, Ajmer, 
Sendra, Pali, Erinpura, Anadra (for Mount Abu), Deesa, AhmedaTbad. 
At present it is possible to motor from Agra to Erinpura, with some 
difidcmlty, the chief defects being the portion in Bharat pur territory and 
at the Banganga crossing in Bharatpur, but beyond Erinp'.im the road 
is practically impassable (for a description of the AgTa-Alimedahad Road 
please see printed Note*, dated the 1st June 1925). A through 
road between these places, Agra-Ahmedabad) would connect 

Southern Gujrat and Kathiawar with Northern India. In case the 
whole road from Agra to Ahmedabad cannot be made passable for 
motors in the near future, at least the section between Pali-Erinpiira 
■and Anadra (for Abu), about 1*20 miles in length, might be taken in 
hand, so as to connect Ajmer by road with Mount Abu — the liead- 
c^uarters of the local Administmtion . 

Ajmer-Bellii, 

{ii) A road branching off from the Jaipur-Bharalpur section of the 
'Road at Dausa and joining at Delhi through Rajgarh and Alwar, would 
‘also prove of General value, and it would provide direct communication 
'•with the capital of India through the heart of Rajputana. 

A '^mer-D eoli- Kotah-Shrieh hat rap u r-Neemu ch Boa d . 

(m) The existing road from Ajmer-Naslrabad-Deoli-Biindi-Kotah- 
Jhalrapatan-Shrichhatrapur-Neeimich connects Rajputana with the 
Agra-Bombay Trunk Road which passes through Mhow and Indore 
The sections of this road In Bxindi territory (about 43 miles in length) 

Fife Introductory paras. 1. (hi) stand in need of considerable improve- 
- (a) & (5). ment, and the proposed bridges * over 

the Dain and Banas rivers in Ajmer-Merwara would add to its utility. 
This road (from Ajmer-Shrichhatrapur) may, with advantage, be made 
passable for motors throughout the year. [For a description of this 
road please see printed Notet; dated the 1st June 1925]. 

(iv) The Nadrahad-Neeniuch Boad, — (137| miles) was constructed 
originally in 1866-1870. The section from Nasiradabad to Baii (27-| 
miles') lying in Ajmer-Merwara is metalled and is fit for motor traffic. 
From Bari to Piplia Chowki, a distance of 96 miles/ the road is, how- 
•ever, altogether impassable now, as owing tp the existence of the rail- 
way, which runs parallel to the road, the latter has lost its importance 
and its maintenance has been neglected. With the growing pcvpularity 
of motor traffic, however, there seems no reason why this road (from 
Barl-Neemuehl should not be restored to a metalled and bridge com- 
munication, as it will considerably shorten the distance between Ajrner 
and Bombay and provide direct access from Rajputana to Centra .India, 
The proposed improvement should also include a bridge over the Khari 
river at Earl as suggested in para. 1 {Hi) {c). 


f Not printed. 


X 2 
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The militarv authorities attach importance to the maintenance of 
this rSd^r^ed Kate- dated the 7th June ] 916) 

For a description of this road please see printed Note* dated 


J T T 


June 1915. 

7 fa) The development of roads must depend on funds available 
with th%overnment of India. It is ratha- slow at present, and the 
ultimate aim of the central and provincial Governments should be 
to link up the various provinces aud all the important commercial and 

religious centres in India.- 

(d) and (c) So far as Rajputana and A jmer-Merwara are con- 
cerned, the necessary funds will have to he _ allotted by the e^itral 
Government^ as there is no separate provincial assignment lor this 

Administratiori. 

The local Administration has no power to raise loans and this^ 
(Question really concerns the Central Government. 

8. The form of transport which chiefly competes with railways at 
present consists of slow-moving bullock carts, which can ply oyer ro^s 
and cross river beds which are impassable for motor lorries. ihe 
development of roads so as to m .ke them practicable for loiiies wi 
not materially reduce railway earnings* 

Small feeder roads of the niaiu roads are generally in the hands of 
the District Boards, and the demands of, for instance, the owners of 
cotton ginning factories and cotton growlers for roads which would 
enable them to get cotton to the nearest railway station, are always 
carefully considered, but the provision of such roads is often impossible 
owing to lack of funds at the disposal of the District Boards concerned. 
It might, in some inttances, pay the railways to^ assise local boards 
with funds to improve feeder roads to convenient railway stations. 

9. (^) So far there fcas been no occasion in Rajputana for road 
materials to be tested by the Government Test House, Alipore. The 
existing facilities in this respect seem to be sufficient. 

(5) The materials commonly used in Rajputana for the main-- 
tenanee of roads are stone or kankar metal and murrum, and the usual 

specifications for their use are followed. 

Recently Spramex spraying has been tried on a small length of the 
Imperial road in A jmer. The result has been very satisfactory so far as 
the removal of the dust nuisance is conctrned, but the hopes that were 
entertained for a reduction in the recurring cost of maintenance have not 
been fulfilled, as the material needs renewal coats almost every year. 
The question of utilising in Rajputana other road building materials^ 
which have been used with success in the United Provinces, is now 
being examined by the Superintending Engineer. ^ 

[b) {ii) 0 such experiments have been carried out in Rajputana, 
as tbe small volume of traffic existing here does not justify such 
measures. 

(c) and (d) The existing arrangements for the exchange between 
pTOvinees of the results of experiments and research in the matter of 
roads, leave much to be desired. The best plan would be for all- 


* Kot printed. 
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provinces to circulate say, once every 6 months, lists 'of all printed 
matter issued during the half-year in repaid to roads and their improve- 
ments; and to supply such publications; on demand, to other provinces 
free of cost. If road development on any considerable scale is decided 
upon as a result of the deliberations of the present Committee, a general 
report showing the progress made from year to year in the whole of 
India, may, with advantage, be issued annually by the Government of 
India. 


B. — MoTOK, TRANSPOKT and MOTOn taxation. 

1. The following statement shows clearly the increase in motor 
transport in Ajmer-Merwara since 1917^ prior to "which there was no- 
registration in the district. 


Year. 

Private 

cars. 

Motor 

buses. 

Taxis. 

Commercial 

goods 

vehicles 

(Lorries). 

Motor 
cy cles. 



(Number of vehicles registered during the year.) 

1 

Upto Slsfc March 1923 

ff 

63 

10 

11 

1 

43 

1923-1924 

• 

14 

3 

6 


1 

1924-1925 

• 

19 

4 

6 

» * » 

12 

1925-1926 

• 

33 

6 

17 

2 

5 

1926-1927 

! 

« 

48 

9 

9 

« • • 

13 

Total 

• 

177 

32 

48 

3 

74 


There are no regular urban bus services, but in the rural areas there 
are motor mail and passenger services between Nasirabad and Deoli and 
between IBeawar and Todgarh. 

The number of motor vehicles registered at Mount Abu (for plying 
between Abu Road and Mount Abu) during the years 19^3-1924 to 
1926-1927 are given below : — 


Total Dumber which existed iu 



1923-1924. 

1924-1925. 

1925-1926. 

1926-1927. 

(q) Private cars 

2 

3 

10 

12 

(b) Motor buses^^ 

6 

7 

8 

9 

(c) Touring cars (taxis*) 

8 


12 

14 

(d; LuggajiG lorries (Commer- 
cial goods vehicles*) 

f • • 

2 

2 

2 

(e) Motor cycles . 

1 

1 

f • • 



^Maintained by the motor contractors, Messrs. Merwanji Rustomji & Co„ Mount Abu. 













290 


a The development of through communications with adjoining 
states and provinces as suggested in replies to questions A.-5 [i] and 
(6) will, it IS hoped, increase the development of motor transport. ^ 

3 There is no provincial or local taxation on rnotors in Ajmer - 
Merwara, except the usual fees for registration and diuving icenees. 
The registration fee is Rs. 64 for a heavy motor vehicle, Es. 32 tor a 
light motor car or motor cab, and Rs. 8 for a motor cycle. 

Renewal of reristratioii is not necessary in the case of private motors 
but in the case of ears and lorries plying for hire renewal is necessary 
every year. The renewal fee ds Rs. for a heavy motor velucle and 

Rs. 1 6 for a light motor vehicle. 


The fee for a driving licence is Rs. 2 per annum. 

There is a municipal wheel tax of annas 8 per wheel per month in 
Ajmer. The Nasirabad Cantonment Committee is considering a pro- 
posal to impose a wheel tax. 


Mount Abu, 


A toll tax at the rate of Re. 1 per vehicle per trip is levied on cai*s 
plying between Abu Road and Mount Abu. (This does not apply to the 
motor contractor) . A special toll of Rs. % per car is levied on cars 
wisiting the Lake and Sunset Point Road. The toll is credited to 

Imperial revenues. 

The Abu Municipality also levies a tax on private motor cars 
plying in the station of Abu at the following rates : 

On thelsb car , « . . Bs. lOi) per annum. 

On the 2nd car « • - *. B'S. 200 per annum. 

On any car in excess of two • • 400 per annum. 

The income derived from this tax is utilised towards the improve- 
ment of roads and blind corners in the station. 

4. In Ajmex'-Merwara the revenue derived from registration and 
licence fees is not allocated to expenditure on roads. 

In Mount Abn the small amount realised by the Municipality is 
spent on improving the Municipal roads in the station, replies to 
.question B. “8. 

5. Considering that all taxation derived from motor transport is 
ultimately borne by motorists, the major portion of such revenue should 
Re devoted to expenditure on roads, 

6 . The most suit^ would be a tax on 

petrol, besides customs duties. 

(§) No provincial tax is needed in Rajputana. 

(cj The dnly possible form of local taxation is which are 

:already in force in one or two places in the Ajmer-Merwara District, 

ti»4oeal tax per vehicle is levied by ihe Abu Municipali^. 
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7. The Hon^ble the Agent to the Governor General^ Eajputana^ 
and Chief Commissioner^ Ajmer-Merwara, is generally in agreement 
with the proposal of the Bombay Government that a duty of annas 4 
a gallon should be imposed on petrol and the proceeds distributed to- 
the provinces in proportioB. to their petrol consumption. 

But this arrangement will be of value to large administrations 
only. In the case of a small district like Ajmer-Merwara the proceeds 
of the tax would be so small as to be of little use in the improvement or 
development of roads. The position would be the same in the smaller 
States. In any case the entire proceeds of the tax on consumption in 
Eajputana should be distributed to the States concerned in proportion 
to their eonsumptioiij and no such tax could be imposed without the 
consent of the States. 

8. {a) The most appropriate method of assessing motor vehicles- 
for import duty is ad vulorem. 

(5) A combination of horse power and weight. 

9. It is certainly desirable that there should be a maximum limit 
to taxation, in order that the development of motor transport may 
not he impeded by over-taxation. There should be no great diificulty 
in framing rules to secure this, but the nature of these rules would of 
course depend on the form of taxation imposed. 

10. It IS desirable that arrangements should he made that a vehicle 
is taxed only in one place, and with this object reciprocal exemptions 
of provincial and local taxation should be arranged for. 

With the rapid and continuous development of motor traffic it 
seems desirable that Motor Vehicles Rules should so far as possible 
be identical throughout the country. The rules in Ajmer-Merwara 
provide for reciprocal exemption in the matter of registration fees. 

11. Revenue from taxation on motor transport should be credited 
to a separate fund for expenditure on roads. 

12. This does not apply to Ajmer-Merwara, which is directly 
under the Central Government. 

IB. The distribution of revenue from central taxation in the form 
of block grants to provincial Govemm eats might result in each 
provincial Government improving its ovirn roads without regard to the- 
communicatioiis with the adjoining provinces. 

The funds derived from central taxation should mainly be allocated; 
for specific objects such as the coustTuction of arterial roads leading 
from one province to another. Block grants might also be given to 
local Governments and Administrations for improving their feeder 
or link roads. The allocation of funds strictly in accordance with the 
consumption of petrol would not benefit provinces like Rajputana and 
Ajmer-Merwara, in an appreciable manner. It would merely benent 
other provinces with big commercial centres where a large amount o 
petrol is consumed purely in local traffic. 

14. No. 
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15. Tlie following cess is levied on tlie District Board roads in the 
Ajnier-Merwara district : — 

A^mer suh<livision. 

1# On, the Ajmer-lPiishTcar Road . — Wheeled traffic at 6 pies per wheel. Motor 
cars at one anna per wheel. 

2. On, Ajmer- Srinagar Road . — On every loaded cart, one anna* 


Merwafa stol-'division. 

1. Reawar-Sheopura Q-hata Road. 

2. Smmar-Surraghata Road, 

3* RMm-Berar Road, 

These cesses are recovered from the owners of the carts plying on 
these roadsj and the net income received is utilised towards the main- 
tenance of the=e roads. 


On every loa'ied cart, one an ra. 


C. — Road Boards. 

1. There is no Roxd Board in this province. 

•2. In view of the contemplated develop nent of roads, and the heavy 
programme of expenditure in th 3 future/ the formation of a Central 
Road Board would be most advisable in order to deal with the various 
matters outlined in this question. 

3. The Central Road Board should, if possible/ include the re- 
presentative of each loc il administration and province, who would be 
able to explain the needs of their respective provinces. 

The chief function of the Road Board would be to see that the 
central fund is fairly allocated to the various provinces in accordance 
with their actual requirements and to see in what way communication 
between different provinces can be improved. 

4. The formation of a Central Road Board would seem to offer the 
best solution of the problem. 

If, however, it may be decided not to form a Road Board for any 
leascn, the next alternative would be to invite the representatives of the 
various provinces once a year at the headquarters of the Government of 
India (or in difEerent proTinces every year) for the pm-pose of elacidat- 
ing their requirements of funds and for an exchange of views. 


D. — Georal. 

. The Hon ble the Agent to the Governor General and Chief Commis- 
sioner has no Turther remarks to offer. The views expressed above have 

been recorded by him after consultation with the various local officers 
of the district. 
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Renlies to the questioniiaisre sii^tted by the Chief 

^ATnmi ssioner of Cooirg. 


4 copy of letter No. A.-1-2626, dated the 12th December 1927, with 

«nclosm4^ from the Commissioner of ^ 

remark that the Chief Commissioner has no additions to make. 

Letter No A.-1-2626— 27. dated the 12th December 1927, from G. W . 
PElBSTr,EY, Esq., I.C.S., Commissioner of Cooit, to the Secretary 
to the Chief Commissioner of Coorg, Bangalore. 


I have the honour to submit herewith my reply to the questionnaire 
of the Eoads Committee forwarded with your endorsement JNo. .a-1., 

dated the 24th November 1927. 

Copies of the replies of the District* Magistrate and of the Esecu- 

tivG En^inGGr*]" 3)VG gucIosgu.. i-n Sjuditioii 1. 
* AppenaG I. -BTould like to refer to the following matters. 

t Appendix 11. 


q,uestion No. A. 5.— The road system of this province is based on 
tw main roads. 

(a) The road coming from Mysore through Sidapiir to Mercara and 
ithenee to Sampaji is part of the main trunk road from Madia.s to 
Mangalore Bangalore. 

{h) The road from Sidapur through Virajp^ to Makut is part of the 
7 th rough road from Mysore to Cannanore and Tellicherry. 

These are the most important roads 6f the province. They are 

iihrQngh toads and they also carry the produce of the province down to 
the west coast ports. These roads require exceptional treatment. 

question No, A, 6.— The main defect of the existing roads as seen 
hy a neweoirer is that they are too narrow and are full of blind corners. 
As regards the number of roads and the connections between towns^ the 

province is fairly well supplied. 

The defect is not lack of roads;, but the dangerous state for fast 
motor traffic of the existing roads. There are no accepted programmes 
of re-classification and development that I am aware of. 


question No. A. 7 («).— The immediate need of the province is the 
widening of the roads and particularly the removal as far as possible of 
Hind corners. 

(5) As regards the manner in which such development should be 
financed, I speak diffidently not having sufficient knowledge, but the 
■question of forming a road fund will be considered on this coming 
year for this purpose. Money for the fund would be found by licensing 
everv motor vehicle in the province, hnt details of the inattei have not 
yet been considered. If a Central Boad Board is constituted, it might 
reasonably be expected to contribute towards the two trunk roads already 
referred to, and tfieir grants should be applied for the present to perma« 
nent imDrovements of the foads, such as bridging, wid^ing and the 

foundation sufficieiit to enaH^he road lo stand up to 

heavy lorry traffic. , 
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((?) This province seems to have almost reached the limit in the- 
matter of raising* revenue. The service of loans would be a bin den that 
it cannot now consider. 

{d) I know little about the possibility of railways in this hilly 
country and I have not yet seen what traffic beyond coffee there is down- 
the ghats to the coast, but it does seem a pity that it has not been: 
found possible to have a railway down to the coast to be worked electri- 
cally with power derived from a water-fall, such as Barapole. But this- 
is a matter which the Coorg Gloveimment with its inadc< 5 ^uate finances: 

cannot tackle. 

Question No. i. 9 (c).— I am not satisfied. Nothing seems to 
reach here, e.g.^ there has been an experiment in Madura in the use of 
^ tarmac ^ on a road carrying a heavy traffic of motor buses and country 
carts. The results of that experiment would be of general interest. 


Question ISfo. B. 1 — 


Type of vehicle. 

Number brought on to the 
register iu the year. 

1913-14. 

1923-24. 

1926-27. 

Private cars ... • • 

1 

«. % • 

41 

n 

Motor Duses . • ... . * 1 


6 

18 



X 

g. 

Taxis 

• • • 

jk. 


Commercial goods vehicles . . . . • 

t « » 

1 


Motor cycles , - . . . 


16 

21 


The following bus services run 

ia) Sri Cauvery Motor Semce— (i) Mercara to Virajpet vw 
Sidapur and (O) Mercara to Virajpet vid Murnad. 

(5) Sri Chamundy Motor Service,— Virajpet to Mysore via 
Tittimatti. 

(c) Victoria Motor Service— Mercara to Somwarpet via Fraser- 

pet, 

(d) Modern Motor Service, —Mysore to Tuttur via Fraserpet,. 
^ ^ Mercara and Sampaji. k Mysore to Tellicheny 

Sidapur and Virajpet, 

(e) T S Motor Service (Mail)— (i) Mysore to Mercara via 

Sidapur. (.V) SomUrpet to Virajpet Fraserpet, 

Mercara and Sidapur; 

//) P.allonjee's Motor Service— (i) Mysore to Mercara Sida- 
pur. (ii) Sidapur to Virajpet. 
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(^) Besveswara Motor Service — Mercara to Kodlipet vm Praser- 
pet. 

(A) Sri Laxmi Motor Service — Mercara to Somwarpet via 
Madapur. 

(i) Satjaiiarajana Motor Service — Virajpet to Kutta. 

(/) The Tellicheny Motor and Industrial Service^ — Virajpet to 
TellicheiTy. 

(k) Shankar Vittal Motor Service — Mercara to Mangalore. 

(l) Canara Pablic Conveyance Co, — Ditto. 

Questions No, B, 5 and 6. — Taxation on motor vehicle should be of 
two kinds only. 

{a) Customs and excise duties on petrol^ on imported carS; spare 
paitS; etc. (to be levied by the Central Government) . 

[h] Licence fees to be levied by the provincial or local authorities as 
found convenient. 

Tolls should, as far as possible, be removed, and particularly small 
municipalities (if not all municipalities) should be deprived of the power 
of levying tolls on motor traffic. They are now only too often like so 
many robber barons lurking along the main roads levying tolls on 
motor traffic which has to pass along the tiny bits of main road that lie 
within their limits, which bits of road are only too often in an uncared- 
for state. It may not be found possible to remove all tolls from motor 
traffic, but it is suggested that the matter may be investigated, first 
taking aims the size of ordinary districts (or in the ease of Coorg 
taking the whole province) as the unit. Within any such area, there 
should be only one licensing authority. This ^authority should levy 
licence fees (as distinct from registration fees) on all motor vehicles that 
are kept ^within its area. The fixed licence fees should be fixed suffi- 
ciently high to allow of the payment of the licence fee carrying with it 
exemption from the payment of all tolls within the authority's area. 
The proceads of the licence fees would have to be divided up between 
the local road authorities within the area on some basis to be agreed 
upon— as mileage of roads to be maintained with an extra allowance for 
roads within or near towns where the wear and tear would be greater. 
Or the licensing authority might itself be also a road board "for the 
whole area — but then this would mean that It would need subventions 
from the pre-existing authorities on account of the other traffic using 
the roads. 

Question No, B, 7.— In principle I am in favour of the Bombay 
Government'^s proposal. But before any such tax is imposed I should 
like to know why the price of petrol is so high. 

There is a war now between the Standard Oil and Shell Groups 
which 1ms resulted in a fall in the price of kerosene oil No such fall 
has lesulted in the price of petrol aud it would appear that for practical 
purposes the supply of petrol is a monopoly. If a moiopoly is to 

^ seem that if the public are not to have the benefit of 

competition, they should have instead a maximum price fixed for petrol. 
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(Question. No. B. 8. — I have no views on this matter, beyond the 
opinion that any motor vehicle fitted with solid tyres should pay licence 
fees on a 50 per cent higher basis than other vehicles. 

Question No. B. 10. — Reciprocal exemption is in force now in the 
matter of registration. 

It may be considered whether it would not be possible to arrange it 
also in the ease of licensing of private cars —possibly a higher fee might 
be charged for a licence to free a private car from tolls beyond the 
limits of its own area and throughout the province. Otherwise they 
would be caught by a ring of toll gates set along the borders of 
each district. 

On motor buses, a reciprocal exemption is not possible. With 
regard to heavy vehicles and commercial vehicles I prefer not to express 

any opinion. 

Question No. B. 14-. — This is a matter of expediency to be decided 
bv the local authorities concerned and I think the matter should be , 

left open. 

What would be to the good, would be if local authorities were 
empowered to levy licence fees on any other vehicles, the payment of 
which would exempt those vehicles from payment of tolls. An^fihing 
which tends to the ultimate abolition of toll gates is to my mind to 

the good. 


APPENDIX I. 

• #' 

Bellies suhmitted hy Mr. K. Cheng District Magistrate, 

Coorg^ to the Commissioner of Coorg. 

B. — Motou Tuanspout akd Motoe TAX4.Tioi>r. 

1. There was no motor transport in Coorg till 1915. 

[a) Private cars, 1915-22- — 70 ; 1923-27 — 72, 

There are several other cars registered elsewhei’e. 

(5) Motor buses, 1915-22 — 4; 1923-27 — 18, 

There are 1 2 bus services. There are also other motor buses running • 
tn Coorg but they are registered outside Coorg. 

{c) 1915-22 — 1 ; 1923-27 — 8. 28 cars registered elsewhere also 
are plying for hire in Coorg, 

{d) Commercial goods vehicles. 1923-27—6. 

{e) Motor cycles, 1915-22—26 ; 1923-27-21, 

2. There is every likelihood of further development. Commercial 
goods vehicles have begun to replace carts driveu by bullocks,^ and 
bus services are also likely to increase as the recent tendency is to 
replace carts drawn by ponies and bullocks for private purposes by motor 

cars. 
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_S Eeyond the registration , fee of Rs. 32 for heavy motor vehicles 
weighing- more than two tons, Rs. 16 for light motor vehicles Rs. 4 for 
motor cycles and the annual fee of Rs. 8 for the renewal of registration 
of motor vehicles plying for hire thei-e is no provincial taxation on 
motor transport. The Mmucipalities of Mercaraand Virajpet impose 

{«) Motor or steam vehicles constructed to carry two tons or ■ 
more iis* 75 per annum. 

in) Motor or steam vehicles to carry within 2 tons, Rs. 50 per- 
annum. ■ 

(m) buses or charabancs to carry 10 or more persons, 

thl ? J p or more- 

tlian o peisonSj Es. 25 per annum. 

s' TcJ^Mer tUt^riT expenditure on roads. 

aholi^htrl l-t taxation on motor transport should be- 

roads ^whicr 1 boards do not spend any money on the- 

snoma be piovincial. The draft motor vehicles rules which are nnrlpv- 

to Es. 2Q0 on each motor vehicle everv -mAn-f-Vic! a ^ * j.i j. 

may be derived from such taxifion should he allocated^ to ' e^Tnditure- 
on roads, beyond a small sum that may be needed to cover thrcost S 

Pi'iiiting and a small percentage for supervision by the^ 


petrol 2 ,5SSrV SoTorSett r/Et*"! 
portion to the provincial consumption. piovince m pro- 

(5) I have said in answer to question 5 that the- 

snedal t'" imposition of 

special licence fees. I see no reason why private cars 

Si;, fe« ”.s‘ ‘Y ““ 

7 i'lnflf taxation. 

Government t^im^^ Srafdnlfon;^^^^^^^^^ 

8. I should assess motor vehicles according to their weight. 

^ . think it desirable to liniit a maximum taxation. 

respee-t of H^en^c fees o^n mi’to?trMsZri'^\s^it“^-n°"^ ' 

province. Most of the m«fm- * as it will seriously affect this- 

which ply for hire in Coora coLe^from S^ods vehicles 

and vehicles stationed in Cooro- raraly go ou? °The^^r^® - ’ 

Dpt provide for such exemptions Omth^ m force do 

reciprocal* exemptions of reristratirm fon favour off 

for such exemptions ^^^^afiation fees. The rules in force provide: 
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11. I consider that revenue from taxation on motor transport should 
he credited to a separate fund for expenditure on roads. 

12. This does not arise in Coorg as the dyarchical system of admi- 
nistration does not exist. 

] 8. (( 2 -) I am in favour of distributing revenue from central taxation 
In the form of block grants to provincial Cxovernments. 

(i) I think the allocation o£ the tax on petrol should be in 
proportion to provincial expenditure on roads. It is not 
improbable that provinces may not spend money on roads 
in proportion to the ccmsumption of petrol. 

14. I am not in favour of taxation on vehicular traffic other than 
motor transport. Country carts can go on any road in Coorg and this 
business in owned by tbe poorer .classes which it is undesirable to 
■strangle. 


APPENDIX II. 

Ileplies siihmttei the 'Eotemtixie Engmeer^ P. W . I) ^ Cooig Divisio'ft, 

to the Commissioner of Coorg ^ 

A,— Road development. 

, o T. r Metalled 25S Miles, S Pur. 

1. (i) Provincial 312 Mdes 3 gnmetalled 59 Miles. 

r Metalled '/|Pur. 

District Board 73 Miles 1 Fur. ] Unmetalled 7*2 Miles 1| 

( Fur. 

[ii, The existing principal bridges are across the Cauvery at 
Fraserpet, Sidapurand across the Harangi at Kudige. 

Uii) "Bridges are required: {a) across the Cauvery river at Mixing 
and at 7/2 of Murnad Ammatti road, (5) across the 
Harangi at 2/1 of Jamboor Sunticoppa road. 
iiv) The authorities responsible for the provincial an is ric 
Board roads are the Coorg Provincial Government and 
Coorg District Board respectively. 

(v) The construction and maiuteiiance are at present financed 
from the provincial and District Board funds respec ive y 
for the provincial and local fund roads. 

{vi) The total mileages are : — 

Surfaced 254 Miles 24 Fur. 

XJnsurfaced 131 Miles 14 Fur. ^ 

The total expenditure on construction and maintenance on a ro 

and from various sources is as under. 

Year ^ original works. . Repairs. 

Es. Ks. 

1913-14 33,816 1,33.467 

1923- 24 23,516 

1924- 25 . - . - • • 16.282 1.71,352 

„ 16 228 1,60,127 

1925- 26 . • . . • • ’■ 


Total. 

Rs. 

1.67,273 

1,98,53a 

1,87,634 

1,76,355 
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(mi) The details of expenditure are furnished in statement A- 
enclosed. 


2. (^) per hundred square miles (i) Surfaced 1 6*08 miles. 

of area. (iij Unsurfaeed 8‘29 

(^} per lOOjOOD of total (i) Surfaced 156*22 

population, (ii) Unsurfaeed 80*06 

(c) per lOOjOOO of rural (i) Surfaced 164*07 

population, (ii) Unsurfaeed 84*64 


3. {a) (i) 

. 11-75 

(ii) 

. . ir^^ 

ih) (i) 

. 1-01 

(ii) 

. 1-07 

(iii) 

. 0-10 


4. No traffic statistics are maintained in the P. W. D. 

5. (a) The main roads feed or pass through the inhabited villages 
and main centres of the district as far as possible. The subsidiary" 
roads connect the main points in the main roads and traverse as far as 
possible the inhabited villages. Minor roads called village commu- 
nications connect the main and subsidiary roads with far off villages and' 
these are being maintained by the District Board. 


(i) The main roads connect the main trunk roads of the adjoining 
Madras Province and Mysore State. 


// Most of the roads in Coorg have no soling below the surface of 
3''' to 4' metal and consequently they deteriorate very rapidly under the 
heavy traffic. This could be remedied by putt ing in a soling course of 
6- spalls and a 4 r' surface coat of l/' to 2" nmtal or a 6'^ourse of 
h' metal and '6'^ course of metal over. 

The roads are not sufficiently wide. A minimum width of 
for metalled surface with a gravelled portion on each side for 

bullock traffic is necessary for main trunk roads. 

Roads should be classified into A, B and C. A class to be main* 
trunk metalled roads and to have a minimum allotment of Rb. 1^000 per 
mile. B class to be subsidiary metalled roads and to have a minimum 
allotment of Rs. 600 per mile, C class to be unsurfaeed roads and ta 
have a minimum allotment of Rs. 300 per mile. 

{^) main trunk roads between large towns to be taken up 
firsts widened as above, bridged throughout and a proper soling and- 
surface put down as above. 


' roads can be improved, bridged and given a good last- 

ing surface. ^ Finally unsurfaeed roads can be metalled if considered* 
necessary and made into feed er roads. 


t A given from a road fund which should ber 

formed as done in Great Britain. » 
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(c) No. Eoadfund should he sufficient to pay for construction of 
all bridges. 

8. There are at present no railways in Coorg to be affected by 
any development in roads. 

9. None till now. 


C. Road Boards. 

1. No# 

2. A Central Road Board is most desirable. 

3. The Central Road Board should have its head quarters in New 
Delhi * with subsidiary head quarters at suitable and convenient towns 
throughout the country. It should be a separate department dealing 
only with roads and bridges. 

TliP whole country can be divided into areas which can be divided 
into SriS irrespective of provincial borders so that it may happen 
that an area or district will consist of portions of two or more provinces^ 
as they are constituted at present. A chief engineer will control all 
works on roads in an area which are being maintained by the Centi;al 
Eoad Board and a district engineer will be in charge of aU vo&a works 

in a district. Chief engineers will be responsible to New Delhi. 

D. General. 

All vehicles including bullock carts should be taxed and registered.- 
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Replies to the questionnaire submitted by the Hon’ble- 
the Agent to the Governor General in Central India. 

The Central India Agency is not one administrative unit, hut 
it comprises 91 States and Estates, 1 small British pargana of Manpur 
with an area of 49 square miles, 3 military stations (Mhow, Neemuch 
and Nowgong) and 4 civil stations (Indore Eesideney, Sehore, Sutna 
and Nowgong Civil Lines). The last seven stations are _ called “ Ad- 
ministered Areas " indicating that these areas, though originally belong- 
ing to the States in which they are situate, are under British adminis- 
tration for the time being. The total length of the roads maintained 
by the Imperial Government is 640 miles and that maintained by States 
is 1,600 miles approximately. Accurate information as regards the roads 
maintained by States is not available in my office, nor has there been 
time to write to the numerous States and collect this information. The 
length of such roads as are given in the answer to question No.^ A. 1 (vi) 
has been taken by measm’ement from the map.* The figures in respect 
to motor vehicles given in the answer to question N o. B-1 refer to Ad- 
ministered areas only, as figures for States could not be obtained in the- 
short time available. 

A . — floAD Develophbnt. 

(1) There are two classes of roads in Central India : — 

(a) Maintained by the Imperial Government 
(5) ,, „ States. 

As regards (a), the States in cei-tain eases are being asked to con- 
tribute a portion of the expenditure on maintenance. 

The type is water-bound macadam, no unsurfaced roads are main- 
tained by the Imperial Government. Accurate information regarding 
unsurfaced roads maintained by the States is not available and they are 
of little importance. 

{i) Mileage maintained by States . . . 1,600 miles 

,, Imperial Government 640 „ 

2,240 miles 


(ii) The following lengths are bridged throughout and passable at- 
all times of the year : — 

1. Indore-Sanawad, south of Moxhakka. 

2. Simrole to Mhow. 

3. Indore-Mhow-Manpur. 

4. Indore, north to Maksi. 

5. Mhow-Eutlam. 

6. Harpalpur-Ken River -v . . , , , 

, d j. V Ken river IS not bndged. 

7. Ken River to Sutna J 

Other lengths have only submersible bridges and causeways and! 
are not passable during floods. 


♦Not printed. 



The principle bridges are; at Ghata-billod 18 miles north of Mhow 
'On the Neemnch road; at Sipra on the Dewas road and the long submer- 
sible bridge over the Nerbudda at Khalghat whiodi is only covered a 
few days every year. 

The Nerbudda at Khalghat on the Khandwa road is crossed by the 
railway bridge which has a vehicle track on the lower boom of the 
girders which allows vehicles to cross one way at a time. 

{iii) At Sarangpur and 3 other crossings between Sarangpur and 
Maksi on the Indore-Agra Road. 

Between Jaora and Neemuch; 3 Nos. 

Between Dewas and Bhopal; 6 Nos« 

Ken river between Nowgong and Sutna. 

Between Sanawad and Khandwa in the Central Provinces, 1 No. 

Submersible bridges of the type at Khalghat would be suitable 
'except on the Khandwa road where all should be hiffh level. 

(tVj See above. 

{v) Imperial and State funds. 

{vi) Total expenditure on Imperial Roads : — 


Maintenance. f 
Original works. 1 


Rs. S00;000 


^ per annum 
J figures. 


in round 


Accurate figures for States are not available but assuming an average 
•ot Rs. 300 a mile a year on maintenance the figures would be 1 600 
miles at Rs, 300 = Rs.480;000. ^ ^ ^ 

[vii] See Appendix. 

2, Total area of the Central India Agency. 

51,531 square miles; population 5;997, 023 

(1921 Census) say 6 millions. 

{a) 2;240 miles of road to 51 ,531 square miles of area, or about 
4^ miles of road to every 100 square miles of area. 

{h) 37*3 miles for 100;000 of total population. 

(c) Rural population 5;446 ,000. 

43 miles for 100;000 of rural population. 

^ expenditure Im^p^^^^^ fuuds State funds— 

tvS* I oOjOOv* 

(6) ii) lueidence per bead of total population or about 

2 annas a bead. 6,000,000 

(ii) On rural population about 2 annas 3 pies per head. 

4. None are maintained. 

. Tbe co-ordination within the boundaries of Central India 

IS fairly satisfactory as can be seen from the map. 
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(b) Central India connects with the Central Provinces to Khandwa 
and with Bombay^ also north to Agra. 

Roads to join Bhopal to Sangor and* Bhopal to Hoshangabad are 
required, particularly the length from Bhopal to Saugar, and from 
Neemuch to Nasirabad. 

There are no programmes of development. 

6. The main defects are the absence of bridges noted in (i) above. 
No programmes exist, but the general policy of constructing bridges, 
widening existing bridges and erecting guard leadings at dangerous em- 
bankments is being carried out on the Imperial roads as funds permit. 

7. (a) Improvements as above in (6). 

Rs. 55,000 a year has been spent in the past years on new works on 
Imperial roads. This could advantageously be increased to Rs. 75,000. 

(5) Central revenues plus State contributions. 

(<?) This smaller States might be given loans should they wish to 
improve their roads. 

8. Will not appreciably affect railways. 

9. The Government Test House at Alipore has not been used as the 
funds available are not sufficient to adopt any other form of surfacing 
than that at present iii use, namely, water-bound macadam with what- 
ever material is at hand, nor have funds been available for experiments. 


B , — Motor Transport and Motor Taxation. 


There was no registration in the Administered areas of Central 
India prior to 1919. It was introduced in July 1919 as an optional 
measure and free of charge. The following figures refer to vehicles 
registered in the Administered areas only, they do not include those 
registered by the States themselves which must be far in excess of 
these numbers. No figures are available for the States nor is there 
time to collect such information. 

The annual figures of registration for the Administered areas from 
1923-2-4! to 1926-27 are given below : — 


1923-24. 1924-25. 1925-26. 1926-27. 


Private cars . . . . 44 

Buses, lorries, etc. « . 7 

Taxis . . . - • — 

Commercial goods vehicles . — 

Motor cycles . . . 19 


62 57 57 

20 17 35 

— — 14 

17 19 16 


Prior to introduction in August 1926 of Central India Motor 
'Vehicles Rules, the purpose for which a motor vehicle was registered 
was not given and therefore all cars registered prior to that date have 
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been treated as private earsj though many o£ them have been plvine- 
for hire in and out of Central India. ^ ^ ^ 

2. Prior to 27th August 1926, the date on which the Central India 
Motor Vehicles Pules came into force, permits to ply for hire were 
issued by f he Public Works Department and subsequently by the Police- 
only to a limited number of running mainly on Imperial roads, 

while small cars plying for hire were exempted from taking out licences, 
binee the rules have come into effect, cars, buses, lorries, etc., plying for 
hue have equally to obtain permits and the figures below show the total 

number of permits to ply _ for hire issued during the last three yeai-s, 
the peimit to ply for hire is in addition to registration. 

1924-25 . . . 84 

192.0-26 . . .101 

1926-27 , , . 208 

Theie is every probability of further developments. 

3. The following fee is charged : — 

Pegistra.tion of vehicles (private or public) 

(^) do up to 2 tons unladen 

y) from 2 to 6 tons . 

do Motor cycles .... 

{d) Permit to ply for hire for vehicles up to 2 tons . 

f . . do for 2 to 6 tons . 

\J) -L'living* licences oi’dinary , 

(y) Renewal before expiring , . 

{h) Special driving licences for drivers plying 'for hire in 
addition to (/) . . . 

All are credited to Government. 

The cantonment and bazar authorities ixj various cantonments etc 

levy wheel taxes and this is credited to their fuads. ^ 

4. The taxation is not definitely allocated to expenditure on roads. 

5. 90 per cent, of taxation on motor transport might be allocated to- 
roads, the remainder being considered as paying for traflSc police 

6 and 7. As a general principle the Agent to the Governor General is 
f opinion that the public roads should be free to all and that no special 
road tax should be imposed on motors and not on other vehicles. " 

^ M taxation is unavoidable in order to obtain funds for the roa.k 

tax on petrol would appear the most equitable. ’ 

8. (a) Ad valorem. 

{1) Weight, fully laden. 

9 and 10* Taxation should he limited a’ t 

vebiclp cTiAnM Ua uc uiunea. Jvecipiocity is essential. The- 
veuicle should be taxed and registered by the administration in which 
the owner resides and this should cover the whole of Indk In £ 
Central India Area alo^^^^ ^een from the map^, tLe L fit 

- . a s an i ey id not reciprocate, an impossible situation would 


Rs. 

16 

32 

4 
8 

16 

5 
2 

4 


*J«ot printed. 
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result^ a ear travelling from Mhow to Neemucli would have to change 
its number plate seven times if the various States passed through did not 
accept the Mhow registration. , * 

At present reciprocity already exists to a very great extent except 
as legards the taxation of vehicles plying for hire and uniformity of 
rules is gradually being obtained. 

11. It would be preferable to credit revenues from motor taxation 
to a separate fund, 

12.. Does not apply to Central India. 

13. (a) The revenue should be spent on arterial roads only with a 
view to co-ordinating the road system of adjacent provinces. Its allo- 
cation should be approved by the Road Board. 

(5) The grant might be in the form of a percentage addition to the 
money already spent on roads. 

14^. Yes^ if taxation is unavoidable for road maintenance there 
appears no justification for confining it to one type of vehicle only when 
all contribute to the wear of the road. 

15. No. 

C. — Road BoAnns, 

1. A Road Board was formed in 1925. Representatives of the 
varions Darbars attended. The object of the Board was to obtain uni- 
formity as regards Motor Rules rather than to develop road systems, 
and the desired uniformity in rules is gradually being obtained. 

2. A, Central Board appears essential. 

3. The Central Road Board should deal with the allocation of 
central revenues for roads, traffic legislation and registration of motors, 
standardization of bridges and limiting loads. It should be a standing 
body of not more than five with powers to co-opt repi'esentative of pro- 
vinces and other administrations as may be necessary. 

4. No alternative appears feasible. 
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Replies to the questiomiaire submitted by the Hon’ble the 
Agent to the Govemor'-Geneiral in the States of 

Western India* 

l am directed to explain briefly the sitnation in this Agency as regards 
the maintenance and development o£ roads^ from which it will be seen 
that it is not possible to answer in detail the questionnaire issued by 
the Road Development Committee. 

2. The Western India States Agency comprises Kathiawar^ Cutch 
and the Banas Kantha Agency, and in Kathiawar only has the Agency 
any control over roads. In the Cutch State such roads are built as axe 
necessary in the opinion of the Cufeh Darbar for the purposes of trade 
and for the facilities of the public; in fact they are confined to a good 
metalled road from Bhuj to Cutch- Mandvi, from which a branch road 
leads to Anjar, and another branch road taking off approximately half 
way between Bhuj and Cutch-Mandvi leads to the western areas of the 
Cutch State. In the Banas Kantha Agency, there are no important 
metalled roads and traffic of all kinds has to make use of the tracks 
crossing the country side in every direction. As the major part of the 
Banas Kantha Agency is sandy, motor cars are of little use and it would 
neither profit the Agency to embark on a road scheme nor lead to any 
great advantage to trade or the public, who are almost entirely small 
agriculturists and nomads. 

8. In Kathiawar the situation is more advanced. There are 4 
recognised trunk roads extending from Rajkot to Junagadh (62 miles), 
from Rajkot to Bhavnagar (10 7 miles), from Rajkot to Wadhwan 
(66 miles) and from Rajkot to Jodia (57 miles). Such portions of 
these trunk roads as pass through the territories of the more important 
States are maintained by them tand the remainder are maintained by 
the Agency from funds collected from all jurisdictional States in 
Kathiawar. The contributions made to the Agency by the States on 
account of roads are fixed at a figure of Rs. 6,383 and with this amount 
such repairs as may he possible have to be effected. The result is that 
the standard of these main roads varies. In some states they are 
exceedingly good and in others the Agency has to remind the Ruler of 
his obligations. If a general description has to be given of the roads 
in Kathiawar, the trunk roads could be described only as fair, and 
practically all other roads as primitive. Since, however, the country 
Bide is flat it is possible even under present conditions to motor practi- 
cally anywhere in Kathiawar in a car suited to rough roads. 

4. It will be understood from the foregoing description that it is 
not possible to give any figures of incidence per head of road expendi- 
ture. It is equally impossible to obtain accurate road traflSc statistics. 
As regards the possibilities of development, the Agency or any other 
body in question would be confronted by the fact that the railways of 
Kathiawar are owned by some 6 or 7 proprietary States who look to 
them as a source of income. So long as these conditions persist, none 
of the States which own railways can be expected to take any very 



great interest in the question of roads which are regarded as rivals to 
the railways and not to be eneoui'aged beyond the point up to which 
the Agency does in fact insist in the interests of efficiency. 

^ 0 . Motor transport has increased appreciably in this Agency only 

m lespect of the number of private cars owned by Princes^, Chiefs and 

lalukdars. In one or two isolated eases private enterprise has been 

iesp<msible foi motor services to the more inaccessible regions^ but the 

numbei of companies so formed is insignificant. By a convention 

among the States, the registration of all cars is fixed at figures depend- 

lug on the typo of vehicle involved and in those States throusrh whose 

territory a trunk road passes^ no doubt these fees are allocated to ex- 
penditure on roads. 

6. rhipughout Kathiawar arrangements already exist whereby 
motor vehicles are taxed only once. aWtion is regulated according to 
the registration^ all motor vehicles^ the property of State subjects, beino^ 
legistered and taxed by the respective States and all those the property 

Agency -A-geney areas being registered and taxed by the 

7. There is no Road Board in this Agency and conditions, with so ■ 
many conflicting interests, are such that a Road Board is not likely to 
give good results unless the prospect of receiving some revenue from 
central taxation for allocation to road development in this Agency 
could be held out as an inducement to the States. Generally speaking 

^road development in this Agency is only likely to be snccessful if it is 
contined to the improvement of the present trunk roads and to the 
maintenance of any bridges and culverts incidental to them, as well as to • 
the construction of a good road connecting K^hiawar with British 
India. ^ A convenient connection could be from Wadhwau to 4hmedabad, 
acmg, if necessary^ the road from Ahmedabad via liholka and 

I^a,jkot-Bhavnagar trunk road. The road 
.Dholka and Dhandhuka is too long and circuitous a route for eon- 
yement entry into or exit from Kathiawar and has fallen into disrepair 
in many places.^ Money would therefore be more usefully expended on 
a diiect connection between 'Wadhwan and Ahmedabad. 

_8. It is suggested by the Government of Bombay in their letter 
which fm-ms Appendix II to the questionnaire of the Koad Development 
Committee, that the Indian States should share proportionately in the 
revenue derived from an increase in the price of petrol. If such a 

adopted, it would be preferable in this 
Agency not that the^Indian States should share individually but that 
the proposal should te made the oppoi-tunity for once again pointing out 

of thel^nlf Board, responsible for the development 

Th?s+S?«r proposed revenue could be allocated. 

now fJund eo-ordioate their efforts if the funds 

n TV found by them could be supplemented by a grant from some 

5SonT' ^ ^ “ opportunity of expressing their - 
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JReplies to the supplementary questionnaire submitted by 

the Agent, Assam Bengal Railway. 


jf, — R oad DevblopMekt. 

1. Bj liandiiig over many o£ the roads to the Local Boards in the 
areas served by this railway I am of the opinion that the general standard 
^ of maintenance of the roads has deteriorated. The only remedy for 
this that I can see is fm' the Public Works Department to resume 
charge of all the main roads. 

Throughout Eastern Bengal and Ass mi through which this railway 
.runs most of the roads are mimetalled^ many have only temporary 
wooden and bamboo bridges or ferry boats over streams, and in rainy 
weather these roads are practically impassable for motor^ traffic. 
Metalling and bridging on these roads is the only solution to improve 

matters. 

In Assam a Road Board has recently been Eonned to advise on 
what roads or sections of roads the money available in each year for 
-the development of roa-ds should be spent. This I consider is a move 
an the right direction. 

I am not aware if Bengal lias formed such a Road Board. If not, 
,it should be formed. 

^ From Chittagong to Silchar and from Tinsuhia to Pandu this 
railway runs along the foot of a track of hilly country and the confi- 
guration of the ground and rivers renders it so that most of the roads 
and rivers run transversely to the railway. The only one big excep- 
tion to this is the Assam Main Trunk Road from Cauhati (and 
•Shillonff) to Dibrugarh. This road more or less parallels the railway 
. and river throughout its entire length but often at some considerable 
distance from the railway. The configuration of road system 
as it exists is suitable for the free movement of traffic Most _ot the 
roads cut across the railway at right angles ; _ on one side running up 
the valleys into the hills and on the other side leading to the towns 
and villages situated on the river banks. 

3. We welcome new road construction but in the present backward 
state of road communication in this part of the country consider that 
rather than building or metalling roads which parallel the railway as 
does happen for short lengths in some cases, all available money should 
. be devoted to metalling the roads leading up to railway stations ^and 
. connecting these approach roads up to the nearest and most importan 
towns yproceeding thereafter to extend the metalling from these towns 

outwards into the various districts. 

Combined road and railway bridges I view with great ave^ion m 

the interest not only of public safety but also of ^ 

. of railway working. All such bridges necessitate the upkeep of watch 
men and^ signals and would lead to delay to trams._ On unimportant 
hi-anches the objeetion on account of delay to trains does not ap^ly so 
- strongly as on the main line but the cost of watchmen and signals 
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and the safety of the public remain. These risks and expenses no* 
railway administration will willingly incur. 


E. — Motor Transport and Motor Taxation. 

1. So far we have welcomed the addition of motor transport on the 
roads. In only one or two isolated cases have motor buses and taxis 
acted as competitors for our traffic. In nearly all other eases they have 
increased_ our railway traffic by bringing passengers 10, 15 and 20 miles 
to the railway station. Such passengers if they had had to walk would 
probably not have travelled at all. .During the rains these motoi- 
services are mostly abandoned to the inconvenience of the people in the 
locality. 

In two cases we have used motor transport companies as out- 
agents and forwarding agents working in conjunction with the 
railway. Only one such agreement is now in force, namely with the 
Gauhati-bhillong Motor Transport Company. The others failed to 
unction duiiiig the monsoon months as the roads became impassable to 
wheeled motor traffic and we had to revert to boat transport by I’iver. 

Until the roads are metalled and through communication through- 
out the year can be maintained no great use of these motor transport 
companies can be made in conjunction with our railway working. 


C. — Eoad Boards. 

A Board should work in much the same way as the 

Assam Road Board is now functioning. 

The As_^m Board has promised to keep this administration fully in- 
formed of its intended activities and iu this way it is hoped that co- 
operation ^and not c.mpetition between the roasd and railways can be 

luetdlling. At present practically tbe 
only people who_ have road metal quarries are the railway and we are 

District Boards and municipalities 

* A I k ^ are only too pleased to supply as time 

andlabour permit but our railway demands for ballasting ffi^^the line 

must obviously take precedence over all other demands Ld the otheS 
have often to go wanting their road metal. omeis 

theJ^owm establish 

o,k.d Kit/t 

order of m-gency or priority of demand. ° ^ evince in. 



313 


Replies to the questionnaire submitted by the Bengal 

and North Western Railway. 

I. Supplementary Questionnaire. 

A. — Road Development. 

1. A map* showing particulars of roads which serve our stations 
and which could be improved is being prepared and will be submitted 
shortij. 

The general direction of roads is suitable. 

In a number of places^ more especially in the province of Bihar 
and Orissa^ the state of the roads between I’ailway stations and markets 
impedes the free movement of traffic. This is especially so during the 
monsoon. 

3. The railway is in favour of all road improvements which will have 
the effect of developing communication and encouraging traffic. Also 
see reply to Q. A, 8 of main questionnaire. 

B.- Motoe Teanspoet aitb Motoe Taxation. 

1. Motor transport is affecting our short distance passenger traffic^ 
and in some places the railway between busy stations has been short cir- 
cuited by motor buses. 

2. We welcome all services which convey traffic to and from^ our 
stations, and naturally discourage any motor service which is in direct 
competition with the railway. 

C. — Eoad Boaeds. 

1. A Central Eoad Board with functions similar to the U. P- Board 
of Communications but having greater powers and scope is suggested. 
Each railway in the province is represented on the Board by an officer 
who looks after the interests of the railway. 

II. Main Questionnaiee. 

A. — Eoad Development. 

4. It is understood that road statistics in the provinces which thisr 
railway serves — United Provinces and Bihar and Orissa — have been 
practically abolished. It is suggested that these should be re-iutroduced^ 
at least on important roads. From the railway point of view these 
would be very useful. 

8. Development of roads and improvement of existing roads 
between railway stations and outlying towns and districts would be of 
advantage, but it would be a waste of money to make or imp’ove roads' 
parallel to a railway or between places already served by a railway. 


* Nofc printed. 


Replies to the questionnaire submitted by the Bengal 

Nagpur Railway. 


I» SUPPL-EMENTAUY QUESTIONNAIRE. 

A, — Road Detblopment. 


1. The only roads that railways are intimately concerned with may 
he divided into two classes 


(i) Roads leading from railway stations to trade centres and thus 
acting as feeders to the railway. 

(ii) Roads running parallel to a railway^ or short circuiting itj ser- 
ving the same tov/ns that are served by the railway — and 
thus taking traffic away from the railways. 

Railways being the cheapest form of long distance transport, con- 
■sidering^ quickness and efficiency, and with a huge sum of money invested 
already in the building of them in this country it is essential that every 
encouragement should be afforded and facility provided which would 
result in the traffic coming to the railway. Further, industrially and 
agriculturally, India has not yet developed to the extent of being able 
to provide traffic which would sustain or render necessary two alternative 
and competing 'systems of transportation. It is true that in England 
fonth these systems of transportation exist and flourish side by side, and 
that good roads play a considerable part in moving the traffic of the 
■ ^untiy, but it is not a good analogy as the conditions are very different. 

wealth per head of population in England is eon- 
siaerably higher than the corresponding figure in India, and privately- 
owned^ vehicles have therefore had a very considerable influence on 

the existing road transport system having developed to the extent it has 
an that country. 


Any system of roads would be very expensive to construct owing to 
the large number of rivers and canals over which bridges would have to 
he thrown in those parts of the country where a system of road develop- 
ment would primarily be required and the amount of money that would 
be available from a road tax would, owing to the paucity of traffic, be 
totally inadequate to maintain the roads in good order. 

^ Looking at the matter from these points of view, as well as in the 
transportation generally in the present state of development 
; the proper maintenance of existing feeder roads to railways 
^nd the budding of additional feeder roads where required would scppesiY 
to be the line of developiuent of a ro^ system of the country which 

Should receive primary consideration in any general scheme of road 
development. 

Ip regard to the question of proper m feeder roads, it 

be pomted that while many of the existing feeder roads are 
ni/ tracks and would under no circumstances be cap- 
able^^of deahng with heavy road m>tor traffic, they would be capable of 

state of development of the 
country provided their chief outstanding need was met, i.e., the provi- 

m ri gmg over waterways which in the dry season present no 
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obstacle to tbe traffic bot tte absence o£ whicli renders the feeder road' 
totally unusable during the monsoon season. 

2 , The state and configuration of the road system in the area served 
by the B. N. .Railway do not, generally s\>eakmg, and subject to the pro- 
vision of bridging on feeder roads referred to above, act as a restrictive 
influence on the free movement of traffic, although the effect on this rail- 
way varies in different parts of the country. In Bihar, for instance, and 
in parts of the Central Provinces served by the narrow gauge Satpura 
Railway, the road system is excellent to the extent that it is a serious 
competitor Avith the railway. Again, on the broad gauge main line 
between Bilaspur and Nagpur, the Great Eastern Road runs parallel to 
the railway track, but owing to the fact that it touches the railway only 
at two stations, Drug and Raipur, and that at other places it is 
distant from the railway by as much as 15 miles, and that good feeder 
roads to the other stations do not exist, railway traffic does suffer to a 
certain extent during the rains when the country tracks become im- 
passable. 

-3. Broadly speaking the railway regards all new road construction 
favourably as an extension of the transport facilities of fhe country and 
therefore in fche majority of eases tending to bring more traffic to the 
railway. Taking a wide view it is only exceptionally that new road con- 
struction would result in decreasing traffic on the railway. 

Direct financial assistance cannot be given by tbe railway^ towards 
road construction but we are always prepared to build combined road 
and railway bridges provided the local authoiifcies are prepared to pay 
their share of the cost, 

B. — Motor Transport and Motor Taxation, * 

1. Koad motor transport in the area served by. tie B. N. Railway 
although only in its infancy, has a marked immediate effect on the* 
passenger and parcel traffic revenue of the railway in those local areas 
where it exists and there is no question that with good roads and under 
capable management with good financial backing such method of trans-' 
port would have a serious effect on the coaching revenue of the railway. 
This effect is more marked perhaps because in practically all cases motor 
operations have been started in direct competition wdth the railway. 
They have a distinct advantageinmohility, and serAucefroni dpQrtodoolV 
hoth of wRich in the minds of the travelling public outweigh anything 
less than a marked difference in actual cost of service by the railway as- 
compared with the motor. 

2 , It follows therefore in reply to this question that the develop- 

ment of a road system in the country sbould ha ve as its object the link- 
ing up of large centres not served by railway (and which would offer^ a 
large and lucrative field for motor development) and with: 

this the connecting up of railways to main roads for the reasons put for- 
ward in my reply to question No. B-1 . 

C. — Road Boards; 

1, All schemes regarding railway programmes and road programmes 
should be interchanged between the Railway Board and the Central 
Road Board and their mutual bearing could be examined. 
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For instance if a branch line is to be built in any area, the Central 
Road Board would then be able to advise the Provincial Board and a 
-scheme for feeder roads to the new railway made, and after the openino* 
of the branch line a traffic census should be taken periodically of the cai? 
.traffic on these roads. If there is found to be any marked falling off of 
cart traffic on these roads and an increase on others feeding the railway, 
a more scientific distribution of funds for repairs could then be made! 
It often happens that a new railway alignment runs more or less parallel 
with an, existing road. For short distances this road would probably 
continue to take the traffic but if such traffic was found to be negligible 

after the opening of the railway the class of maintenance on such roads 
could be reduced. 


II. Maiist Questionnaiue. 


A. — Hoad Development, 


7. (a) We consider that what is required is better foundations to the 
average district road, better drainage and better surface. The rate of 
development obviously depends on the funds available. 

(d) 1 he fairest manner to finance developments is a tax on petrol, 
a he amount of petrol consumed is a fair index to the ton mileage of a 
car and in consequence of the amount of use it makes of roads. 

(c) We are of opinion that loans for the construction of roads and 
bridges will give the best results provided there is a definite financial 
-allotment every year, if a petrol tax is imposed and the proceeds 
earmarked for roads, a loan could be raised to an extent that with the 
help of say 2/3rds of the income frona the tax would provide for the 
interest on the loan and the tiecessary sinking fund to redeem the loan. 

Much quicker progress can be made by this method and there is every 
probability that the extensions and improvements would lead to greater 

use of the roads by motor vehicles and thus automatically increase the 
revenue available for improvements. 

8. Motor traffic with a judiciously planned system of roads is likely 
-to improve the receipts from railway traffic. In order to be sure that 
ro^s and railways are co-ordinated, local committees representing the 
lailways. District Boards and traders should be constituted. So far aS 
IS known, there is no machinery at present for co-ordinating roads and rail- 
way development, we would recommend a system of local committees as 
described above reporting to a provincial communications board, 

Motoe, Teanspoet and Motoe Taxation. 


It of opinion that the fairest way of assessing motor vehicles 

fr import duty and (5) registration fees, is by a 

' i^eight and carrying capacity (Carrying 

-capacity being seating accommodation in the case of passenger vehicles, 

passenger vehicles, and net load carried 
m the case of lorries for the conveyance of goods.) 

from motor taxation should be 
-on roads ® pna e und and definitely allocated to expenditure 
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^ U. (a) Normally revenue from central taxation should be given 
in the form of block grants to provincial Governments but I consider 
that power should^ be retained in case of necessity to allocate a portion 
o I specific objects. The actual expenditure on the named object 
wouici noimally come under a provincial Grovernnient. 

(5) We do not think any bard and fast rule can be laid down here. 
On the face _ of it the distribution of the proceeds on the basis of 
consumption in each province seems fair and would normally give good 
results bnt special circumstances ' might arise which would make it 
advisable to increase the grant to a province. 

Two instances which come to my mind in this connection are serious 
floods which destroy a large stretch of roads, or a bad famine in which 

case it might be profitable to increase the road grant to provide food aiid 
work to local labour. 

14*1. In tbeoiy,, yes ^ in the case of bulloclc carts there mav he some 
‘difficulty in practice. 


C. — IloAD Boards. 

S. We consider it desirable that a Central Road Board be formed for * 
the purposes enumerated. • 

The functions of the Central Road Board should consist of alloca- 
tion of revenue, co-ordination of provincial programmes. It would be 
in touch with the Railway Board for the purpose of co-ordinating road 
and railway programmes and could act as a distributing agency for 
technical informal ion and experience. I consider that research work 
should in the main he left to Broviiicial Boards as conditions vary so 
much in different provinces and problems which are of vital importance 
to one may not arise in another. 

D. — General. 

We consider the formation of Provincial Road Boards as necessary 
as the formation of a Central Road Board for the reasons stated above. 


Replies to the supplementary questionnaire submitted 
Jby the Bombay, Baroila and Central India Rail way. 

A. — Road Development* 

^ e are not in a position, without more time for collection and examina- 
tion of the facts, to make any detailed sug'gestions in respect of improve- 
ments or additions required in the interests of transportation. IN or are 
we in a position to assess in detail the effect of the present state and 
config’uration of the road systems in the area served by this railw^ay on 
the free movement of traffic. 

Generally, it is desirable in the interests of transportaion tliat ade- 
quate load communication should be provided from railway stations to 
the areas served by those stations, and it is probable that a detailed exa- 
mination would show that much improvement might be effected in this 
direction. 


O 



Generally, the polic 7 oi this adininistration is to favour the construc- 
tion of such feeder roads but not, of course, the construction or improve- 
ment of roads running alongside the railway and connecting places 
between which transport is provided by the railway. 

With reference to the question about combined road and railway- 
bridges, the provision of a roadw ay and railway on the same level and 
alignment is undersirable because, i?iier alia, of the very serious in- 
terruptions to road traffic even with a comparatively light railway 
service and of the heavy cost of protective equipment and staff. ^ The 
provision of a roadway and railway on the same girders but at_ different 
levels is only practicable in the case of large bridges and conditions vary 
so much that it is necessary to consider each case on its merits. 

X' 

B.— Motor Transport anb Motor Taxation. 

A * census taken in 1926 showed that there were 68 stations of this 
railway that were served by motor services which acted as feeders ; there 
were 18 motor services which were competing with the railway. It is 
probable that there has been a substantial increase in the number of 
motor services since the above census was taken. In most of the cases 
where competition exists the railway fares are less than those of the road 
service and the latter has been started because of the infrequency of the 
rail service of the greater convenience of the motor service under certain 
conditions. In many cases rail motor coaches will form a cheaper 
method of transport than the road motor service and this railway ad- 
ministration is obtaining a number of rail motor coaches for this 
purpose. 

As indicated above^ the policy of this administration would be to 
favour the encouragement of motor transport services which act as 
feeders to the railway and possibly^ should necessity arise, itself to- 
establish such transport services. 

C.^ — Roab Boards. 

If a Central Road Board is constituted, the procedure for co-ordina- 
tion of road and railway development would depend to some extent on 
the relations between the Central Road Board and the provincial Govern- 
ments. Presumably the Central Board would be mainly concerned with, 
important main roads and particularly inter-provincial roads. In such 
cases co-ordination would probably best be secured by liaison between 
the Central Road Board and the Railway Board, particularly in view . 
of the fact that frequently more than one railway administration would 
be concerned. 


Replies to the questionnaire submitted by the Burma 

Railways Company, Limited. 

It is proposed to deal -with the points raised in the questionnaire in. 
general terms instead of taking each question seriatim. 

2. In the first place, it should be pointed out that Burma is some- 
what peculiar in that the country is cut up by hills running north and- 
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soutli and by the Irrawaddy river. Tbe main arteries of the railway 

bine^^ 'll A^H speaking either bounded by hills or by 

1/ 7T- which are not situated on thi 

milway aie fed or will be fed by branch lines running east and west. It 

betiS accepted fact that inter-communication 
between towns and villages situated on the railway is adequate. 

voiiwa however, numerous villages and towns situated on the 

lauway which have inadequate road communication to villages situated 
at some distance from the railway, making the conveyance of produce to 
the lailway very difficult and forcing the cultmator to dispose of his 
produce before the rams, mving to the impracticability of carting during 
inadeSe^'^*^ niter-communication genemlly between villages is often 

*^-!i of country by railwairs, feeder roads should 

keep pace with the construction of the line but this is seldom Idie ease 
and passengers and produce can only reach stations with difficulty. 

5. The railway should welcome the policy of constructing feeder 
roads which will be the means of opening up the country and give 
greater facilities for travelling but in my opinion we should most 
stiongly object to the construction of grand trunk roads running along- 
side the railway line. Such roads must inevitably become a thorn in the 
side of railways and so far as this country is concerned thev are not 
wanted, it is well known that railways cannot compete wdth short 
journey motor traffic which is able to lift people from door to door. On 
certain sections of this raihvay we are already experiencing tbe effects of 
road motor competition, and as the Government of India are finaneiaJiv 
interested in railways it would bo a wrong policy to support any scheme 
wmien contemplates trunk road construction or roads parallel to the rail- 
way connecting railway towns and villages wffiich must eventuallv 
enable motor oars to compete with railways. Trunk roads will benefit 

oil producers, motor car manufacturers and selling agents, but not the 
railway. 

j jf ^ g'l'eat deal^ to do in the country in providing feeder roads 

and it the policy is to provide them, the Burma Railways should strong- 
ly support that policy. But when a new line is opened we are not so 
much concerned with whether the road is fit for motor transport but 
whether one exists sufficiently serviceable for the transport of produce by 
bullock carts although it must be admitted that a road of a standard 
suitable for cars will derelop passenger traffic. 

7. We are afraid we are not in a position to give the localities where 
the free movement of traffic is restricted owing to lack of roads, nor are 

we in a position to say whether or not the iWincial Communications 

Board has been the means of co-ordinating the development of roads 

^ j n whethei or not a Central Road Board would function 
any better than the exi.sting Provincial Board. 

8. We would meiitiomfor your information that the freight rates on 
petiol and motor cars in India will shortly be reduced^ tbe former 
within two months, and we shall probably be a.sked to follow suit. 
Tbe petrol elassificacion on this Railway is 10 R. R. and 9 0. R. whereas 

0 2 



320 


on 


Indian Railways it is 8 E . R. and 6 O. R. The extent to wRieh 
freight affects a gallon of petrol at up-eountry stations on this railway 
is under investigation. 


Replies to the supplementary questionnaire submitted 

by the Eastern Bengal Railway. 


A . ~~ Road Devet-opivieni’ . 

1. The area served by the Eastern Bengal Railway, Eastern 

and Northern Bengal and the districts of Goal para and Kainrup of the 
Assam Province^ — largely deltaic in origin^ has one marked physical 
feature, inz.^ its numerous waterways, many of them of consideralile size. 

The fact that these waterways are more or less navigable for the 
major part of the year by country craft has restricted the development of 
roads. Even in the days of the Honourable East India Company, as 
factories and outposts were opened^ the rivers formed the chief means of 
eommuriieation, and trade followed the river routes. 

Such roads as were constructed were cdiiefiy to connect trade centres' 
situated at a distance from a river wdth the nearest river. These roads 
were rarely first class, and usually seasonal with only temporary bridges. 

Political needs engendered the construction of a few military roads, 
metalled (usually with vitrified brick ballast) and bridged, — such as the 
Badshahi (or Imperial) road in Murshidabad district, a relic of the 
Moghul days ; the Calcutta road between Calcutta and Berhampore, 
Avhen the latter was a military cantonment ; the Jessore to Calcutta road 
in the Jessore district. One of the longest metalled roads is in the Pur- 
nea district, the old Ganges-Darjeeling military route, i 20 miles long* 
from Manihari on the Ganges to Siliguri at the foot of the hills. 

The advent of the railway marked the decline in the upkeep of these 
main roads and also put back the development of village and district 
roads between neighbouring towns. 

A hat (local market) or village growing* in agricultural or iiKlnstrial 
importance, if within a reasonable distance of a railway line, asks for a 
new station to be opened to serve it though possibly all that is required 
is an improvement in the road or track already existing to the nearest 
existing railway station. There are difRciilties, generally financial, in 
persuading the district authorities to construct; and maintain an ali-the- 
year round road, hence the line of least resistance is to prevail upon the 
railway to open a new station that can be connected by a mere cart track 
with the market or village. 

The railway records contain innumerable applications of this nature. 
The short interstation intervals on the Eastern Bengal Railway is the 
result of compliance with such requests. The average distance between 
stations in the Eastern Bengal Railway system is only 4*21 miles. 

bridging of the numerous waterways in the area served by the 
Eastern Bengal Railway is expensive in first cost and subsequently in 
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BiaintonancB, This bridging has be6ii ©fficieiitly effected by the railway 
and duplicate road bridges are therefore unnecessary. 

Roads should therefore connect the railway with the areas on either 
side of it. 

The country falls into two areas: — High gTOiind roughly in the 
north and w’est of the area served by this railway^ and low swampy 
ground in the south and east of the area. In the higher portions carts 
are used throughout the year and in the lower portions boats are the main 
means of transport. 

It will be a long time before carts and boats are superseded by 
motor transport for the movement of goods. On the other haiidj motor 
buses for passenger traffic are developing and will eontinae to do .so as 
practicable roads are developed. 

The Eastern Bengal Railway has broadly tiro direction.s — from 
south to norths usually running parallel to the main waterways of the 
area and from west to east nsually running at right angles to the water- 
ways of the area. The road development would therefore fall naturally 
into two groups : — 

(?•) Roads from east and west to connect important points on the 
main waterways with the north and south running railway. 
Such roads will usually be short and in loir country ; they 
will be expensive as they will cut across country subject to 
annual flooding and must therefore be coinstructed with 
numerous bridges or the crest lowered to allow floods to spill 
over the top of the road . 

( ii) B:Oads from north and south to connect outlying centres of 
trade and population with the railw’aj running east and west . 
Such roads will be fairly long but cheaper in constriietion 
as they will generally follow the water-sheds, necessitating 
only loiv bank and little bridging. 

Tn both cases the surface of the roads should be sufficiently strong 
to withstand the wear and tear of motor bus traffic. 

A point to be remembered when discussing road development in 
Bengal particularly is the deltaic origin of the greater portion of the 
ai*ea. There is not a single stone in the conntry nor any natural raw 
material available for the surfacing of the roads. In the past a manu- 
factured indigenous material has been used for the metalling of the 
roads, namely'^ Jhama (vitrifieid brick) ballast ; this is in itself is not 
• sufficiently hard to withstand the wear and tear of motor traffic. It is 
suggested that in combination with cement a. concrete road surface 
might be constructed of sufficient strength to stand up to the expected 
■ wear and tear. 

The railway administration though unable to make direct contri- 
bution to the upkeep or eonstrnetion of feeder roads has by the quotation 
of reduced rates for the conveyance of road metal, assisted District 
Boards and municipalities in northern Bengal to improve road communi- 
cations. 
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At present the rates for a lead of 200 miles for a 9 -ton wao-on (metre 
gauge) compare as follows : — 


I 

District Board. | Public. 



n 

l 

Local booking. 

Throngli booking. 

1 

Local booking. 

i 

1 

Tbroiigb booking. 

Rs. 

Ks. 

Rs. 

Us. 

42 

SS 

1 

64 

60 


With a view to the improvement of, and addition to, the existing 
road system in the interests of transportation generally this railway 
has compiled detailed lists’^ of — 

Feeder roads already inexistence, 

Roads requiring repairs and 

New roads to serve as connections with the railwav. 

2. The present state of the road system generally is not satisfactory 
— from representations which have been received :^rom various centres, 
the roads call for better maintenance and more bridging. 

The configuration of the road system, which was influenced by the fact 
that trade followed the waterways, has acted to a certain degree as a 
restrictive influence on feeder roads to the railway. The road system 
is however gradually altering so that railway stations are now becoming 
the foci of new roads. This is noticeable in the Cooch Behar, Goal para 
and Kamrup districts where development of tea garden and forest lands 
is in progress. 

3. Thew^ant of systematic co-ordination between the district and 
railway authorities his beoii a ditficulty. T^he Public W orks Department, 
Bengal, used to prepare and submit to the railway administration a 
programme of projected feeder roads. This statement showed the 
various proposals for new roads, alterations to existing roads, etc., and 
the order of priority in which these works would be undertaken. 

Ui,der the orders of Government this project programme compiled 
by the Public Works Department Secretariat has been discontinued. 
The programme served a useful purpose in thal-. the Railway Department 
obtained some data to work upon, and also afforded the railway adminis- 
tration an opportunity to advise the Public TVorks Department on what 
roads were important from a railway point of view. 

The need for oo-ordination between the railwav and the District 
Boards has long been recognised and this was re-affirmed recently when 

the Traffic Manager of the Eastern Bengal Railway drew the special 

^ • ■- ■■ ' — 


*Not printed. 
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attention o£ liis district officers to tlie matter at a meeting in J iily 192-6. 
A subsequent discussion of the subject brought out the fact that 
District Boards had not sufficient funds to keep existing roads in 
repair and tliat new feeder roads could not be considered unless the 
railway helped financially and largely towards their construction. The 
civil authonties invariably informed the railway that they were unable 
to improve 'existing roads or construct new ones without substantial 


financial assistance. 


To afford this assistance is not within the province of the Eastern 
Bengal Railway — mde. statement made hy the Honourable Member for 
Commerce and Railways in the Simla Session (August — September 
1926) of the Legislative Assembly, which reads as follows : — 

The Devolution Rules prescribe that central revenues can contri- 
bute to roads only when these roads are of military import- 
ance.^'’ 


That the need of co-operation between the civil and railway author- 
ities is as much in the interest of the District Boards as of the railway is. 
evident from the following recent instance : — 

The Railway Traffic Officer in charge of surveys found that the 
Jalpaiguri District Board intended spending a large sum of money on a 
road and bridge to connect Lahiri Hat and Jalpaiguri, he pointed out 
to the Chairman of the District Board that the railway were about to 
construct the Dinajpur-Ruhea line, which would serve the same area and 
that the road was, therefore, unnecessary. The Chairman agreed that 
it w^ould be a waste of funds and decided to divert the proposed expendi- 
ture to the construction of feeder roads to connect with stations on the 
Dinajpur-Ruhea Railway, 

The policy of the Eastern Bengal Railway is for the district traffic 
commercial officers to be in touch with the civil authorities, to consult 
and advise both on the maintenance of existing roads and the provision 
of new roads : ultimately if possible, for the civil authorities to co-opt 
the district railway officers when the question of feeder roads is under 
consideration. The railway does not, except in special circumstances, 
favour the construction of roads parallel to the line of railway. 

The railway does not favour road and railway being carried on the 
same girders on a bridge. There is however no objection to road 
bridges being built alongside railway bridges, thus reducing, ^ to the 
mutual benefit of both authorities, the cost of the construction and 
maintenance of expensive protection works, but each means of communi- 
cation must be carried on independent girders. 

B. — Motou Transport and Motor Taxation, 

1. Motor transport is still in its infancy in the Eastern Bengal 
Railway area. As there are no main roads to speak of parallel to the 
railway and as the district road system is gradually being based on 
railway stations, motor transport is on the whole a feeder to, rather 
than a competitor with, the railway. Motor transport at present chiefly 
caters for passenger traffic ; only in the case of railway out-agencies do 
motor lorries ply for goods traffic. 
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An investigation was made in 1926-27 into the development of 
motor bus traffic in relation to the railway and it was ascertained that 
in the foliowing instances there was competition for passenger traffic— 

<i) Between Budge-Budge and Calcutta--14 miles (chiefly municipal 
'' roads, therefore outside this reference) on the southern see- 
tion. 

[ii) Between Kacj-ra Bazar anil Beldanga Bazar on the Murshidabad 
section — 1'2 miles. 



Between the Puriiea Courts and Karhagola Road btation (B, 
and N.-W. Railway) on the Bihar section — by rail SI 
miles j by road 24< miles. 


[iv] Between the Puniea Courts and Kishang*anj on the Bihar 
section — by rail 76 miles ; by road 42 miles. 

(^?) Between Dacca and IN^arayanganj on the Dacca section — 10 
miles. 


, At all these centres there are remains of good main 
to in the reply to A. 1 above. 


roads referred 


The existence of these services is due to the fact that the bazaar or 
court centres are at some distance from the railway station serving such 
centres, and passengers are saved the conveyance hire from station to 
market or court, Purnea Courts are 84 miles from the Purnea 
railway station. These services are not entirely competitive as they act, 
to a certain extent, as feeders to the railway. 

Motor transport services, either buses or cars, have been started at 
several stations to act as feeders to the railway. They have not on the 
whole been a success due to want of good roads, proper attention to 
engine maintenance and sound financial arrangements. Several such 
ssrvices have failed for the above reasons. 

2. The railway has encouraged private enterprise in the direction of 
feeder motor transport, by affording access to station yards, facilities 
for the erection of petroV storage installations and for the transfer of 
passengers and luggage, and, when, consolidated as a busine-^s concern, 
by opening an out-agency at the distant terminal in conjunction with 
the motor transport concern and giving through booking facilities. 

The difficulty has been that so many of these services are of mush- 
room growth and the railway has been unable to negotiate with a pro- 
perly organised company or service. 

In the case of Shillong (Assam), when it was within the Eastern 
Bengal Railway sphere of action (it is now in the Assam* Bengal 
Railway sphere of action on the transfer of the Pandii-Gauhati section 
to that Railway), the railway opened an out-agencv for all traffic at 
Shillong and assisted in the inauguration of the motor transport 
service for goods and coaching traffic betAveen Pandu and 
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Shillong— 68 iniles. Other instances of encouragement to motor 
transport on the part of the Eastern Bengal Railway are : — 

At Pabna an ont-ageocy was opened for coaching traffic as soon as 
the railway was satisfied as to the ability of the Biswas Motor Company 
to maintain a regular service between Ishiirdi and Pabna — 18 miles. 
The railway moved the District Board to strengthen the bridges on the 
road^ and also allotted to the Biswas Motor Company space for waiting 
room and garage accommodation at Isliurdi. At Nator there is a 
motor service plying between Nator and Rajshahi — 28 miles subsidised 
by the Postal and Police Departments. Facilities were given at Nator 
for the transfe] of parcels and goods between the railway and the 
motor service. No out-agency was considered advisable in view of 
the fact that the construction of a railway line to serve Rajshalii 
has been commenced. 

It must he noted that all these isolated motor services have to 
resort to tbe railway for the conveyance ot their motor bodies, chassis, 
parts and accessories, there being no trunk or main roads connecting 
them. The railway therefore obtains revenue by the opening of motui 
feeder services. 

C.^ — Road Boaiids. 


1. It is presumed that if a Central Road Board is constituted its 
main function will be financial. The machinery for applying the^ 
for the construction and maintenance of roads already exists in the 
provincial Public 'W'orks Department and in tbe Distiict Boaids. 

To obtaia co-ordination between the railway and the Road Board 

it is necessary : — 

(a) that a railway representative be co-opted to the District Board 
when the question of local roads, feeder or otherwise, is 

being considered ; 

(5) that the Public Works Department refer to the railway adminis- 
tration when arterial or trunk roads are under consideration ; 


(c) that the Public Works Department maintain and iiiinisb 

periodically to tbe railway, statements of roads existing and 

projected ; 

(d) that when questions relating to roads in the area ^rved by tbe 

* railway are being considered by tbe Central Road Board, 
tbe Railway Board and the railway administration concerned 
should be afforded an opportunity to represent tbeir views 


and requirements. 

By the above means the close and essential co-ordination between 
the railway and tbe Central Road Board will be attained in all the 
stages of projects submitted for tbe consideration of tne Central Enad 
Board, whether for particular schemes of _ magnitude or for the grant of 
lump sum subsidies for the construction or maintenai ce of minor 

projects. 



APPENDIX. 


Sumrmr// slirming the mileage of the feeder roads on the Eastern 

Benga l Bail wag sudeni. 


— 

Exisfcinfv 

roads. 

ReqiviiYd 

roads. 

Paksev District * . . 

Miles. 

Miles. 

4 5 Si 

28 

Katihar DisI riot « . 

S41i 

109 

Dacca District 

r Metalled ISh- 

31 6 i 

75 

Calcutta District •< C 

i N on-metalled 1 6 3 J 

181 

• 29 

Total 

1,293 

241 


<9 

Reference to ihe detailed list* will show that, of the existing roads, 
tlie^ greater part is in a state of disrepair and a large poi*tion is only partly 

metalled. Many of the roads are only seasonal tracks available dnriiio' 
the dry season. ^ 


Replies to the questionnaire submitted by the 

East Indian Railway. 

_ The area served by this railway is so great, and the conditions in 
the ya.nons provinces it traverses vary so much that it is difficult to give 
explicit replies to_ _ the questionnaire. The following remarks may be 

f tlie railway point of view, 
though a detailed analysis would exhibit many discrepancies. 

I. SurrnEMEJSTARY QUESTIOiTNAIKE. 

— Koad Deveeofment. 

the^elalsanV'tw’m^^^^^^ improvement both in the raising of 

1 1 J.L ^ J^^tinitenance of the cxistiiiff roads More brfdo’AQ 

and bettor tipkoop aro mocif dAoirohia t^i * *1 * • mUcij^os 

aie most desiiable. This rnilway receives numerous 


*Xot printed. 



stations at no great distance apart, and 
nrniM- ri pi’o’^'es that the application is based on the lack of 

propel roads to existing stations. Further the principal roads like the 

„j '^^7^ shortest route between large towns, and there is 

f transverse roads linking up the smaller centres with the 

IlTlJllri TOlltCS* 

-w. The piesent condition of most of the roads^ especially at certain 
seasons, must have a very direct Inflim^ the potential traffic in so 
far as it hampm the free movement of vehicles. Conditions are 
probafdy worst ni Jiengal where portions of the country are practically 
watei- ogged for several months of the year, rendering the movements 
of pedestiians difficult and bringing cart traffic practically to a standstill. 

3. This administration would welcome new roads particularly those 
wdnch would act as feeders to the railway. In the case of hrido^es of 
sufficient importance to carry a road as well as the railway, facilities are 
always oiteied to the local Government for the constiuetion of the 

road, •the most recent instance being the Bally Bridcre across the river 
Hooghly. ^ 

B.— Motor Transport and Motor Taxation. 

1 . So far as the transport of goods is concerned, the effect has, if 
anything, been beneficial, but passenger traffic earnings have been in 
many cases considerably reduced when a motor service plies in com- 
petition. ^Ihe ability of motor vehicles passing through several villages, 
to set down passengers practically at their door, has a marked effect on 
tlie numbers formerly carried by rail. 

2. The policy of the railway is to favour the encouragement of all 
forms of improved transport as this must naturally tend to the general 
advancement of the whole country, and react to the benefit of the 
railways in numerous ways. But there are certain important aspects of 
the whole question that cannot be too strongly emphasised. The 
railways have the right to expect that in the consideration of schemes 
for the provision of facilities that' have as their object the encourage- 
ment of alternative forms of transport, their vested interests will be 
duly considered and safeguarded. 

The experience of railways in Great Britain and the United States 
has shown that unregulated and irresponsible road transport services 
have proved a serious menace to the well-being of the railways. The 
railways in this country are the property of the State and the more 
important railways are operated under direct State management and the 
protection of the railway interests is, therefore, of great public im- 
portance. 

India is still far short of her actual requirements in the matter of 
railw^ay communications and there is ample room for motor transport 
in the general public welfare without encroaching on railway revenues. 

The urgent need is for an extension and expansion of the whole 
transport system, and efficient motor transport is possibly as vital to the 
public welfare as railway transport, but unrestrained competition with 



328 


tbe existing railway lines which are national property should not 
be encouraged. Unrestrained competition would mean a wasteful 
dnniication "of transport activities and this would clearly be against the 
public interest, for losses in rerenue from this cause would m Jbe long 
run have to be made up by the rest of the traffic handled, and while it 
niio*ht not result in actual increases in charges, it would certainly tend 
to impede if not arrest the downward trend of railway charges on 

traffic in general. 

It needs only a brief consideration to show that the prospect of UU" 
restrained compkition following the provision of any extensive network 
of road communications is a very serious consideration to^ the railways. 
The effects of motor bus eompstitiou are practically confined to inter- 
mediate and third class traffic. This trafl3.c accounts foi QJ pei cent, of 
our total passenger traffic in iiamber and nearly per cent, of our 
revenues from this source. 

The range of a motor bus service may be put at about 50 miles. In 
several instances it is more than this but oO miles may be taken as the 
figure for all practical purposes. 

Over 80 per cent, of our intermediate and third class traffic is con- 
fined to leads within 50 iiiiles; and three-fourths of this figure move 
within a range of 20 miles, so that it is obvious that bus competition 
on any extensive scale is likely to hit the railways very haid. 

In view of these considerations, the following points are urged 

(1) That in all measures to encourage the spread of mechanical 
transport on the roads the aim should be an expansion of 
the existing transport facilities so as to spread the benefits 
of efficient transport by modem methods over as wide a 

field as possible. 


{%) The protection of the interests of the railways which are public 
property should be safeguarded as far as possible. The 
railways can only maintain their efliciency and provide 
cheap transportation if their revenues are safeguarded against 
encroachment by undue competition , and there should be a 
practical recognition of the fact that the maintenance of an 
efficient railway service is just as vital to the public welfare 
as the encouragement of alternative means of transport. 


(8) The public interests will be best served by an extension of 
tvanspoTtation facilities. The duplication and overlapping 
that would result from the encouragement of competitive ser- 
vices along routes which the railways at present serve and 
can serve with a reasonable degree of efficiency, is wasteful 
and will prove an economic burden in the long run. 


(4) The aim should be to direct the energies of road transport 
undertakings into those channels where they will as far as 
possible increase the transportation facilities of the country. 
The encouragement of feeder auxiliary services should be of 
primary importance, and for its part the railway would be 
prepared to consider the provision of such facilities as may be 



considered necessary or practicable in each case to give the 
public the benefit of a co-ordinated service by road and rail. 

(5) It is realised that competition in some form or in some degree 

cannot wholly be avoided, hut the judicious regulation of 
such competitive services by tbe local authorities would con- 
fine such competition to reasonable limits and to the extent 
required to meet the actual public requirements in each case 
with due regard to the existing facilities afforded by the 
railway. 

(6) Public motor transport services should be subject to careful 

legislation and control by local authorities with regard to 
public requirements of safety, stability, control over fares, 
schedules of service, etc. Preference in tbe matter of licen- 
sing services should he given to concerns and individuals with 
the necessary financial status to ensure a permanent and 
efficient service. 

II. Main Questionnaiue. 

A. 8. As the developments referred to are not known, no 
possible. So far as is known there is no machinery for the eo-ordination 
of road development with the existing railways. On the railway side 
local Governments are always consulted prior to the construction ot new 
lines. If a Central Road Board is constituted probably e es 
arrangement to provide for co-ordination would be to have a lepiesen 
tive of the Railway Board on the Central Road Board. 


Replies to the supplementairy questionnaire submitted 
by the Agent, Great Indian Peninsula Railway* 

( I am asked to reply to a siippleurentary questionnaire issued ^ ® 
E,oad Development Committee to railway administrations. 1“ 
follows I wish it to be understood that I am expressing my own peisonai 
opinion, and that opinion in no way whatsoever commits tbis administra- 
tion or the Government of India). 

A. — Koai) Developmext. 


1. This question is so general that it is CFite impossible to ^ 

a definite reply without very extensive investigations 

date when motor transport began compete with railways, A 

competitor of any importance which the railways had, was bullock cait 

traffic, and this,^except for short distances, could be 

rally speaking, I am of the opinion that railways would, ^ ^ 

LXst Sr ¥t :ppS "e 

r SSre « KlomSf for ^oiSt^ 
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of the main traffic of the country ? The first question one asks is : — 
ifc in the irterests cf the country as a whole ? I do not think 
it is ! Motors^ although they have a very much wider range than bullock 
or horse traffic^ are limited to^ say lUO miles : they are also limited as 
to the traffic they can carry. This mens that if they compete with 
railways; they will carry the lighter and more valuable traffic; which is 
also the most paving traffic, and railvrays will be left to carry such things 
as coal, ores; grain; timber, etc. The result will be that the rates for these' 
will require to be raised, and the cost of transport will go up generally. 
I doubt further whether the structure of the majority of the roads in tliC' 
area served by this railway is capable of carrying heavy motor traffic, 
and if motor transport is going to be adopted generally througluvut the 
country; great improvements will be required on practically every road ; 
the expense will be enormous j and there is every possibility of motors 
being so heavily taxed that they will be taxed off the roads. 

2. I am asked if the present state and configuration of the road sys- 
tem in the G. 1. P. Railway area acts as a restrictive influence on the- 
free movement of traffic; and if so, are there any special louilities where- 
this is particularly marked ? This is a very wide question indeed and one 
which has never been seriously investigated. To give specific examples 
of a few isolated cases where improvement in roads may be apparent, 
would not; I think; reply to the queries raised. To enable me to put 
forward concrete proposals for the improvement of roads covering the 
extensive areas commanded by the G. I. P. Railway system would 
require a prolonged investigation of the configuration of the road system 
covering ^this immense area. As stated abovc; until recent years such 
an investigation has never been required, as railways were able more or 
less to ignore the competition of bullock cart traffic. Each district would 
require to be studied sepai’ately in close co-operation with the local 
district officials, who are, undoubtedly, in the best positions to offer 
suggestions towards irnprovements. Concerted action in each district 
between the local civil officials, the railway representatives and a 
representative of the Public W^rks Department would appear to be 
the most suitable means of organising a programme of future road 
development to co-ordinate with railways in the interests of transport 
generally. Nothing on these lines has ever been attempted, so I have- 
no data on which to base any definite suggestions, nor on which to 
ventuie any criticism on the general configuration of the road system as 
affecting the movement of traffic either in relation to the G. I. P., 
Railway as a whole, or in any specific localities. 

3. I am asked What is the policy of this administration gene- 
rally as regards new road construction proposals in the vicinity of the 
railway, including combined road and railway bridges ? Generally, 
w woulcl_ welcome the eonstruetion of roads as feeders to the railway,. 

^ Ijhe construction of grand trunk roads 

para to^the railway, as I feel that these are not only against the 
inuerests^o± _the railway but are against the interests of the country 

already explained, namely, that motor 
trunk roads will raise the cost of 

^ country, which will, undoubtedly, have a. 

vferv Qerious effect on 
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Then regards railway bridges. Seldom does the occasion arise 
that new road bridge should be built to function as a combined road 
and railway bridge. The difficulty lies in having to forecast many years 
ahead whether a railway will ever require to utilise such bridges. There 
are instances where money might have been saved had the original road 
bridge been built to support a railway^ yet on the other hand much 
* capital might lie idle for years if the opportunity of utilising such bridges 
was not forthcoming. I consider that it would be mistaken economy to 
carry this policy to any extreme. On the other hand our rules for the 
preparation of railway projects make it imperative that when any new 
project is put forw^ard, w^e should consult the local Government as to 
the desirability of supporting any injportant unbridged road in the 
vicinity on the proposed railway bridge over any important river 
•Crossing’. I may say that so far as this railway is concerned we are 
seldom asked by local Governments to provide accommodatton for a road 
■on our railway bridges. 1 think that this^ in many cases, is on account 
of the additional expense which is debitable to local Governments. 

B. — Motor TiiANsroiiT anb Motor Taxation. 

1. So far as our exjierience of motor transport competition is 
concerned, tins has been confined to passenger traflBc. In general our 
experience has been that motor transport has diverted traffic up to 50 
miles from tiie railway. Up to the present the effect of this road motor 
competition has not been very serious, but I am definitely of the opinion 
tliat the railways will be called upon to face serious losses on this account 
as motor road traffic develops and new roads are constructed, unless these 
are to act as feeders to tlie railways and not in competition thereto. There 
is little doubt tliat the railways have in certain cases gained on account 
of motor transport, although so far there is no direct evidence of this. 
On many roads motor transport has replaced bullock carts and tongas 
as passenger-carrying vehicles. JNormally I believe that motor owners 
charge liigher rates than bullock carts and tongas, but there is little doubt 
tliat time is becoming of very much greater value in India than it used 
to be, and tliat even the ryot "prefers a quicker means of transport than 
either the old biilloek cart or tonga. We have evidence of that on the 
G, I. P. Hailway. Many buses operate on roads which shorircircult the 
railway and the railway is losing large sums of money each year owing 
to this eompetition. Many of the roads, however, over which buses now 
|dy were, previous to the advent of motor transport, served by tongas. 
We cannot tlierefore assume that all iffie passengers carried by the buses 
were potential railway passengers. We have, however, definite evidence 
that on the roads from Poona to Nasik, Sholapur to Akalkot, Sliolapurto 
Pandhar|)ur, Sliolapur to Barsi, paosenger traffic has been diverted from 
the railway by the buses. Previous to the advent of motor transport, 
these distances were too great for many to undertake the journey by 
tongas or bullock carts. 

2 . It is our policy to encourag'e motor transport as a means ^of 
opening up tbe country and as feeders to the railways. Road motor 
trans|)ort is a very unsatisfactory organisation at present.^ It is mam 13 ^ 
in the hands of men with very small capital. On most of the bus routes 
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several owners operate, competing* one with tiie other. This eojnpetition 
is not on an economic basis ; seldom is money set aside for it'pla cements ; 
unduly low fares are charged ; and when vehicles are no longer service- 
able, they are sold for what they will feteln Wlien railways ^rere first 
constructed they had, more or less, the monopoly of transport, and cer- 
tain restrictions were placed on their powers. Up to the presejit no restric- 
tions have been placed on motor transport ; it gets the use of the roads’ 
free ; it has not got the enormous expense in which the railways have 
been involved ; the competition may, therefore, be called unfair. ’ 

C. — Road Boakds. 

I am asked how the Central Road .Board should be constituted. I 
favour a Central Road Board under the Government of India which 
would co-ordinate projects put up by local Governments and which \vould 
be in direct communication with the Railway Department of the Goverii- 
ment of India. Road projects would ])e submitted hr tlie Road Board to 
the Railway Department and the Railway Department would undertake 
the construction of new railways in consultation with tlie Road Board. 
I feel very strongly that luilway tninsjjort and motor transport luivc ea<di 
a very definite function, and that in the interests of the country, motor 
transport ujust be subsidiary to railway transport and sliould not act in 

active competition. Generally my conclusions may be summarised as 
follows : — 

\^i) Road development in such areas as remain iindeveIo|)ed with the 
object of giving access to railways, are immensely beneficial 
to railways and the country in general. 

(u) Roads acting as feeders to railways in any eircumstanees are 
beneficial. 

(m) Road development in a manner that might place the road in 
competition with the railway should only be undertaken after 
due consideration of the various interests involved. 

(iv) The co-ordination of road and railway development is essential,, 
and I would suggest that any scheme for road development 
which may conflict with the interests of existing railways 


mr — Smf 

or proposed railways should be submitted to 
authorities for criticism. 


ay 

W' 


Replies to the questionnaire submitted by the 
Manager, Jodhpur Railway. 

I. Gejxeiial. 

btate of His Highness the Maharajah of Jodhpur. 

is railways and roads it 

tion ftevelopment be carried on with carefni considera- 

eSsts the of transport. Where a railway already 

exists, the mam object m view should he to provide roads as feeders to 
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the railway and not as alternative rentes. Similaidv it is necessary to 
consider ttie alignment of projected railways w^liich are likely to be 
constructed in the near future. 

3. For this purpose it is essential that effective liaison should exist 
between the railway authorities and the various local authorities respon- 
sible for the ccnstniction of !?ew roads. 

4. Motor transport has increased at a quicker rate than the provision 
of facilities for it. In certain distidcts and at certain times of the year 
unmetailed roads are good enough for light motor transport;, but not for 
heavy lorries. Where there is any considerable amount of trade, the 
need for heavy transport becomes increasingly imperative. When it is 
impossible to depend on the reliability of the local transport, the public 
will hesitate to spend money on schemes for the development of trade 
in that particular area. 

5. In the Thar^ Parkar and Hyderabad districts of Sind through 
which the Jodhpur Railway passes there are at present few good roads. 
None of these are metalled (with the exception of one short road from 
Khesano station to Nasargur). Roads of this nature are difficult to 
maintain in a state suitable for wheeled traffic. Certain roads also 
cannot be used for this form of transport as they cross many small 
irrigation channels which offer no obstacle to animals but are not pro- 
vided with bridges adequate for vehicles. 

6. In the past no reference has been made to this railway administra- 
tion in connection with road development, but any information which 
has now been collected can be placed at the disposal of the local 
authorities concerned. 

7. Notice was recently published of the formation of a committee in 
Sind for .the purpose of discussing general road and railway develop- 
ment, but nothing further has been brought to our notice. 

II. Supplementak-t Questiootaiiie. 

A. — Road Development. 

1. A list of roads is attached as Appendix. 

ii. The present state of the road system prohibits free movement of 
wheeled traffic in many places, due to various reasons^ such as soft 
surface, lack of bridges, and the flooding of the roads during the rains. 
Many of the roads are so worn away that they lie below ground level 
and become impassable with any rain or flood. 

Generally speaking the roads made by the Irrigation Department 
are kept in the best condition, but as these follow the alignment of the 
canals they are not necessarily aligned in the best interests of local 
traffic. The Jhudo Branch was for the greater part of its length built 

alongside existing roads. 

Consequently a considerable portion of the existing configuration of 
the road system is unsuitable. 

The Khadro Branch is very badly served by roads. Short roads are 
required to connect the stations with such roads that already exist. 
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Ou the main line only the newer stations remain isolated from the 
road system. 

3. No p.iliej has yet been framed regarding roads in the vicinity of 
theiailway^ and the railway adniinistration has never been approacdied in 
the matter. Similary eoinbined road and railway bridges have not been 

There are two existing bridges on the Jhiido Branch used for both 
road and ^railway traffic which were found economical and suitable with 
light traffic, blit with increasing traffic both on the road and the railway 
the construction of such bridges should not be considered. " ^ 

B.— -Motor Traxstoet and Motor Taxation. 

1. This railway has little experience at present of the effect of road 
motor transport on railway business. ■ 

The two competitive roads, i.e., from Mirpurkha.s- to Hyderabad 
aud along the Jhudo ErancJi, are very little used for traffic and motor 
ranic is uniikely to develop on tliein until they are greatly improved. 

one inetalled road built recently „ from Nasarpirr to Khesano 
station has certainly improved the railway traffic to and from this station 

2. While no policy has yet been framed in connection with the 
encouragement _of motor transport, this railway adminietration is iirepared 
to encourage m every way possible the development of such traffic at 
tne_ stations. _ In this connection I would emphasise the necessity of 
giving eaidy information to the railway administration of all new roads 

that additional tpiftc facilite have to he provided at that station, 
bufficient notice is required by the railway te enable them to consider 
the situation fully and to obtain funds for the construction of such works. 

C. — Road Boards. 

1. It is not clearly understood wffiat would be the functiou of a 
Central Road Board. 

Evenif funds are provided from central revenues for the construc- 
tion of roads it is presumed that the detailed consideration of aetuar 
projected roads would be dealt with by a Provincial Itoad B ard. 

appendix. 

.List of proposed roads in Thar and Parkar and Hyderabad districts 
whij It IS expected would prove to be of value as feeders to the railwav 
for the purpose of general development of the'distriet ^ 

, Metalled roads. 

Chhor Station to Umarkot. 

Baliuki Station to Tando Kaisar. 

Bobi Eoad Station to Bobi villao-e. 
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Unwetalled roads. 

Connecting the following stations to existing roads in the vicinitj’ 
Jamrao. 

Hasisar. 

Baindad. 

Kamaro Sharif. 


Replies to the questionnaire submitted by the Agent. 
The Madras and Southern Mahratta Railway. 

I. — SurrLEMENTAOT QUESTIONNAIKE. 

A. — Road Develoment. 

1. G-enerally speaking the system of local roads is inadequate to 
permit of the rirral population availing themselves conveniently of the 
railway facilities. It is considered the improvements required most 
urgently are in the Icoal road systems. The preparation of proposals 
would involve a survey of existing conditions which would take several 
months. If there is an assured prospect of roads being constructed or 
improved, the r-ailway would be willing to prepare a statement of the 
local roads which are considered most desirable on being informed of 
the mileage to be dealt with annually in the area served by this railway. 

2. Many of the existing roads get into bad order after comparatively 
light rain and under this condition the carting of goods to the railway 
is restricted. Extracts* are attached from petitions for new stations 
received in this office. These indicate the defective mad systems in 
certain areas. The instances are by no means exhaustive, but are collec- 
ted from papers immediately available. 

;i. This railway would favour an extension of new roads giving the 
local population convenient access to the railway stations. Such road 
will Ite most effective when the general trend is at right angles with 
rather than parallel to the railway; under these circumstances the 
question of combined rail and road bridges rvould scarcely arise. Inter- 
l iced road and rail on the same bridge results in great Inconvenience 
to lioth and could only be considered in the case of the lightest feeder 
lines where l)oth niil and road traffic are inconsiderable. Parallel 
roiul and rail on the same piers may not show much economy oyer sepa- 
rate liridges, while a double deck bridge is only suitable in certain 
sitnaii.ai. 

B. — Motor Transport and Motor Taxation. 

1. Where roads lead to railway stations and the maintenance of the 
roads is good, the motor traffic tends to develop rail traffic. Where 
roiid.s ran for considerable distance parallel to the rail alignment and 
t‘st>eciallv where the road is nearer the centres of population the motors 
' to divert passenger traffic from the railway . This has been most 
ieetl on the Poona-Miraj section. 


^See Appendix to replies. 
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2. I'he railway has taken no active steps to encourage motor trajffic. 
The railway would be glad to see an increase in such motor services as 
provide facilities for persons at a distance reaching the railway. 

C . — R (J A D B OAR DS . 

1. Railways are mainly interested in the detail of road construetion 
programme. Before any local progTamnie is decided on, the railways 
serving the area should be consulted or a railway representative should 
be on the body whieh considers tlie programme/ In the case of any 
Central Board for all India the Railway Board would be in the best 
position to represent railways. 

II.' — Main Qi'estionxaiue. 

A. — Road Development. 

8. A-s far as is known no |>rovision exists for co-ordinating road and 
rail development. Programmes for new liranch lines are prepared in 
consultation with, local Crovernnients but it is not known how far such 
programmes are considered when deciding on road development. It is 
considered tliat railways shoidd be consulteii before anv regular pro- 
gramme of road construction is approved. 

C. — Road Boards. 

2. (c) If a Central Road Board for all India is constituted its func- 
tions should consist in a distribution of central funds and possibly in 
the preparation of standard specifications. Actual eonstrutdiou pro- 
grammes should be prepared by provincial boards or possibly by local 
boards controlling the work in smaller areas, the most urgent need is 
improved local communications. Such local boards should include 
amongst their members a representative of the railways in the area and 
railways should be consulted in any general programme proposed. 

APPENDIX. 

ExtracU from petitions received ly the M, and S. M, Railway. 

I,— Guntur District. 

Mile 256, North-East line. 

« Chiluvur is a great fruit growing village. In the rainy sea.son 
hundieds of fiuit baskets go to Bezwada and Tenali. Since we have no 
road coovoaioace, we are obl^od y eeud all o„r prodaoe over tinS 
to our great disadvantage. This canal service is a very slow alfair and 
hinders much the progress of commerce in these villao-e.s.” 

Mile 2d7; North-East line — village Moduku. 

flora season, it is extremely difficult to reach 

these stations (Nidubi-ohi or Tsunduru) by any short h^th as in other 

seasons^aud travellers have to take roundabout roads covering a distant 

■of more than 9 miles in order to have the benefit of train service.” 
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Mile *202, Korth-East Line— Kodavakodem village. 

Since the railway station at Chinnaganjam and \etapalem are at 
a distance of more than 5 miles from the village, and due to the absence 
of any road to these stations, the dealers of fuel are obliged to seek the 
help of boats in the matter of transportation."’' 


II. — NoiiTH Auoot District. 

Mile 98, South-West line — Melalathur village. 

Melalathur is a big village and commercial centre. . 

Gudiyattam railway station, one has to cross a big streani which is 


unats auring tne rainy season, maivuig w 

a number of weeks and sometimes longer. The only road traversing the 
stream over a low lying rough built dam is always troublesome an 
during the floods absolutely useless. It has a swift ciiiiei.t, iinaj t 
for people to attempt to get through/' 

Mile South-West line— 24 villages. 

<•' We, the humble people going to fav off ^places, have to choose 
either the Thalangai or the Walajah Road railway statiom wo 
the case of persons coming to these villages fiom far oft P ' , 

two stations are not connected with these villages either by good roaj 
oTby good paths. Consequently, we find it inconvenient 

1y during the rainy season, as we have to cross tank beds ^ . 

Ler, and, in doing'so, we will have to ryalk a 
crooked paths full of rough stones and 

importation of goods and carrying them o' p.^Afpel” 

say the untold miseries as to cost and inconvenience we fe . 

IIP —Chittoor District. 

Mile 153, Dharmavaram-Gudur section Pandrangiv aripalli ri 

We also submit, in tUs connection,^ that rSay 

of communication from ^ iViP^iliffienlties and risks in carry- 

pis SCrviS either in the daytime or during the 

nights.” 

IV.—Belgacm District. 

•11 n/Ti'ia 004, from Poona, Poona'Belgaum section. 
Balia Bago..ad. a.llage M.I. 204 f om Boon , 

« Balia Bagewadi suHera from >»* “? §"“ wbiet is alao a 

„c already tkere get jr»« Itaongl 

’’7 iide eaermoally the »a...tl> caaveyaace o£ 


hllU J Z* 

goods to and from the station. 
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RepKes to the questionnaire submitted by the North 

Western Railway. 


L — Supplementary Questionnaire. 


A. — Roai) Development. 


The general policy of this railway has been explained in a letter* sent 
to the Punjab Government in Pebrnary 19*27. Briefly it is considered 
that the best use for the funds available will be to build radial feeder 
roads from the centres served by the railway. 

There are a certain number of routes on which traffic prospects war- 
rant a railway being built, in some cases with a small guarantee from 
the local Government. The capitalised values of these guarantees are 
considerably less than the cost of building roads along these alignments^ 
and maintaining them. The volume of traffic is practically never large 
enough to justify more than one form of communication, and the money 
available can be spent to far better advantage in improving or building 
roads to act as feeders rather than on roads which will act as competitors 
with the railway. When new railways involve large bridges being 
built, the local Government is always consulted as to whether 5iey wish 
for a road bridge to be combined wdth the railway bridge. Incases 
where such a combination is built, the local Government pays for the 
work done beyond that required for a plain railway bridge. ' 

B. — Motor Transport and Motor Faxation. 

IMotor competition in cases where the road and railway are parallel 
has had a most serious effect on third class passenger earnings, the most 
important source of railway income. It is unfair competition as the 

railway is hedged round with regulations in the interest of the safety 

and convenience of the passenger, whereas till now the motors have been 
free from any effective control or supervision. However, it appears 
unlikely that up to 30 miles or so the railway can ever compete. There 
IS also some lorry competition in valuable goods of small ^bulk, but at 
piesent this is not comparable with the passengei* motor situation. 

This administration views favourably motor services which cau render 
valuable services in acting as feeders to the railway. There are many 
areas where a railway cannot he considered as a commercial proposition. 

motor service in such areas will, it is hoped, eiicoui-age the travel 
habit, which will benefit long distance railway services, with which 
motors cannot compete. 


C. — Road Boaeds. 


_ i® essential that there should be railway representatives on any 
Bead Board, _ to form a link between the road and railway authorities. 

ihe commercial information in the possession of the railway would be 

most valuable to such a board, and close co-operation, which cannot be 
maintained By letter writing alone, is essential, to prevent clashing of 
schemes and consequent waste. ° 


♦See Appendix to these replies. 
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II. — Main Questionnaire. 


A. 8. A railway representative attends meeting's of the Punjab Com- 
munications Board. It is suggested that in future railwaj- officers re- 
presenting not only the construction but also the transportation and com- 
mercial branches of the railway should be made members of the Board. 


Hoad development on the lines already indicated should assist rail- 
ways hj increasing their volume of traffic, but a policy of building or 
metallm<j roads parallel to railways will have a very serious effect” on 
their earnings. 

o 


C. 2 ((S'). The N. W. E. serves six provinces. If road construction 
policy were to be directed by a Central Road Board, it would assist the 
railway in that the same road policy would obtain throughout the area 
covered by it. 


Furtheir Replies to the questionnaire submitted by the 

North Western Railway* 


I. — Supplementary Questionkaiiie, 
A. — Road Development. 


1, The Nortli Western Railway serves six provinces in greater or 
less degree, and it will be realised that conditions vary very greatly over 
such a vast area. The frontier provinces of Baluchistan and the North- 


West Frontier Province are already very well served by the system of 
military roads and with one or two exceptions such as the proposed Ghar- 
sadda-IvTavdan-Swabi and Havelian-Garhi Habibulla Railways, there 
appears little scope for further extensions to communications in the im- 
mediate future. The same applies to that part of the Punjab lying north 
of the Salt range where the sparse population, scanty cultivation and 
small trade do not seem to be in urgent need of further railway eommii- 


nications. 


Ill the Dera Ghazi Khan district of the Punjab, in the area to be 
irrigated by the proposed Thai canal in Bahawalpur State, and in Sind 
roads are few and bad. The future of these areas however is verv different. 


There seems to be no likelihood of any great increase of population in the 
Dera Ghazi Khan district, hence improved communications there seem 
unlikely to be as useful as is likely to be the case elsewhere. The other 
areas mentioned are either actually in course of development by irriga- 
tion or mil be developed if projected schemes materialise. The areas 
covered by the Sutlej Valley and Lloyd Barrage Irrigation Works wull 
be catered for by the railways built or shortly to be built, but there is a 
vast field for feeder roads, radiating from the railway stations in these 
areas. Arterial communication will be provided by the railways and for 
many years to come the construction of these feeder radial roads will 
.al)Sorb all available funds, hence it is to be hoped that the money available 
will be concentrated on the provision and improvement of these badly 
needed roads in preference to any scheme of arterial road development. 




Ill the rest of the territory served by the Nortli Western Railwa.y 
the standard of development is much fiirthev advanced. Careful consi- 
deration is required to ensure eo-operation between roads and railways, 
and not wasteful eompelition. In many cases un metalled roads run 
parallel to existing* railways. The carriage of road metal at a very cheap 
rate by the railway, and the short distance to be covered by the more 
expensive carting, is liable to offer strong temptation to road authorities 
to metal these roads, in order to show good results in low costs of metal- 
ling and maintenance, as compared with work on roads at a greater 
distance from the railway. The absence of stone in the Pnnjal) plains 
makes transportation charges an important part of the cost of road 
metalling. 

1. There is much to be done to improve the present road system. 
Pew radial roads are metalled which means that a little rain cuts off 
access to the railway from towns and villages at any distauee from 
stations. 

d'he tendency already mentioned to metal roads parallel to existing 
railways encourages competition to the detriment of the railway. It usual- 
ly means that for short services the railway must retire from the coiitesi} 
and lose a large proportion of its short distance passenger trafiie or alter- 
natively run an intensive service which though possibly a convenience tO' 
some of the public gives a very poor return. 

8. The transportation needs of any locality in the present state of 
development of North-West India can be adequately served by one of 
three methods : — 


(a) A railway paying its own way. 

(d) A railway with a subsidy from the local Government, 

(c) A metalled road. 

(a) The State provides capital on which it gets standard interest of 
44 per cent or more. 

(5) The State provides capital on which it gets less than the stan- 
dard rate of interest, but the loss of interest to the Central Government 
which provides the capital is recouped from provincial Government 
funds. 


(^) The State in the shape of the provincial Governmeat provides 
capital on which it gets no return, and also has to provide yearly for 
maintenance. 


When the prospects indicate that method (a) can apply, It would 
hardly seem fair to the public as a whole for it to be called upon to 
build a road with heavy maintenance charges, for the benefit of motor 
vehicle owners. Incidentally too, the actual cost of goods transportation 
byroad must be far higher than by rail owing to the difference in fric- 
tional resistance to motion, and the experience of the world is that beyond 
30 miles the railway is superior to the road for most classes of transpor- 
tation. In many cases however the choice lies between (5) and ((?) . Fre- 
quently the capitalised value of a subsidy to a railway (which is usually 
only required for limited period) costs a local Government much less 
than the cost of building a road, /l-m the capitalised value of its main- 
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teuaiice. This holds even with the present standard 1 2 ft. nraeadam road, 
and it should not be forgotten that any sort of intensive motor traffic 
would soon demand broader and less dusty roads. 

There remain however many instances where the traflSc prospects 
cannot justify a railway of any sort, but where the construetion of a road 
would open up the country. Roughly it may be said that the minimum 
distance apart of railways should be about twenty miles. In the opinion 
of this administration the construction and metalling of roads in these 
circumstances, and of radial roads rvill afford enough work to^ absorb 
funds available for many years, specially when the rising expenditure on 
maintenance as road mileage increases is remembered. 

The physical features of the Punjab with its five great rivers call 
for large and expensive bridges which would put a severe strain on the 
provincial fi.uances to construct if built for roads alone. It is the policy 
of the railwav to build all its large bridges for combined road and rail- 
way traffic where the provincial Government is willing to meet ihe extra 
cost due to providing a roadway and the Irrigation Department in their 
turn are always willing to build new weirs in such a way tnat they will 
iilso carry railway girders. It may be mentioned in this respect that the 
present programme of railway extension entails bridging every large 
river at least once with the exception of the Beas and in every case 
where the railway is building an entirelv new bridge the local Government 
has been or will' be given the opportunity of paying the additional coot 

of adding a roadway. 

B.— Motor Transport axp Motor Taxation. 

1 and 2. The railway is already suffering severely from road motor 
competition on some' sections particularly in third class ‘iV 

There are well known advantages of motor transport foi shoit 

distance traffic such as door to door ^facilities, ab^^ncTS 

ability to vary services according to the needs of traffic, and 
formality in"^ taking tickets. But at present m addition to these 

pevraaneit advantages, motor traffic is 

wbicb are not likely to remain much longer. These aie 

owino- to the wholesale overcrowding that takes . 

nhsencp of aiiv heavy license fee to compensate for damage to roads, 
and owing to the ability of motor ownms J 

partly . d.e to rejttes 

faquent pSi “coi»ko™ should toko iuto 

.vorlookod “ Utl effKn t". 

safety of the public are Iponsi the wear 

huvAon of road mamtenance to those m i 

There is ample scope for a large metope m ““^^1 
oponiog up commu.ic..tio~s w.th ‘'^r.Urfat pLnt seem to find 
dilways, hut a in oom^lition with the 

it more profitable to run alon,, dev P „ routes which may take 

existing railways rather than to open up new routes, wnicn . 



time to develop. The railway has every reason to regard the latter 
favourably as increased trade must have a good effect on i ail wav 
earnings both passenger and goods ; in fact were therj no private motor 
services it would probably be desirable to introduce connecting motor 
services, ^ similar to those which already run to Miirree, Kashuiir and 
Dalhousie in eonnection with the railway. 

C. — Egad Boards. 

1. The constitution of a (Central Eoad Board woukl be welcomed 
particularly if the railway had a definite representative. The mass of 
information on eommerciai and transportation matters accinnulated by 
railways in the ordinary course would certainly be of great value to 
such a body^ and^the services of trained experts in the highly teclmieal 
matter of predicting the traffic likely to result from improved means of 
communication would be available. The laying down of standards 
throughout India for motor transport on similar lines to those enforced in 
Great Britain by the Ministry of Transport, on matters sneh as permis- 
sible load, dimensions, qualifications of drivers, etc., would be most useful 
and the general policy on matters affecting roads and railways could 
best be settled by consultation between a Road Board and the Railway 
Board, to ensure that such cpiestions would be regarded from the 
standpoint of the best interests of the country as a whole, and not 
from a more narrow departmental basis. 

II. — Main Questionnaire. 

A. 8. This question has already been dealt with in previous para- 
graphs but attention is again drawn to the present tendency to concen- 
trate on the metalling of arterial roads rather than on the construc- 
tion or metalling of radial roads. It is as well to remember that in 
spite of the growth of revenue as prosperity increases, that every road 
built saddles the State with a permanent reeurring: charo’C for mainte- 
nance, and that the maintenance costs will rapidly increase pe^mile 
of road as motor traffic continues to increase. Of course some arterial 
roads are necessary to allow full play to that fluidity which is one of 
the characteristics of motor traffic, in other words to allow for the 
transfer of motors from areas where wmrk happens to be slack to others 
where the demand is greater, and so long as these roads do not directly 
parallel railways they are no doubt useful to the public and not obiec- 
tionable to the railway though the latter can provide facilities for any 

but short journeys at a cost with which motor traffic cannot hone to 
compete. • ' ^ 

Tlie present organisation needs strengtliening. Not only is ,> 
essential that the Provincial Road Boards should be kept fullv aware ot 
railway development schemes, but a more rapid and certain interchange 
of ^ews on _such subjects as level crossings, irrigation crossings and 
land acquisition is badly needed. Roads, canals, and land are all 
matters a&ctmg the provincial administration, and experience shows 
that considerable delay and sometimes wasteful expenditure occurs when 
tbeie is no co-ordinating authority competent to deal with these matters. 
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AUI-' railway administration slioiild be represented on the Provincial 
Comnuiniciition Board either by a personal representative o£ the Agent 
or by experts in construction, commercial matters, and transportation 
matters, and it would be a very great help to the railway if in its turn 
it could deal with a central authority competent to expedite the settle- 
rnejit of such matters as have to be jointly arranged. 

C. B (c). This matter has already been dealt with above. 

xV copy of *letter No. 13:3/W/4-2, dated l-2th Pebruary_ 1927, from 
the Agent of tlie railway to the Punjab Government, which explains 
the view.s of the railway on the general policy to he followed, is 

attached. 

Paragrapli 1 0 of this letter however requires modification as the 
Ilailwiiy Iloavd has declared its policy to be that it regards motor 
trafiii'. favourably, as the formation of the travel habit will have a good 
feet on railway passenger traffic. 


APPENDIX. 

f'dT'V OF 'Ll'TTKll FROM TUB AGBXT, NoUTH We, STERN UAlLWATr, LaHOEE, TO 
Skhistah, to OovinaMOT, Powab, P. W D. (BraLBiBa, 
llo,vns AND Hydro-Eekcteic Branches), Lahore No. (its, 

iiATiii) THE l‘2Tn February 1927. 

Jxadial Hoads. 

I be- to invite the attention of the Punjab Government to the 
question of the relation between the road and railway programmes of the 

2. 1 fear that there is a distinct danger of _ competition arising be- 

tween these forms of communicatioii to the detriment of the b^t interests 
of the province aiul I would strongly urge the view that at any rate at 
the present stage of development of the province, and railways 

roust normally be considered as supplementary to each othei. _ 

3, An exception must of course be made m the case of main iroug 
routes of both railways and roads which serve purposes beyond the 
immediate needs of the province or local areas. 

4 So far as the railway is concerned the through main routes majy 
u. J.l to h»c 1.CCB ooBstnfeted but the eylem «t thro«sh t™nk rcas 

„ tollo.v it must, tlcvafove, be remembered 

tint I'aii c filing with the relations between the branch or cross-connect- 

"AnsS aud the roads wbieb it is proposed to meW lor W eommu- 

an apart from tlirough roads. ^ 

r Son < of the road projects to which exception can be taken are 

tarmei lu-taitadl In lo L as these^ are • mteBd^^ to^ 

f through trunk roads, there may seem^^ portions of through routes 

1 venture to urge that m such ® PJ; ?, lacking in rail- 

1 should be metalled at the present stage ai e those lac g 

communication, exis ting or projected. 

See Appendix. 
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7 The fact that funds for railways are found by the Central Govern- 
ment must not be allowed to cloud the issue. The question of improv- 
ino* communications is mainly one of finance and it is important that 
the limited funds available should be utilised to the best advantage of 


the province. 

8 Unlike roads, railways are definite commercial concerns and have 
to be financially justified before their construction can be undertaken. 

9. The result is that with the existing network of railways in the 
Punjab it is by no means easy to justify further railway extensions in 
this province, and in most instances the setback which is inevitable if 
road motor competition is encouraged by the metallmg of roads alongside 
proposed railways will be fatal to the prospects of railway extension. 

10. Stimulation of travel due to improved conditions re.sulting from 
the metalling of roads, is a vague and uncertain agramont, and cannot 
be considered as an offset against the definite .setliack just mentioned. 


11. The heavy recurring cost of metalled roads from interest on 
capital and expenditure on maintenance and repairs is too well known to 
need emphasis. A railway, though it has heavy recurring costs and also 
incurs expenditure in working, has yet the great advantage from the 
financial point of view that it has a regular revenue which wholly or par- 
tially covers the recurriDg costs. 

12. The anmial cost of a railway to provincial funds is therefore 
limited to those branches, the construction of which cannot be justified 
on their financial prospects and for W'hieh the provincial Grovernraenc 
accepts a limited guarantee which is far less than the annual cost of a 
metalled road of equivalent length. 


13. Speaking generally, a railway serves the needs of the bulk of the 
inhabitants of the area to a far greater deg’vee than a metalled road on a 
parallel alignment by providing cheap and efficient means of transport for 
both passengers and goods. As a matter of interest it may be mentioned 
that the cost of moving a mannd of goods one mile by road is roughly 
as much as over a distance of a dozen or more miles by railway, varying 
according to the commodity and other circumstances. The masses in 
fact benefit to a far greater extent from the construction of a railway 
than of a road. 

14. In the present stage of development one of the chicif functions 
of roads should therefore be accepted as that of feeding the railways and 
this can be carried out by building short roads radiating out from sta- 
tions. The effect of constructing radial roads will be to enhance the 
prospects of proposed railways instead of thwarting them as in the case 
of metalling roads parallel to the railways. 

lo. In order to nieel the demand of more freciuent and fast train 
services which has arisen from the growth of motor traffic this adminis- 
tration has al^^^ the -train service on many sections and 

Ms further obtained some steam coaches for experimental use on fre- 
quent and fast local services. It is confidently expected that this experi- 
ment will be successful, in which case steam coaches will be made more 
general for 
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16. I trust from wliat I have said tliat the Punjab Government 
v^ill accept the view that roads and railways must work with each other 
and they will see their way to withdraw froiii the policy of metalling' 
roads parallel to railways or at least those parallel to proposed railways 
which we expect to justify either on their merits or wath the help of a 
small guarantee. 

17. This question in my opinion calls for serious and early consider- 
ation in view of the programme for converting Class ii to v, lass iroao^ 
accepted at the meeting of the Communications Board held on January 
the 7th^ 1927. This action was taken in spite of the protest of 
Mr. F. S, Bond^ Deputy Chief Engineer (Surveys), who represented 
mv views to the Committee and emphasized that 1 1 out of 1 5 roads in 
this programme are parallel and close to existing or proposed lines of 
railway. 

18. As I tour over the railway on inspections I see frequent signs 

of activity on the provision of roads running alongside the railway 
boundary, A case in point is the road that is being constructed at the 
present time in the Nili Bar area between Arifwala and Mailsi alongside 
the Sutlej Valley Railway, which when recently relaid since the V ar 
has been realigned purposely to serve this area. It is difficult to see 
the necessity for this parallel road and it would almost seem as it tie 
alignment had been chosen for facility of carrying of stone metmliiig 
rather than from the point of view of its usefulness as a road.^ hjen 
a parallel arterial road will usually open up more country if ® 

some miles from the railway. In this instance I suggest that the road 
might with advantage have followed the abandoned railway aligiimen 
or taken the direct route via J amlera and Luddan and thus servec a 

19. The Shadara-Narowal Railway— although opened so recently as 
December 21st— is carrying a very fair traffic m passer^ ers and goods, 
but during the monsoon it will be difficult for tbis traffic to reach the 
railway. The constnietion of radial roads leading to the more impoitan 
statio4 appears therefore to he an urgent necessity in connection wth 
this and other new railways under constimchon such as the Amritsai-Na- 
rowal, Jassar-Chak Amru, Kangra Valley, Chak Jhumra-Chiniot, ett . 

20. If the Puniab Goveriimeut are able to endorse my views, i su^- 
o-est that any conflict between the roads and railway programmes can e 
ridded by a close co-operation in the initial stages between yo-srif and 

the Secretary, Communications Board, on the one hand an other 
Engineer for surveys and constructions and his Deputy on the othei 
hand. This should ensure that railway schemes are not gepared foi 
areas 'which can he better served by roads or which aie likely to ^ 

STed by a propa-ad trank road and that otke, roads «e oon.tacted 

to teed the stations in areas sei-ved or to be served by imlway. . 

•?1 Tnthis connection I may remind you that the Public «mrks 

Department road metal is carried by the North 

half the public rates and even at lower rates than lailway _mateimi. 
This shows that this administration is appreciably assisting in the ma tei 

t- vt-'raii Tt can therefore, claim sympathetic consideration 

of road construction, it can, tneieioie, J vail wav 

of the view that roads should be constructed to feed the laiLway. 



22. It is strougly recommesided that in the first instance onlr short 
lengths of roads radiating from stations sliould l)e included in the 
'programme for improving com, mnnications by road^ ami that the pro- 
gramme for metalling^ roads ruhning* parallel to new railways should l)e 
postponed indefinitely until the new railways have been working for some 
years and the economic necessity for tliese roads is fully established. 
The proposed roads parallel to new railways which slioiihl in my o|)i!iioii 
be postponed indelinitely are tlie following - 

(1) Sargodha-Lyallpiir. 

(2) Sambrlal Daska-Giijimnwmla-Hafizaljaih 

(3 ) Lah ore-Patti“HarIki . 

(4?) Gnjarat-Bhalwal. 

(5) Lyallpar-Tandlianwala-Okara-DIpalpnr. 

(6) Narowal- Amritsar. 

(7) Hohtak-Gohana-Panipat. 

(8) Pattokl-Chnnian-Wasawewala (Haveli). 

23. Funds could then be diverted to the purcha.se 
construction of roads (metalled or otherwise) radiating from 
stations on new and existing railways. 


1 ; 

impoitaiit 


Replies to the supplementary questionnaire submitted 
by the Rohilkund and Kumaon Railway. 

A.— Road Deyecopmext. 

1. No. The area served by this railway is generally well provide^l 
with roads where the coiistruction of these is practicable. 

This railway is very largely concerned with the export of forest pro- 
duce and the existing facilities are believed to be sufficient and road 
development generally is not an urgent problem. 

2. No, but the construction of feeder roads to stations would be an 
advantage. 

instance on the two branches — Moradabad to Kashipur , 
Pilibmt to^ Shalijehanpiu'^ there is no connection at the majority 
stations with the adjacent District Board roads. 

3. At present the railway is not specifically consulted as regards new 
road cnnstractions except in so far as they may be discussed by the 
U . B. Board of Communications. The administration considers that, 
aung a iberal view, the advantages of metalled roads outweigh the 

loss caused by the diversion of traffic. 

Combined road and railway bridges are not favoured as a general 

proposition, as they cause delay to both road and rail traffic. 

^ _ Also^ at tte present time it is believed that at no railway bridge on 
comlSied^r’d ^^^^^ ^ proposal that it could be advantageously used as a 
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B. — Motor. Transport and Motor Taxation, 

1. The only section of the line adversely affected by motor traffic is 
between Bareilly and Baheri on the Kajhgoclam road, where the road 
■and the railway run practically side by side. The motor buses un- 
doubtedly are a benefit to the public as they pick up passengers at the 
courts and other main places and set them down at the villages. 

Judging from the frequent changes in vehicles and owners it would 
appear that_, as soon as repairs and renewals have to be dealt wuth, the 
motor bus business is not profitable when running in direct competition 
with the railway, but nevertheless it is certain that motor bus traffic will 
continue and probably increase between Bareilly and the neighbouring 
town of Baheri. 

C. — Egad Boards. 

It is suggested that the provincial member of the proposed Central 
Eoad Board should he a member of the Eailway Advisory Committee. 

This railway is already represented on the Provincial Board of 
Communications. 

It is considered that this will give the co-ordination referred to in 
the main questionnaire. 


South Indian Railway. 

The views of the South Indian Railway correspond wdth those submit- 
ted by the Madras and Southern Mahratta Railway so far as replies to 

the questionnaire are concerned. 



